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ELECTRICS DOMINATE 


In City Express Service 


American Express Co. Buys Nearly Fifty More G. V. Electric Trucks 


The superiority of the high-grade Electric for city service is emphasized more and more 
each year. 
G. V. purchases by the American Express Company since 1910 alone total over 150. 
G. V. purchases by the Adams Express Company, which began buying in 1902, average over 
’ 200. 
None of these G. V. Electrics, and some G. V. express trucks still in service are thirteen 
years old, have worn out. 
Wells-Fargo, National, Westcott, Chase, Union Transfer, New York Transfer and similar 
firms also operate scores of G. V. Electrics. e. 
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A Few G. V. Express Trucks in Hilly Baltimore. 





. Now, there is a reason for these annual reorders on the part of the shrewdest transporta- 
tion organizations in the world. They buy Electric trucks—and usually G. V. Electrics—because 
they have found that it is the Electric, and the Electric only, which will stand up under the 
daily grind of short-haul, *frequent-stop work under congested city conditions. 

It is not a case of the tortoise and the hare; it is a case of adaptability to the work. 

The thousands of G. V. Electrics in use in foreign lands as well as here have demonstrated 
the unquestioned economy and dependability—the all-round superiority—of the high-grade Elec- 
tric for city work. And practically 85 per cent of heavy trucking, transfers and package de- 
liveries in our cities will soon be made by the Electric. Business men simply can’t get away 
from it! 

It will afford us pleasure to share with you the knowledge we have gained in fifteen years 
of specialization. 

Catalogue 104 and other data upon request. 


ic General Vehicle Company, Inc. 











General Office and Factory 
LONG ISLAND CITY, N. Y. P 


New York Chicago Boston Philadelphia 












iHE TRAFFIC WORLD 





Leading Commercial and Traffic Organizations 


The National industrial Traffic League. 

Object.—The object of this league is to 
interchange ideas concerning traffic mat- 
ters, to co-operate with the Interstate 
Commerce ommission, state railroad 
commissions and transportation compa- 
nies in promoting and securing better un- 
derstanding by the public and the state 
and national governments of the needs of 
the traffic world; to secure proper legis- 
lation where deemed necessary, and the 
modification of present laws where con- 
sidered harmful to the free interchange 
of commerce; with the view to advance 
fair dealing and to promote, conserve 
and protect the commercial and trans- 
portation interests. 


eadquarters—Tacoma Bldg., 5 North 
La Salle St., Chicago. 
Officers 
i FES Prmei bask <a relist President 


Manager Traffic Department, Cin- 
cinnati Chamber of Commerce and 
Merchants’ Exchange. ; 

W. H. Chandler........... Vice-President 
Manager Transportation Dept., Bos- 
ton Chamber of Commerce. 

Oscar F. Bell......... Secretary-Treasurer 
T. M. Crane Co., 836 South Michi- 
gan Ave., Chicago, Ill. 

WD; ERC hi. ekki ec ee83 Asst. Secretary 
5 North La Salle St., Chicago. 


Commercial Traffic Managers of Philadel- 
phia. Walter B. Grieves, Pres.; T. Noel 
Butler, Secy., Philadelphia, Pa. 

National Implement and Vehicle Associa- 
tion. W. J. Evans, Freight Trf. Mer. 
American Trust Bldg., Chicago, III. 

Northern Pine Manufacturers’ Associa- 
tlon. H. S. Childs, Secy., Minneapolis. 

Manufacturers’ Association, in charge of 
traffic of industries located at Sterling 
and Rock Falls, Ill. 


Mies Bae WOOO sink Rais oon so ins Sa ok President 
A. N. Bradford ........... Vice-President 
W. J. Burleigh ...... Secretary-Treasurer 
Wake. MOU 2 s Ginnie ave eee Traffic Manager 


All correspondence relative to move- 
ment of traffic to or from Sterling and 
Rock Falls, lll, should be addressed to 
the Traffic Manager, General Offices, 
Lawrence Building, Sterling, MI). 


DIRECTORY OF 
Charles Conradis 


Practices before the 
Interstate Commerce Commission 
418-480 South Market St., Chicago 
606-7-8-9-10 Colorado Bidg., Washington, D. C. 


John B. Daish 


Interstate Commerce Cases only 
602-606 Hibbs Bidg., Washington, D.C. 


Walter E. McCornack 


Pormerty attorney for Interstate Commerce Com- 
tission; Counselor at Law 


Buite 956 First Nationa! Bank Bidg., 
Chicago, Ill. 


_C. D. Chamberlin 
Attorney at Law and Commerce 
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The Memphis Freight Bureau. L. R. 
Donelson, Pres.; \v. G. Thomas, Vice- 
Pres.; James S. Davant, Commissioner, 
Memphis, Tenn. 

Traffic Bureau of Associated Industries, 
Central Manufacturing District. Knee- 
land Ball, Pres.; H. D. Eberly, Vice- 
Pres.; B. T. Rath, Secy. and_ Traffic 
Director, Chicago.’ 

National League of Commission Merchants 
of the United States. John C. Scales, 
Pres.; Chicago, Ill.; R. S. French, Busi- 
ness Manager, 90 West Broadway, New 
York. 


TRAFFIC CLUBS. 
Baltimore Traffic Club. H. R. Lewis, 
Pres.; C. C. Kailer, Secy. 
Birmingham Traffic and Transportation 


— T. L. Hill, Pres.; J. W. Bryan, 

ecy. 

Brooklyn Traffic Club. E. C. Potter, Jr., 
Pres.; J. H. Branigan, Secy. 


Buffalo Transportation Club. J. H. Me- 
glemry, Pres.; Henry Adema, Secy. 
Chicago Traffic Clud. F. L. Bateman, 

Pres.: W. H. Wharton, Secy. 

Chicago Transportation Association, A. D. 
Davis, Pres.; W. I. Chudleigh, Secy. 

Cincinnati.—Traffic Club of the Chamber 
of Commerce. B. H. Stockman, chair- 
man; T. J. McLaughlin, Secy. 

Cleveland Traffic Club. J. W. Clark, 
Pres.; M. F. Doyle, Secy. 

Datlas Traffic Club. Mark Ford, Pres.; 
C. E, Hinds, Secy. 

Dayton, O.—Traffic Club of the Greater 
Dayton Association. J. W. Cobey, 
Pres.; E. G. Biechler, Secy. 

Denver Commercial Traffic Club. F. M. 
Andrews, Pres.; Kk. Flickinger, Secy. 

Detroit Transportation Club.* Arthur 
Maedel, Pres.; J. M. Robinson, Secy. 

Erie Traffic Club. E. F, Smith, Pres.; 
M. W. Eismann, Secy. 

Fort Worth Traffic Club. 
Pres.; R. R. Wilson, Secy. 

Freeport, iil.—Greater Freeport Traffic 
Club. W. H. Jenner, Pres.; F. F. Pep- 
perdine, Secy. 

Grand Rapids Traffic Club. L. M. Mac- 
Pherson, Pres.: R. L. Byerly, Secy. 

Houston Traffic Club. R. H. Spencer, 
Pres.; F. A. Leffingwell, Secy. 


ATTORNEY 


R. E. Lay, 


H. R. Small 


Practices Before the Interstate 
Commerce Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 


Hal H. Smith 


(Beaumont, Smith & Harris) 





Cost of Service 
Rate Liti 
sions and Courts 


Leslie J L 
former U. 


Wil- 
liam Thorn, Pres.; L. E. Stone, Secy. 


indianapolis Transportation Club. 


Jacksonville Traffic Club. R. H. May, 
Pres.: F. C. Sawyer, Secy.-Treas. 


Kansas Cit Mo.) Railroad Club. ‘Wi'al- 
lace A. MacGowan, Pres.; Claude Man- 
love, Secy. 


Kansas City Traffic Club. John W. Mc- 
Coy, Pres.; Alfred A. Wild, Secy. 

Lima Transportation Club. Lloyd P. Sher- 
rick, Pres.; D. L. Rupert, Secy.-Treas. 

Los Angeles Traffic Association. C. A. 
Thurston, Pres.; H. C. Smith, Secy. 

Louisville Transportation Ciub F. G. 
Maus, Pres.; S. J. McBride, Secy. 

Milwaukee Traffic Club. A. Murawsky, 
Pres.: F. T. Fultz, Secy. 

Minneapolis Traffic Club, L. H. Caswell, 
Pres.; J. E. Lindquist, Secy. . 

Newark Traffic Club. Arthur Hamilton, 
Pres.; Roy S. Busby, Secy. 

New England Traffic Club, Boston. W. 
P. Libby, Pres.; C. A. Anderson, Secy. 

New York Traffic Club. Thomas. A. 
Gantt, Pres.; C. A. Swope, Secy. 

Omaha Traffic Club. E. C. ‘Wilbur, Pres.; 
Cc. D. Baline, Secy. 

Peoria Transportation Club. T. A. Grier, 
Pres.: C. H. Gillig, Secy. 

Philadelphia Traffic Club. George J. Lin- 
coln, Pres.; Don C. Hunter, Secy. 

Pittsburgh Traffic Club. J. F. Townsend, 
Pres.: D. L. Wells, Secy. 

Portiand Transportation Club. Blaine 
Hallock, Pres.; W.'O. Roberts, Secy. 
Rockford Traffic Club. J. H. Miller, Pres.; 

L. E. Golden, Secy. 
Salt Lake City Transportation Club. A. 
R. MeNitt, Pres.; R. E. Rowland, Secy. 
San Francisco Transportation Club. J. H. 
Handlon, Pres.; James G. Melvin, Secy. 
Seattle Transportation Club. W. H. Olin, 
Pres.: F. C. Nessly, Secy.-Treas. 
Spokane Transportation Club. V. G. 
Shinkle, Pres.: J. W. MacIntosh, Secy. 
St. Louis Traffic Club. H. M. Adams, 
Pres.; W. S. Crilly, Secy. 
Toledo Transportation Club. Joseph Gold- 
baum, Pres.;: Harry S. Fox, Secy. 
Topeka Traffic Association. J. F. Haskell, 
Pres.: Samuel E. Lux, Secy.-Treas. 
Washington Traffic Club. D. M. Fisher, 
Pres.: W. B. Peckham, Secy. 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


Jean Paul Muller 


ACCOUNTANT AND ATTORNEY-AT-LAW 


420-424 Woodward Bldg., Washington, D. C. 

Cases Involving Financial and Operating Analyses, 
‘ests and Comparisons, and other 
tion before State and Federal Commis- 


Blackmar & Bundschu 


Attorneys and Counselors 


Suite 904 Commerce Building, Kansas City, Mo. 


Special Attention to Rate Clainis and 


Practice Before Interstate Commerce Commission 


5 Hugh C. Smith 
. Atty. former Asst. U. 8. 4 
Otis M 


LAWYERS 
Mr Bradley, formerly with Interstate Commerce 
Commission, 
before the Commission. 
Suite 1008-6 Republic Bidg., Kansas City, Mo 


charge of the preparation of cases 


W. 8S. Morris, Jr. 


Attorney at Law 


Practices Before Interstate Commerce| Transportation Law and Inters: ate 
Commission 


Commerce Cases 
. Norfolk, Va. 
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Robert W. Hall George B. Webster Littleford, James, Ballard 








PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 











Attorney and Counselor Counsel in Interstate Commerce and | 995. & Frost 
Interstate Commerce Cases Public Service Commission Cases Mo Building, Ginsinnatl, Obie - 
mm 
State Commission Cases International Life Building _| sion cases and trade and tr tranportation 37 nly 
617-520 Third National Bank Bldg. St. Louis Som. D. ¢- FE soe ~ow ~——- c. 





ST. LOUIS, MISSOURI 



















ashington, D 
— = E. E. Williamson (Commerce Expert) 
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THOMAS L. PHILIPS 


ATTORNEY AT LAW 
Sulte 1806 Third National Bank Bidg., 
ST. LOUIS, MO. 
Formerly attorney Missouri Pacific and St. L., I. M. 
& 8. By. companies, Denver & Rio oo BR. B. 


Co. and American Refrigerator Transit Co. Counsel 
in Interstate Commerce and Public Service and Util- 


COUNSELLOR AT LAW . 
ah Commerce counsel, practicing before In- 
B. a D lberg terstate Commerce Commission and Pub- 
lic Service Commissions. Six years’ prac- 
COMMERCE EXPERT . tical experience in traffic matters. 
829 OLIVER BLDG., 
PITTSBURGH, PA. 
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ATTORNEY-AT-LAW 
Colorado Building, Washington, D. C, 


Dormer member of the Deperement sf. tice 
Solicitor of Internal Reven ponee 


Interstate Commerce Litigation 
a Specialty 


ATTORNEY AT LAW , 
Former Attorney for 
ree ee ili ve aly and Interstate Commerce Commissio 
72 West Adams Street, 
Chicago 







Murphy Building, East St. Louis, Il. 
506 Mermod & Jaccard Bidg., St. Louis, Mo. 


Gustavus B. Spence 
Consulting Counsel 
Interstate Commerce Cases Only 


Formerly with the Interstate Commerce 
Commission 


502-504 Penobscot Building, 


DETROIT, MICHIGAN 
BORDERS, WALTER & BURCHMORE 


655-561 Rookery, CHICAGO 


M. W. Borders Luther M. Walter John 8. Burchmore 
CORPORATION, INSURANCE Formerly Attorneys for Interstate Commerce Commission 


AND ANTI-TRUST LAWS ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITIES 

















To The TRAFFIC MANAGER | 
Who Must Keep UP TO THE MINUTE 


On Tariff Filings, Rejections, Suspensions, and the other Most Important 
Traffic Happenings 

Our Daily Traffic World and Traffic Bulletin Will Appeal 

| 


LET US SEND SAMPLES 
THE TRAFFIC SERVICE BUREAU, - CHICAGO 


As a Friend of THE TRAFFIC WOBPLD, please mention this paper in writing to attorneys. 
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— A factory or warehouse 
location in the Chicago 
District with private switch 
and Belt Line service ? 


—— With sewer, water, gas, im- 
proved streets and other 
necessary facilities and 
conveniences ? 


With first-class service on 
carload and less than carload 
shipments, in and outbound 
at Chicago rates? 





If you are after these advantages 
let us put our proposition before you. 





Clearing Industrial District 
1005 First National Bank Bldg., Chicago 
TELEPHONE RANDOLPH 136 
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Hotel Powhatan 


WASHINGTON, D. C. 


Penn Avenue, 18th and H Streets, N. W. 


Overlooking the White House Grounds. 
One Square from the State, War and Navy 
Departments. New and Absolutely Fireproof. 


Refined Appointments, Excellent Cuisine. 


EUROPEAN PLAN 
Rooms, detached bath - - - 


Write for Souvenir Booklet with Map. 
E. C. OWEN, Manager 





$1.50 and up 
Rooms, private bath - - - - $2.50andup 
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WRITES A SATISFIED 
PATRON: 
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.... 1 must say that the serv- 
ice so far has been entirely sat- 
isfactory in every way and is 
a decided improvement over the 
service afforded by Belt Lines 
operating through Chicago used 
by our Company last year.’”’ 


The Belt Railway of Chicago is 
built and operated for service 
and your shipments routed via 
its rails are insured prompt 
handling through Chicago. 


Don’t take our word for it; try it. 
Your experience will be that of 
others who express themselves 
in terms like those above 
quoted. 


Just add ‘“B.R.C.’’ to your 
routing and your shipments 
will travel via the road that 
“‘humps’ em.”’ 


If you want record of passing 
Chicago, ask us for it. 


The Belt Railway Company of Chicago 


FRANK A. SPINK, Traffic Manager 
229 Dearborn Station Chicago, Ill. 
Telephone Harrison 3690 





As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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Wiis Fargo Service operates 


over the fastest trains. 


WellsiFargo$Service guards and cares 
for your shipment en route. 


Wells Fargo Service gives free insur- 
ance up to $50 for loss and damage. 


Wells Fargo Service by its collection 
and delivery of your shipments materially 
reduces your own and your customers’ truck- 
ing costs. 


Wells Fargo Service is comprehensive, 
personal. Are you, as a business man, taking 
complete advantage of it? 


Send to 51 Broadway, New York, for 
pamphlet which tells you why ‘‘It is to 
Your Interest to Use the Express.” 


Wells Fargo 
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REAL ACTION AT BOSTON 


We are printing elsewhere in this number a report 
by the committee on freight congestion of the Bos- 
ton Chamber of Commerce on conditions in that city. 
We print it and call attention to it as being a report 
on conditions that are typical of other terminals in a 
great many respects and as containing recommenda- 
tions and suggestions applicable to other places than 
Boston. 

The report is especially interesting in what it has 
to say with regard to less than carload freight. ' The 
railroads represent that they are seriously handicapped 
by delays in removing freight from the freight houses 
and the truckmen complain that the congested condi- 
tion makes it difficult for them to find freight, handle 
it expeditiously and remove it promptly. It is a sort 
of “which came first—the chicken or the egg?” prob- 
lem that thus presents itself and that must present 
itself until a fresh start can be made. 

The Boston committee does not waste time in try- 
ing to solve the problem of who is at fault primarily, 
but addresses itself to the conditions that confront it 
by suggesting practical means of relieving the con- 
fusion. It suggests that the railroads and steam- 
ship lines temporarily place more men at work in 
the freight houses; that they should notify consignees 
by telephone of the arrival of freight and urge them 
to remove it promptly; and that merchants should be 
urged by the Chamber of Commerce to see to it that 
freight is removed promptly without regard to the 
free time allowed. The committee believes that with 
this sort of co-operation the situation can at least be 
much improved—and we have no doubt of it. 

There is much talk of co-operation in this matter 
at congested points, but it is our observation that the 
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talk outweighs the practice. The railroads put it up 
to the shippers and consignees who in turn, put it up 
to the railroads. Even when a consignee admits that 
this or that suggestion is a good one he is likely to 
figure that the little he can do will not avail much— 
and he goes on in the same old way and the conges- 
tion continues. The Boston committee proposes a 
week of trial under its recommendations. It an- 
nounces that if at the end of that time there is not a 
radical improvement it will recommend a plan for 
the pooling of teaming facilities. 

So, in the matter of carload freight the committee 
places much of the blame at the doors of the mem- 
bers of the organization it represents and proposes 
to get into the game itself by obtaining each day a list 
of cars that have been detained for:more than forty- 
eight hours and urging the owners of the freight to 
unload promptly. Here, also, it suggests that the car- 
riers should co-operate by going a little farther than 
they are usually expected to go, and see that some 
member of the firm is notified when freight con- 
signed to it is not unloaded promptly, on the theory 
that, in many cases, the responsible heads of firms 
are not acquainted with the fact that they are con- 
tributing to the congestion by allowing cars to stand 
unloaded. 

We hope this report will not only accomplish good 
in Boston, but that publicity given to it will operate to 
benefit other communities. It is valuable, not only 
for the concrete suggestions it contains, but for the 
spirit in which it is made. Although it divides re- 
sponsibility between carriers and shippers and points 
out things that both should do, it takes a goodly share 
of blame for the men it represents. - And that is the 
spirit, that accomplishes results. It is time enough 
to blame the other fellow when you have done every- 
thing you can yourself to cure the trouble. The pot 
dismally failed to change the aspect of things by 
calling the kettle black. 


SENATOR CUMMINS AND BRANDEIS 


Senator Cummins of Iowa, member of the sub- 
committee of the Senate committee on the judiciary 
that investigated the fitness of Louis D. Brandeis for 
a place on the bench of the Supreme Court of the 
United States, has made his report. It is against 
Brandeis. “That is not remarkable nor to be criti- 
cised in itself, but the reasons the Iowa senator gives 
are both. 

He denounces, the conduct of Mr. Brandeis as coun- 
sel for the Interstate Commerce Commission in the 
Five Per Cent Case, declaring that Mr. Brandeis was 
employed to take the public’s side of the queStion 
and that his action in admitting, in his closing argu- 
ment, that the net revenues of the railroads were in- 





adequate, was an offense against common morality 
and professional ethics. . 

“T have endeavored in vain to conceive any excuse 
for the course Mr. Brandeis pursued,” says the report. 
“If under the circumstances of this proceeding—the 
most important from every point of view which has 
taken place in a quarter of a century—a lawyer who 
appears with other counsel in behalf of the public can, 
after his associates have made their arguments, arise 
and in open court admit that the carriers were wholly 
right and the public wholly wrong, upon the imme- 
diate question under consideration, without incurring 
that which follows betrayal, then I confess that I do 
not understand either common morality among men 
or the ethics of the profession to which Mr. Bran- 
deis belongs.” 

If Senator Cummins had condemned Mr. Brandeis 
on the ground that his action showed bad judgment, 
or poor understanding of the facts, or merely on the 
theory that he betrayed his associates by deceiving 
them as to his course, we might understand. But 
when he takes the attitude he does he shows, in our 
opinion, that he has no adequate conception of the 
function of Mr. Brandeis in the matter and that he 
has no proper idea of what constitutes the public or 
how a representative of the public should conduct 
himself. He seems to adopt the theory that the rail- 
roads are on one side and the public—composed of 
everything and everybody except the railroads—is on 
the other. | 

In pointing out the real situation, we need not go 
farther than to quote the following excerpt from the 
letter of the Commission asking Mr. Brandeis to ac- 
cept the employment, which letter, by the way, was 
read to the sub-committee by Clifford Thorne in his 
testimony against Brandeis, and read in response to 
questions by Senator Cummins himself: 


“We are, of course, aware of the fact that the car- 
riers will not fail fully to present their side of the 
case, and the Commission has felt that every effort 
should be made in the public interest adequately to 
present the other side. Would you care to undertake 
that burden? As you are already aware, in a num- 
ber of cases of large importance and wide interest 
special counsel have been retained by the Commis- 
sion. As a matter of fact, that has not been their real 
relation in these controversies. They have been re- 
tained by the Commission, not as advocates or to sup- 
port any special theory of the issues involved, but as 
a means by which the Commission might be advised of 
all the facts and not have to decide the issue upon a 
record made up largely in one interest. It is with 


this general thought in mind that the Commission 
has reached the conclusion that in the Rate Advance 
Case special counsel should be retained, and I have 
been asked to ascertain whether your engagements 
and inclinations are such as to permit you to under- 
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take the task of seeing that all sides and angles of the 
case are presented of record, without advocating any 
particular theory for its disposition. In making this 
last observation you will, of course, understand thai 
you will be expected to emphasize any aspect of the 
case which in your judgment, after an examination of 
the whole situation, may require emphasis. The Com- 
mission, however, wishes to avoid a record based 
solely on a particular view or theory.” 

It would seem, therefore, that the attitude of Mr. 
Brandeis need not be justified merely by generalities 
as to the duty of one employed to represent the public, 
but that he was strictly within the terms of his actual 
employment. He may have been wrong in his con- 
clusions or unfair in his method of presenting them— 
that is another question. But so far as his function 
was concerned, he would have been within it if he 
had taken the ground that the railroads were entitled 
to ten times what they asked and had pleaded with 
the Commission to give it to them. 

Senator Cummins, though when he dabbles in trans- 
portation matters he does not always act with wis- 
dom, is, generally speaking, disposed to be fair. There 
must be something in the Iowa atmosphere that blinds 
its statesmen when they get into this subject. The 
railroads had their paid counsel to present their side 
of the case. On the other side were Clifford Thorne 
and other interested representatives of shippers op- 
posed to increases in rates. From neither could the 
Commission expect an absolutely unbiased presenta- 


tion. So it employed Mr. Brandeis to represent the 
public. He had a right to represent it as he thought 


best and his performance is to be judged on its mer- 
its. But that he had no right to say that the railroads 
were entitled, in whole or in part, to what they asked, 
is a theory that could emanate only from the kind of 
mind that would convict a public prosecutor of a be- 
trayal of the public if he arose in court and said he 
had found there was no case against the prisoner at 
the bar. The public does not demand conviction. It 
demands justice. 





MUCH FOURTH SECTION WORK 


Owing to the great quantity of work made necessary 
by its Fourth Section Order No. 5408, prescribing the 
extent to which rates from defined territories to Louisiana 
and Texas may depart from the long-and-short-haul rule 
of the fourth section, the Commission has postponed the 
effective date of the order from May 1 to Feb. 1, 1917. 
The decision was made a month ago. The carriers have 
not been able more than to make a beginning on the work. 

In a general way the order requires the carriers strictly 
to observe the rule of the fourth section forbidding 
through rates greater than the aggregate of the inter- 
mediates. The work entailed by the order, it is said, is 
almost, if not quite, as great as the task imposed by the 
order requiring a readjustment of rates in the Southeast 
so as to make them more nearly conform to the long-and- 


short-haul part of the section. 
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in Washington 
s 
Strange Traffic Bedfellows. — The 
strangeness of political bedfellowships 
is as nothing in comparison with that 
created by recent,and continuing rate 
situations. Only men without a sense 
of humor can think without smiling of 
Mr. Bartine of Nevada, R. A. Jones 
and the folks of Spokane undertaking 
to force money into the hands of the 
transcontinental roads—especially the 
Southern Pacific. Time was when 
California thought the letters “S P” stood for Steady 
Plunderer or something equally as bad. If now Bartine, 
Jones and others force the Southern Pacific and other 
roads to take more money, Governor Johnson may be 
forced to think of some new appellation for the largest 
railroad system between the Siskiyou Mountains and San 
Diego. The Southern Pacific can say that it was not the 
one that proposed an advance in California rates, but the 
folks up in the mountain country, who, by the way, have 
always desired to do the jobbing business that California 
jobbers ‘established before there was thought of trans- 
continental railroads, simply because they were then at 
the natural rate-breaking points. Four years ago Mr. 
Bartine and other intermountain folks were on one side, 
with the transcontinental roads on the other. Now the 
Californians flock by themselves and the carriers and 
the intermountain men are on the other—or, to speak 
figuratively, in the same bed. 


Coast to Coast Rates.—It is ‘betraying nothing to say 
that transcontinental railroad men do not put full confi- 
dence in the moves that are now being made by the 
steamship interest in hoisting coast to coast rates, as, for 
instance, the Pacific Mail’s offer to carry coal for the 
navy from Norfolk to the Pacific Coast for $12 a ton, the 
government to pay the canal tolls. They remember the 
warning about gift-bearing Greeks. Twelve dollars a ton 
on coal would be a good business for transcontinental 
railroads to grab. Inasmuch as other rates, via. water, 
might be expected to bear a fixed relation to the rate 
on coal, the inference to be drawn from that offer is that 
the steamship lines, if pressed, would quote nothing but 
prohibitive rates, even after the promised opening of the 
canal on April 15. No finer invitation to raise rail rates 
could be imagined, hence the sniffing the traffic managers 
are doing ‘before even putting down in tentative figures 
what they might reasonably ask for the rail haul to the 
Pacific, if the rates suggested by the $12 a ton bid re- 
ceived by Secretary Daniels could be accepted as bona 
fide effort to get business, without sacrificing anything 
to get it. If $12 a ton for coal is a rate fixed in accord- 
ance with the laws of supply and demand, the railroads 
would be justified in grading transcontinental rates up- 
ward from the highest point in the mountain country to 
the Pacific Coast. That might reduce the volume of 
business from the East, but it would stimulate the manu- 
facturing plants west of the Missouri River to twenty-four 
hours a day activity to supply the coast with stuff that 
now moves from the Atlantic seaboard. 


Why the Government Pays High.—A test of the genuine- 
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ness of that bid as an indication of what the market is 
offering for vessel tonnage may be afforded by the decla- 
ration that, all things being equal, the government is 
always charged from 10 to 25 per cent more than a private 
buyer. The American business man who knows govern- 
mental methods will avoid government contracts as if they 
were carriers of the pest. They cannot do business with 
the government on business conditions. A man who con- 
tracts to do anything for the government must be pre- 
pared to carry out the contract if it breaks him. There 
is no letting up on the literal terms of the contract on 
account of unforeseen situations. For instance, the gov- 
ernment is now trying to force the delivery of materials 
that the war has made unobtainable, even at what would 
be called prohibitive prices. The greatest war the world 
has ever known is not the slightest excuse for cancela- 
tion of contracts. The clerkly advisers of cabinet officers, 
when asked for an opinion, say: ‘“They’re trying to put 
something over and we wouldn’t stand for it. Make ’em 
deliver.” Inasmuch as the cabinet officer can command 
unlimited legal talent without cost, it stands to reason 
that the unlucky contractor must pay for his inability to 
perform the impossible. That is why it is wise to query 
the usefulness of the $12 offer to Secretary Daniels. He 
is one of the worst men in the government service to 
insist that the contract entered into with the government 
be carried out to the letter, though the heavens fall. The 
Pacific Mail may have had that fact in mind when it 
made its bid. 


Virginia Versus North Carolina.—There is evidence of 
ill-feeling between the corporation commissions of Vir- 
ginia and North Carolina contained in the application for 
a reopening, before final decision, filed by Francis B.. 
James, for the Virginia Corporation Commission, in its 
complaint against the Chesapeake & Ohio and other car- 
riers. The Virginia body asks to have the case opened, 
before final decision, so that it may stress its allegation 
that rates from the Virginia Cities to North Carolina 
points are unjustly discriminatory in comparison with 
rates from Cincinnati and Louisville. It desires to do 
that because the Corporation Commission of North Caro- 
lina has shown irritation over the federal Commission’s 
decision in the Royster fertilizer case. It has not only 
shown irritation, but it has indicated to Lincoln Green 
and other railroad traffic managers that the North Caro- 
lina commission will not allow them to raise rates in 
North Carolina so as to remove the unjust discrimina- 
tion found by the federal body. The Virginia commission 
is now of opinion that the commissioners of the sister 
state are not entitled to such consideration as was shown 
them in the argument of the Virginia complaint as to 
which Virginia now wishes a reopening. In that case, 
Mr. James asserts, no stress was laid on the allegation 
that the rates in question were in violation of the third 
section, lest the federal Commission agree with him and 
make an order requiring the carriers to remove the dis- 
crimination, leaving the option to the carriers. Mr. James 
refrained from emphasizing that point lest the railroads 
remove the discrimination by raising the rates from Cin- 
cinnati and Louisville to North Carolina. That would be 
of no benefit to Virginia, although a hurt to North Caro- 
lina. Now, however, that North Carolina is disinclined 
to allow Virginia the benefit of the decision in the Royster 
case, the Old Dominion wishes to reargue the case, and 
let North Carolina bear the burden of higher rates from 
Cincinnati and Louisville, if the federal Commission shall 
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be of the opinion that the adjustment is unduly discrimi- 
natory as Mr. James thinks it is. 





Full Crew Decision.—The Supreme Court’s affirmance 
of the constitutionality of the Arkansas full crew law is 
taken to indicate that if carriers desire to avoid that 
unnecessary expense they will have to make their fights 
in the states in which the proposals are made. Such laws 
will not be the burden on interstate commerce or amount 
to a confiscation of property that will authorize the inter- 
ference of the highest court in the land. The decision 
of the court goes not to the merit of the proposition. It 
is not the business of the court to say whether the legis- 
lation is wise or foolish. All it means is that the burden 
caused by the law is not such as to warrant jnterference 
by the federal courts. That the question as to the wisdom 
of such legislation is one to be decided by the state legis- 
latures and not by the courts, it is believed, is an accu- 
rate summary of the Supreme Court’s decision. In Mis- 
souri the railroads had the question referred to the voters, 
and the latter decided it would be foolish to require an 
extra brakeman on a train. Why the majority of voters 
came to that conclusion can only be suspected, but from 
their conclusion there is no appeal, except to themselves. 

A. E. H. 


N. I. T. L. MEETING 


(By a Stat Corresspondent at Baltimore) 

The spring meeting of the National Industrial Traffic 
League was held at the Hotel Belvidere here April 6 and 
7. The Baltimore commercial organizations endeavored 
to entertain those in attendance more extensively than 
the members desired. The only hospitality they accepted 
was a trip through the harbor and a luncheon incident 
thereto. 

The members came to discuss problems with which 
they are dealing for the organizations they represent as 
traffic managers. 

The terms of the uniform: bill of lading prepared by 
the committee, of which D. F. Hurd of the Cleveland 
Chamber of Commerce is chairman; the report of the 
Committee on Car Demurrage and Storage, submitted by 
F. B. Montgomery of the International Harvester Corpora- 
tion, and the report of the Freight Claims Committee, sub- 
mitted by J. M. Belleville, general freight agent of the 
Pittsburgh Plate Glass Co., afforded so much material 
for discussion that, without much violence, it might be 
said that the meeting was held for the purpose of dis- 
posing of those subjects, so far as the league can get rid 
of them. 

President G. M. Freer, in calling the league to order, 
announced that his address would be confined to the 
simple announcement that, as the league had a new chair- 
man and a new Secretary, it would be necessary for mem- 
bers to announce their names when they addressed the 
chair because, while he knew them all by sight, he had 
to confess that he could not always call a man’s name. 
The report of the executive committee recommending 
that the constitution be changed so as to make former 
presidents ex-officio members of the executive committee 
was agreed to, and then the real work was taken up. 

That was the proposed uniform bill of lading. The 
straight bill was the only form presented. The committee 
said that it had been presented to the Commission as the 
views of the committee, and that it was desirable that few, 
if any, changes be made in it, because of the record, as 
made in the hearing before Examiner Satterfield, who 
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has taken the testimony in I. C. C. Docket No. 4844, at 
Chicago. 

At the morning session Thursday less than half the 
“conditions” to be printed on the back of the bill of lad- 
ing were agreed to. F. H. Price, a miller’s export agent 
at New York, said the bill would not do for the exporters 
at all. His idea is that ,.by the elimination of sections 2, 
6, 7 and 9 of the present bill the exporters lose the bene- 
fits the present -bill gives them. Luther Walter, counsel 
for the. league, tried to assure him that the bill of lading 
cannot add to or take from the law, and the sections it 
is proposed to elide are mere statements of what the 
carriers conceive to be the law—not what the law is. The 
league agreed that it would be wise to approve the elimi- 
nation. 

J. C. Lincoln of the New York Merchants’ Association 
procured the insertion of an additional paragraph. in the 
proposed third section, between the first and second para- 
graphs, as follows: “Where the said property is lost or 
destroyed, resulting in non-delivery of the shipment, the 
carrier, or party in possession, shall immediately give 
written notice thereof to both consignor and consignee.” 

Discussion of the subject by Mr. Lincoln, W. H. Chand- 
ler, A. E. Beck, J. H. Miller, P. M. Hanson, R. D. Sangster, 
H. L. Goemann, J. S. Brown, H. G. Wilson and practically 
every Other man in the meeting developed the fact thai 
nearly every traffic manager finds his greatest difficulty in 
protecting the customers of consignors whose shipments 
have been lost or destroyed in the fact that, while a car- 
rier may know a shipment was destroyed in a fire or a 
wreck, neither the shipper nor consignee is advised in time 
to enable the shipper to make a second shipment to take 
the place of the first in season. They asserted that months 
often elapse before any action is possible. 

Another change made in that third section is in the 
paragraph relating to claims or notices of claims. The 
change was in the verbiage, so as to make the paragraph 
read as agreed upon at the New Orleans hearings. As 
changed, the language is that claim shall be made on ex- 
port freight within twelve months of “delivery to vessel,” 
instead of within twelve months of time of arrival at the 
port. 

The fifth paragraph of that third section was changed 
so as to make it show that the sending of a tracer for a 
shipment shall be regarded as notice of an intention to 
file a claim for the property in question unless it shall be 
found within a reasonable time. W.H. Chandler said that 
he knew of instances in which a carrier has conducted 
a tracing operation for five or six months and then notified 
the claimant that it declined to consider the claim be- 
cause it had not been filed within four months. 


While the committee on demurrage and storage co-oper- 
ated with the carriers in establishing the higher demur- 
rage and storage charges, Chairman Rippin’s report had 
no sooner been submitted than there were evidences that 
many members feared the carriers would undertake to 
make the higher charges a permanent thing; that in per- 
suading the shippers and the commission to allow the 
experiment to be made for three months the carriers 
hoped they had accomplished the insertion of the camel’s 
nose in the tent. 


COMMISSION ORDERS. 


Case 8588, Atlantic Refining Co. vs. P. R. R., dismissed, 
having been disposed of on the Special Docket. 

Upon complainant’s request, case 8370, Berry Coal & 
Coke Co. vs. T. & G. et al., has been dismissed. 
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Decisions of Interstate Commerce Commission 


PASSENGER FARE CASE 


CASE NO. 7676 (38 I. C. C., 294-296) 
E. J. JOHNSON VS. ATCHISON, TOPEKA & SANTA FE 
RAILWAY CO. 

Submitted May 29, 1915. Opinion No. 3452. 


Defendant’s rule under which tickets for transportation on the 
“California Limited’’ train from Chicago, Ill., to Albuquer- 
que, N. Mex., were not honored, and the assessment of 
charges for transportation on this train from Chicago to 
Albuquerque on the basis of the fare from Chicago to Wil- 
liams, Ariz., the first point west of Albuquerque to which 
tickets were honored on this train, not found to have been 
unjustly discriminatory. Complaint dismissed. 





Vigil & Jamison and F. C. Wilson for complainant; T. J. Nor- 
ton, W. C. Reid, R. T. Twitchell and F. E. Andrews for de- 
fendant. 


BY THE COMMISSION: 

Complainant, a resident of Worcester, Mass., by com- 
plaint filed Jan. 18, 1915, alleges that defendant’s rule 
under which tickets for the transportation of passengers 
from Chicago, Ill., to Albuquerque, N. M., were not hon- 
ored for travel on the “California Limited” train was un- 
justly discriminatory. Refund is asked for the unused 
portions of two passenger tickets from Chicago to Wil- 
liams, Ariz., on the basis of the difference between the 
fares from Chicago to Williams and from Chicago ‘to 
Albuquerque, where complainant left the train. 

Complainant contemplated a trip with his wife to San 
Diego, Cal., with a stop-off of several weeks at Albu- 
querque. On July 1, 1913, he applied to defendant’s agent 
at Boston, Mass., for two tickets and Pullman reserva- 
tions for travel on July 12, 1913, from Chicago to Albu- 
querque on a train known as the “California Limited,” 
operated by the defendant between Chicago and the Pa- 
cific coast. Defendant had a rule in effect, published in 
its time-tables but not in its tariffs, as follows: 

Reservations of space will not be made on this train (the 
California Limited) to points east of Williams, Ariz., with the 
exception.of a few berths that may be used from Chicago to 
Kansas City. 


Complainant was informed of the rule and accordingly 
purchased two tickets and Pullman accommodations on 
the “California Limited” from Chicago to Williams, Ariz., 
378 miles west of Albuquerque. He left Chicago with 
his wife on defendant’s train on July 12, 1913. They left 
the train at Albuquerque and complainant later filed a 
claim with defendant for refund of $30.30, the difference 
between two fares from Chicago to Albuquerque and from 
Chicago to Williams. The claim was. denied. Complain- 
ant and his wife continued their journey over defendant’s 
line to San Diego on Sept. 18, 1913. Before leaving Albu- 
querque complainant applied to defendant’s agent for two 
tickets from Albuquerque to San Diego on the basis of 
the fare from Williams to San Diego, and upon the re- 
fusal of the agent to comply with the request purchased 
the tickets at the regular published fare from Albuquerque. 

Complainant contends that defendant’s rule prohibiting 
the sale of tickets from Chicago to Albuquerque good 
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on the “California Limited” unjustly discriminated against 
Albuquerque and in favor of other points, principally 
Williams and Ash Fork, Ariz., 23 miles west of Williams. 
Complainant does not question the propriety of carriers 
limiting passenger train service to certain stations, but 
points out that Albuquerque has a larger population than 
either Williams or Ash Fork and is the junction point 
for defendant’s line to El Paso. Complainant also con- 
tends that it would not have been a violation of the rule 
to have permitted him to purchase tickets for transporta- 
tion from Albuquerque to San Diego on the basis asked, 
for the reason that passengers on the limited were al- 
lowed stop-over privileges at Albuquerque. But the stop- 
over allowed at Albuquerque was limited to 10 days, 
whereas complainant stopped over at Albuquerque for 
more than two months. ‘ 

Defendant states that its rule was.designed to reserve 
the “California Limited,” which was and is advertised 
extensively as a transcontinental train, for the through 
California traffic for which it was intended. Practically 
all passengers carried on this train to Williams, which 
is the junction point for defendant’s line to the Grand 
Canyon, are said to travel to the Grand Canyon and later 
to resume their journey on the limited. Ash Fork is much 
nearer California than Albuquerque is, and is the junction 
point for defendant’s line to Prescott and Phoenix, Ariz. 
Much of the space on the limited that would otherwise 
be unoccupied is utilized by passengers going to such 
points. Defendant insists that this train is necessary to 
meet the competition of other lines, and that to honor 
tickets to Albuquerque on it would strip it of its char- 
aster as a first-class limited transcontinental train and 
would reduce the revenue necessary to maintain it. Three 
other first-class trains are operated daily between Chicago 
and Albuquerque to accommodate local traffic. Subse- 
quently to July, 1913, the rule was changed to permit 
the sale of tickets for transportation on the “California 
Limited” from Chicago to Albuquerque if applied for 
within four hours of the time of departure of the train. 

The reasonableness of a similar rule, published in a 
tariff of the New York Central & Hudson River Railroad, 
was considered by us in Kennedy vs. N. Y. C. & H. R. 
R. R. Co., Docket No. 6178. In that case we held that the 
refusal of the defendants therein to make refund on the 
unused portion of a passenger ticket for transportation 
on an extra-fare train, the “Twentieth Century Limited,” 
from New York, N. Y., to Chicago, lll., on the basis of 
the fare to Syracuse, N.. Y., where complainant left the 
train but to which point tickets were not available, was 
not unreasonable. Reparation was awarded, however, on 
the basis of the fare to Elkhart, Ind., the nearest point 
intermediate to Chicago to which tickets on this train 
were sold. In the proceeding now before us the tickets 
originally were sold to the first point beyond the station 
where complainant left the train to which defendant per- 
mitted their sale, and upon all the facts of record we 
find that the rule assailed is not shown to have been 
unjustly discriminatory. 

An order dismissing the complaint will be entered. 

DANIELS and HALL, Commissioners, dissent. 
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RATES ON HARD COAL 


In Case No. 7521, Opinion No. 3406, 38 I. C. C., 333-4, 
Meeker & Co. vs. Central Railroad of New Jersey, the 
Commission has held the rates on hard coal from Mocana- 
qua, Pa., and other points in the Wyoming region to 
Elizabethport, N. J., f. o. b. vessels for reshipment, to 
be unreasonable. The decision is on the authority of 
35 I. C. C., 220, in which the Commission prescribed rea- 
sonable rates on anthracite coal. The question of repara- 
tion is held ‘in abeyance for a supplemental proceeding. 


LUMBER AND SHINGLES 


CASE NO. 7116* (38 I. C. C., 399-400) 
PIONEER LUMBER CO. VS. NORTHERN PACIFIC RAIL- 
WAY CO. ET AL. 

Submitted May 3, 1915. Opinion No. 3489. 

Portion of defendants’ tariff provision resulting in the applica- 
tion of the rate applicable to the highest rated commodity 
in carload shipments of fir lumber, mixed with kiln-dried 
cedar siding, or mixed with kiln-dried cedar siding and 
cedar shingles, from Issaquah and Van Zandt, Wash., to 
South Utica, N. Y., Winner, S. Dak., and Minnesota Trans- 
fer, Minn., when the actual weight of the cedar siding is 
not certified to by the shipper on the shipping receipt, found 
to be unreasonable. Defendants required so to amend their 
tariff as to permit the application of the carload rate on 
the cedar siding at an estimated weight of 700 pounds per 
1,000 feet when actual weight thereof is not obtainable, but 
when the amount thereof in feet is stated on the bill of 
lading. 


Walter Metzenbaum for complainants; H. E. Still for North- 
ern Pacific Ry. Co. 


BY THE COMMISSION: 


Complainants are corporations engaged in the manu- 
facture and sale of lumber and shingles, with their 
principal places of business in the state of Washington. 
By complaints, filed July 20 and 27, 1914, they allege that 


defendants’ charges for the transportation of carloads of. 


fir lumber, mixed with kiln-dried cedar siding, or mixed 
with kiln-dried cedar siding and cedar shingles, from Issa- 
quah, Wash., and Van Zandt, Wash., to South Utica, N. Y., 
Crawford, Neb., and Minnesota Transfer, Minn., on May 
7, 1913, Sept. 23, 1911, and June 6, 1913, respectively, were 
unreasonable to the extent that they exceeded charges 
based on the actual weights of the cedar at rates of 83 
cents, 67 cent and £5 cents per 100 pounds, respectively, 
and charges based on the weights of the fir at rates of 
73 cents, 57 cents and 45 cents, respectively. Reparation 
is asked. The claim based on the shipment of September, 
1911, was presented to the Commission informally July 
31, 1913. The record shows that the shipment alleged 
to have moved to Crawford, Neb., moved to Winner, S. D. 

Defendants’ tariff applicable to the shipments provided 
that mixed carloads could be shipped at the carload rate 
named for each article, charges on the cedar products 
to be based on the actual weight certified to by shipper 
on the shipping receipt, except that charges on cedar 
shingles would he based on not less than certain minimum 
weights named, varying with the brand, and that fir lum- 
ber should be taken at the difference between the track- 
scale weight. of the entire shipment and the total weight 
of .ne cedar products certified to by shipper, with the 
express provision that the shipping receipt or bill of 
lading must specify the quantity, grade and weight of 
the shingles included. Complainants failed to state the 
weight of the cedar siding in their shipments on the bills 
of lading, and charges accordingly were assessed on the 
entire weight of the shipments at the rates applicable 
to the highest rated commodity in the cars. 

A large number of the mills in the territory involved 
have no facilities for determining the actual weights of 
this kind of lumber, and complainants desire to use an 
estimated weight of 700 pounds per 1,000 feet of cedar 
siding whenever the actual weight cannot be ascertained, 
stating that 700 pounds exceeds the actual weight per 
1,000 feet. Cedar siding is sold guaranteed to weigh not 
more than 700 pounds. We are asked to require defend- 
ants to amend their tariffs so that they will provide in 
connection with the application of the carload rate on 
each commodity in mixed carload shipments an estimated 
weight for cedar siding of 700 pounds per 1,000 feet. 





*This proceeding also embraces complaints in—No. 7116 (Sub. 
No. 1), Neukirchen Brothers vs. Northern Pacific Ry. Co. et al.; 
and No. 7116 (Sub. No. 2), Buckeye Lumber Co. vs. Northern 
Pacific Ry. Co. 
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Defendants contend that if an estimated weight is estab- 
lished on cedar siding it will encourage requests for the 
use. of estimated weights on cedar products generally. 
Those cases can be dealt with when they arise. 

We find that defendants’ mixing rule is unreasonable 
in that it results in higher charges on carload shipments 
of lumber with kiln-dried cedar siding, or with kiln-dried 
cedar siding and cedar shingles, when the actual weight 
of the cedar siding is not declared by the shipper, than 
when such actual weight is so declared. We find that 
a reasonable rule would permit the application of the 
carload rate for each article in such shipments, and pro- 
vide that an estimated weight of 700 pounds per 1,000 
feet for the cedar siding be used when the amount 
thereof in feet is stated by the shipper on the bill of lading 
and the actual weight of such siding is not obtainable. 
The record affords no basis for an award of reparation. 

An appropriate order will be entered. 


COAL TO ONALASKA, TEXAS 


CASE NO. 7640 (38 I. C. C., 401-404) 
WEST LUMBER CO. VS. ST. LOUIS & SAN FRANCISCO 
RAILROAD CO. ET AL. 

Submitted Oct. 4, 1915. Opinion No. 3490. 


Rates charged by defendants for the transportation of coal in 
carloads from Bonanza, Huntington, Hackett and Hoffman, 
Ark., to Onalaska, Tex., found to have been unreasonable 
and unjustly discriminatory. Reparation awarded. 





J. M. Simmons for complainant; J. F. Garvin for Missouri, 
Kansas & Texas’ Ry. Co. of Texas and St. Louis & San Fran- 
cisco R. R. Co.; J. H. Tallichet for Houston & Shreveport R. R. 
Co. and Houston East & West Texas Ry. Co. 


BY THE COMMISSION: 

Complainant is a corporation engaged in the lumber 
business at Houston, Tex., with a sawmill at Onalaska, 
Tex. By complaint, filed Jan. 4, 1915, it alleges that the 
rate of $3.10 per net ton charged by defendants for the 
transportation of certain carloads of coal since Jan. 11, 
1913, from Bonanza, Huntington, Hackett and Hoffman, 
Ark., to Onalaska was and is unreasonable and unjustly 
discriminatory to the extent that it exceeded and exceeds 
$2.60 per net ton. Reparation is asked. All rates are 
stated herein in dollars and cents per net ton. 

All of the points of origin named are south of Fort 
Smith, Ark., in mine groups 7 and 14 in the so-called 
Oklahoma-Arkansas coal field. Bonanza and Huntington 
are local to the St. Louis & San Francisco Railroad in 
group 14. Hackett is common to the St. Louis & San 
Francisco and to the Midland Valley Railroad in groups 
7 and 14. Hoffman is local to the Midland Valley in zroup 
7. Onalaska is on the Missouri, Kansas & Texas Railway 
of Texas, 13.7 miles northwest of Livingston, Tex., and 
18.5 miles southeast of Trinity, Tex. The shipments from 
Hoffman moved over the Midland Valley Railroad to 
Panama, Okla.; the shipments from the other points over 
the St. Louis & San Francisco Railroad to Poteau, Okla. 
The route traversed beyond Panama and Poteau was: 
Kansas City Southern Railway and Texarkana & Fort 
Smith Railway to Shreveport, La.; Houston & Shreve- 
port Railroad and Houston East & West Texas Railway 
to Livingston; Missouri, Kansas & Texas Railway of Texas 
to destination. The distances to Onalaska over the routes 
of movement from all the points of origin average 435 
miles. 

The $3.10 rate charged applied for several years from 
all mines in groups 7 and 14, both by the routes of move- 
ment and by way of other routes. This rate was a joint 
rate. Effective Nov. 7, 1913, the routing by way of Panama 
from all points in group 7 to Onalaska was canceled, 
leaving the $3.10 rate applicable only by way of the Mid- 
land Valley Railroad to Muskogee, Okla., the Missouri, 
Kansas & Texas Railway to Mineola, Tex., the Intern1- 
tional & Great Northern Railway to Trinity, and the Mis- 
souri, Kansas & Texas Railway of Texas beyond. Effective 
April 25, 1915, the routing by way of Poteau was canceled 
from all points in group 14 to Onalaska, leaving the $3.10 
rate applicable only by way of the St. Louis & San Fran- 
cisco Railroad to Denison, Tex., the Missouri, Kansas & 
Texas Railway to Mineola, the International &. Great 
Northern Railway to Trinity, and the Missouri, Kansas 
& Texas Railway of Texas beyond. Thé rate legally ap- 
plicable from Hoffman to Onalaska via defendants’ lines 
after Nov. 7, 1913, was a combination rate of $3.15, com- 
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posed of a local rate of $2.60 to Livingston and a rate of 

55 eents beyond. All of the shipments from Hoffman 

which moved since Nov. 7, 1913, were undercharged. 
Complainant cites in comparison the following among 


other rates: 


From Group 7. From Group 14. 


To— Miles. Rate. Miles: Rate. 
Figm See ti > 5-dhs> gon Bese 364 $2.85 354 $2.60 
GI I, ot. sc cure ccdwsie caren eet 383 2.60 374 2.60 
DiDGees ee 56 ada ea. 400 2.60 389 2.60 
Gras, Tees | ss hieaeceisla se kb 496 2.50 566 2.50 
Grete: Fi ls 5 6lo 5 6 on oc e mer tine 419 2.60 408 2.60 
POM, I seescec oie wesw ee oa 575 2.60 Jae pase 
LiGGmeeee TOG fc Sl el ccoeraats 429 2.60 


All of these points are in the general vicinity of 
Onalaska. Complainant encounters competition from each 
of them, and states that it must shrink its profit on the 
products of its mill in order to stay in the field. 


The $3.10 rate was divided as follows: $2.40 to the 
carriers from the points of origin to Livingston; 70 cents 
to the Missouri, Kansas & Texas Railway of Texas for 
a 13.7-mile haul to destination. The local rate for that 
haul is 55 cents, as mentioned above. It was stated on 
behalf of the Houston & Shreveport Railroad and the 
Houston East & West Texas Railway that 35 cents is the 
usual division for a haul of this length and that the rates 
to Onalaska should not be higher than the rates to Liv- 
ingston, Diboll, Fostoria and other nearby points, a hasis 
which these carriers are willing to adopt if satisfactory 
divisions can be arranged with the Missouri, Kansas & 
Texas Railway of Texas. Thirty-five cents appears to he 
the division generally allowed for short hauls in this ter- 
ritory. 

Onalaska is in Texas common-point territory and on all 
other classes and commodities from interstate points 
takes the same rates as Livingston. In Okla. & Ark. 
Coal Traffic Bu. vs. C., R. I. & P. Ry. Co., 14 I. C. C., 216- 
228 (The Traffic World, July 18, 1908, p. 58), decided in 
June, 1908, we approved a rate of $2.60 from group 7 
to Livingston, 429 miles. Effective April 25, 1915, a rate 
of $2.60 was also established from mines in groups 10 
and 11 to Onalaska. Groups 10 and 11 are in Oklahoma 
on the line of the Missouri, Kansas & Texas Railway at 
an average distance of 385 miles from Onalaska. A rate 
of $2.60 was also established on the same date from groups 
7 and 14 to Trinity, Tex., by way of the Kansas City 
Southern Railway to Texarkana, Ark.-Tex., the Texas & 
Pacific Railway to Longview Junction, Tex., and the In- 
ternational & Great Northern Railway, thence to destina- 
tion, an average distance of 422 miles. But the Missouri, 
Kansas & Texas did not join in any of these reduced 
rates. Tariffs filed to take effect,Dec. 1, 1914, proposed to 
increase by 10 cents all rates from Oklahoma-Arkansas 
mines to points in Texas and other states. ‘They were 
suspended in the 1915 Western Rate Advance case, 35 
I. C. C., 497, 603 (The Traffic World, Aug. 14, 1915, p. 320), 
but the order of suspension was vacated and on Nov. 
7, 1915, the 10-cent increase became effective generally. 
The rates from and to these points accordingly were in- 
creased to $3.20, which rate applied, however, only by 
way of Muskogee and Denison in connection with the 
Midland Valley and St. Louis & San Francisco railways, 
respectively. Rates of $2.70 now apply to Livingston and 
other nearby points and to Trinity in connection with 
the International & Great Northern Railway. Onalaska 
is 563 miles from Hoffman by way of Muskogee and only 
450 miles by way of Panama and Shreveport. The $3.20 
rate applicable by way of Muskogee yields 5.68 mills per 
ton-mile. A $2.70 rate by way of the short lines would 
yield 6 mills per ton-mile. Onalaska is an average dis- 
tance of 490 miles from the mines in group 14 by way 
of Denison and only 430 miles by way of the short lines. 
The $3.20 rate applicable by way of Denison yields 6.53 
mills per ton-mile, while a rate of $2.70 by way of the 
short lines would yield 6.27 mills. 

The Missouri, Kansas & Texas Railway of Texas enjoys 
a haul of 299 miles from Muskogee, the Missouri, Kansas 
& Texas participating, and a haul of 122 miles from Den- 
ison, as compared with a haul of only 13.7 miles fram 
Livingston. But, since it does not originate the traffic, its 
contention that it is entitled*to the longer hauls described 
is without merit. 

The same defendant further contends that the number 
of lines involved and the location of Onalaska on.a branch 
line entitles it to charge higher rates to Onalaska than 
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to junction points. But Onalaska is not different in this 
respect than Hayward, Keltys, Diboll, Groveton and other 
points in the same general territory from which , com- 
plainant encounters competition. The real difficulty ap- 
pears to be the question of divisions, which should not 
be permitted to deprive: complainant of reasonable end 
non-discriminatory rates by way of the routes of move- 
ment. 

We find that the former joint rate’ of $3.10 and the 
former combination rate of $3.15 were unreasonable and 
unjustly discriminatory to the extent that they exceeded 
$2.70, and that the present combination rate of $3.25, 
which has been in effect via defendants’ lines since Novy. 
7, 1915, was and is, and for the future will be, unrea- 
sonable and unjustly discriminatory to the extent that it 
exceeded and exceeds $2.70, which we find reasonable. 
We further find that complainant made shipments as 
described and paid and bore charges thereon at the rates 
herein found unreasonable, and that it has been damaged 
to the extent of the difference between the charges paid 
and the charges that would have accrued at a rate of $2.70, 
and that it is entitled to reparation with interest. 

Complainant should prepare a statement showing as to 
each shipment on which reparation is claimed, the date 
of movement, point of origin, point of destination, car 
number and initials, weight, route, rate applied, charges 
collected, date of payment of charges, and the amount 
of reparation due under our finding herein, which state- 
ment should be submitted to defendants for verification. 
Upon receipt of a statement so prepared by complainant 
and verified by defendant we will consider the entry of 
an order awarding reparation. The undercharges herein 
found outstanding may be waived. 

Certain of the shipments on which reparation is claimed 
moved over the Beaumont & Great Northern Railroad, 
which is not made a party defendant. The Missouri, 
Kansas & Texas Railway Co. of Texas purchased the 
Beaumont & Great Northern before the complaint was 
filed and took possession on May 1, 1914, assuming all 
the assets and liabilities of the Beaumont & Great Northi- 
ern. Under these circumstances all reparation found due 
upon shipments moved over the Beaumont & Great North- 
ern prior to May 1, 1914, may be required to be made 
by the Missouri, Kansas & Texas Railway Co. of Texas. 

An appropriate order will be entered. 


OCEAN-AND-RAIL RATES TO CHAR- 
LOTTE, N. C. 


1. AND S. NO. 713 (38 I. C. C., 405-419) 
Submitted Feb. 29, 1916. Opinion No. 3491. 

Proposed cancellation of ocean-and-rail class and commodity 
rates from eastern seaboard territory and interior eastern 
points to Charlotte, N. C., through the port of Charleston, 
S. C., found justified. 

R. Walton Moore, C. J. Rixey, Jr., and W. H. Fowle for re- 
spondents: W. A. Wimbish and Wimbish & Ellis for Spartan- 
burg Chamber of Commerce; W. T. Creighton for Charlotte 
Shippers’ and Manufacturers’ Association. 


CLARK, Commissioner: 

By certain schedules contained in supplement No. 22 
to Clyde Steamship Co.’s tariff, I. C. C. No. .92, filed to 
become effective Sept. 27, 1915, respondents propose to 
cancel the ocean-and-rail class and commodity rates from 
eastern port cities, interior eastern points and interior 
New England points via Charleston, S. C., to Charlotte, 
N. C., and those points in North Carolina and South Caro- 
lina lying between Rock Hill, S. C., and Charlotte, not 
including Rock Hill, and between Blacksburg, S. C., and 
Charlotte, not including Blacksburg. The points of des- 
tination other than Charlotte take rates slightly higher 
than those to Charlotte. Upon protest of the Spartanburg 
Chamber of Commerce of Spartanburg, S. C., these sched- 
ules were suspended to July 25, 1916. Rates are stated 
herein in cents per 100 pounds. 

If the schedules under suspension are allowed to become 
effective higher combination rates will apply via this 
route, but joint rates from eastern seaboard territory and 
interior eastern points, via Norfolk, Va., and via Wilming- 
ton, N. C., to Charlotte and the other destinations, which 
are the same as the present joint rates via Charleston, 
will remain in effect. Spartanburg is not one of the des- 
tinations to which the proposed cancellation applies. The 
Spartanburg Chamber of Commerce is the only protestant. 
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This case has developed, however, as a result of our 
decision in Spartanburg Chamber of Commerce vs. S. Ry. 
Co., 3g I. C. C., 484 (The Traffic World, July 31, 1915, 
p. 232), hereinafter referred to as the Spartanburg case. 
We will, therefore, briefly review certain parts of that 
case, in order that a clear understanding may be had 
of the issues presented in the instant case, and of pro- 
testant’s position herein. 

In the Spartanburg case the general adjustment of class 
and commodity rates to Spartanburg from eastern points, 
both all-rail and ocean-and-rail; from Buffalo-Pittsburgh 
territory and points west thereof, and from the Virginia 
cities, were attacked as unreasonable and unjustly dis- 
criminatory. Because of our decisions in Rates to North 
Carolina Points, 29 I. C. C., 550 (The Traffic World, March 
21, 1914, p. 557); and Fourth Section Violations in the 
Southeast, 30 I. C. C., 153 (The Traffic World, May 16, 
1914, p. 943), the issues in the Spartanburg case were 
narrowed to the question whether or not the rates to 
Spartanburg from the above defined territories were un- 
justly discriminatory against that point in favor of Char- 
lotte. So far as the ocean-and-rail rates from eastern 
seaboard territory and interior eastern points were con- 
cerned, and these are all that need now be considered, 
it was complainant’s contention that the rates were made 
and divided on the basis of the ocean haul to the ports 
and the rail haul to destination, and that as the distance 
to Spartanburg through any south Atlantic port except 
Wilmington, using the constructive water mileage between 
the respective ports, was less to Spartanburg than to 
Charlotte, the rates to Spartanburg should not exceed 
the rates to Charlotte. The accepted constructive water 
distance from New York, N. Y., Philadelphia, Pa., and 
Baltimore, Md., to Wilmington, Charleston and Savannah, 
Ga., is 250 miles, and from New York to Norfolk 160 miles. 
On this basis, and using the short-line rail mileage from 
the port, the water-and-rail distance from New York via 
Norfolk to Charlotte and Spartanburg is 510 miles and 
586 miles, respectively; from New York via Charleston 
to Charlotte and Spartanburg, 488 miles and 473 miles, 
respectively, and via Wilmington to Charlotte, 438 miles. 
No ocean-and-rail rates are published from eastern sea- 
board territory to Charlotte through any port south of 
Charleston. Defendants denied that ocean-and-rail rates 
were made with reference to the constructive mileage 
to the ports, and urged that the route through Norfolk 
controlled the rates on traffic to this territory. We found 
that the ocean-and-rail rates from eastern seaboard ter- 
ritory and interior eastern points to Spartanburg through 
the port of Charleston were unjustly discriminatory in 
so far as they exceeded those contemporaneously main- 
tained to Charlotte, and defendants were ordered to re- 
move the discrimination. With a view to complying with 
this order, they filed the schedules which are here under 
suspension. 

While admitting that the proposed cancellation results 
from our order in the Spartanburg case, respondents urge 
in justification of their action that from eastern seaboard 
territory and interior eastern points to Charlotte the 
route through Norfolk is the rate-making route and that 
it fixes and controls those rates; that the lines operating 
through Charleston cannot compete upon an equality with 
the lines operating through Norfolk to Charlotte; that 
the frequency and character of the service via Norfolk 
is far superior to that via Charleston; that the rates 
through Norfolk are made on a low basis even for that 
route, and that when applied via the Charleston route 
are unduly and unreasonably low and would never have 
been established and cannot be maintained via the Charles- 
ton route to Charlotte under penaity of having to reduce 
rates to intermediate territory to the same basis; that via 
the Charleston route they have been unsuccessful in their 
efforts to induce a material movement of traffic to Charlotte; 
that there is no objection from any consignee at Charlotte 
to the withdrawal of the rates via Charleston, and that if 
the proposed cancellation is allowed to become effective 
Charlotte will continue to have the superior service via 
the Norfolk route; that Spartanburg has no standing in 
its protest against the withdrawal of these joint rates and 
that it should not be permitted to force the continuation 
of ocean-and-rail rates through Charleston to Charlotte 
at the price of compelling reductions in the present rates, 
not only to Spartanburg, but to a large territory included 
in the Spartanburg group. 


.substantial. 
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I& appears that in 1908 the Southern Railway, at the 
instance of-its soliciting department, in connection with 
the*Clyde Steamship Co., opened the route from eastern 
port cities through the port of Charleston to Charloite. 
The rates were made the same as those then applicable 
through Norfolk to Charlotte. On April 1, 1911, the Clyde 
Steamship Co. took over the publication of rates from 
the eastern territory via Charleston,.to territory in the 
Southeast, and in its tariff effective on that date no rates 
were published from eastern port cities or interior eastern 
seaboard territory via Charleston to Charlotte for the 
reason that experience had demonstrated that the route 
was not a satisfactory one, and that sufficient tonnage 
was not attracted to it to justify the operation of a sai- 
isfactory package car service. Subsequently, and at the 
request of soliciting agents, the rates to Charlotte via 
Charleston were re-established, effective Aug. 1, 1911. It 
is asserted that practically all the shippers at Charlotte 
who have received traffic through Charleston have ex- 
pressed their dissatisfaction with this route, when com- 
pared with the service afforded via Norfolk. 

The sailings to Norfolk from eastern port cities are 
more frequent than those to Charleston. It appears that 
from Boston, Providence, New York, Philadelphia’ and 
Baltimore there are approximately 30 sailings per week 
on regular schedules to Norfolk as compared with 6 sail- 
ings to Charleston. From the standpoint of time con- 
sumed the route through Charleston to Charlotte is 56 
hours longer than that via Norfolk. 

It is urged that the rail service from Norfolk to Char- 
lotte is far superior to that from Charleston. The fre- 
quent water-line service to Norfolk attracts sufficient 
tonnage to justify the loading of package cars and through 
freight service from Norfolk to Charlotte by the Southern 
Railway, the Seaboard Air Line Railway and the Norfolk 
Southern Railroad. The rates through Charleston to Char- 
lotte apply only, via the Southern Railway from Charleston 
and there is not sufficient tonnage via this route to war- 
rant the operation of through package cars. To Spartan- 
burg and points in the Spartanburg group, as well as to 
Augusta and Atlanta, Ga., through package cars are op- 
erated from Charleston on practically every scheduled 
sailing. 

It appears that the volume of the tonnage moving 
through Charleston to Charlotte is small when compared 
with that through Norfolk. For the. 10 months from 
Jan. 1 to Oct. 31, 1915, the total tonnage handled by the 
Clyde Steamship Co. from the ports of New York and 
Boston to Charleston destined to Charlotte, on its steam- 
ers making 228 trips, amounted to 193,620 pounds. Of 
this tonnage more than 50 per cent consisted of cotton 
and bagging, the rates on which are not affected by the 
schedules under suspension. A witness for this company 
testified that this tonnage would be approximately only 
1 per cent of the tonnage via the port of Philadelphia 
through Norfolk to Charlotte for the same period. The 
Southern Railway shows that for the 12 months ended 
Oct. 31, 1915, it received from the Clyde Steamship Co. 
at Charleston a total of 188,924 pounds of freight destined 
to Charlotte, and approximately 10,000 pounds to the other 
destinations involved. During this same period the South- 
ern Railway handled to Charlotte from Pinners Point, 
Va., or via the Norfolk route, 500,000 to 600,000 pounds 
of freight per month, and it is asserted that prior to the 
present war conditions it handled more than 1,000,000 
pounds per month. The exact volume of tonnage handled 
for any one period by the Seaboard Air Line or the Nor- 
folk Southern through Norfolk, or Pinners Point, to Char- 
lotte does not appear, but the record shows that it is 

As a further justification of the proposed cancellation, 
respondents urge that via Charleston the rates to Char- 
lotte, and the destinations involved herein, are lower than 
the rates to all intermediate points north of the first 
station beyond Charleston, and if the Charlotte rates were 
required to be maintained as maxima via this route, it 
would necessitate the reduction of the rates along the 
line from Charleston to Charlotte, a distance of approxi- 
mately 231 miles, except for the 6 miles immediately 
north of Charleston. The ocean-and-rail rates from east- 
ern territory via Norfolk to interior points in North Caro- 
lina and South Carolina are-on a zone basis, grading up 
as the distances increase. .There are certain differentials 
under the all-rail rates. This adjustment is fully explained 





— oe 


~~ on- eee e shee e 








he 
th 
m 
re. 
le 
le 
m 
he 
es 


he 
te 
ze 
\i- 
1e 


er Oe SS Oe eT ad PS ea 


ro tO Re 


oi, Se ee 2. ee ee 


eww i 


April 8, 1916 


in our-report in the Spartanburg casé@, and it is not neces- 
sary to repeat it here. 

Respondents also urge that our order in the Spartanburg 
case would have been complied with, and the Charleston 
routé to Charlotte as effectively closed, if they had in- 
creased the Charlotte rates via Charleston to the basis 
of the Spartanburg rates via Charleston. 

Protestant introduced no evidence at the hearing, but 
appeared by counsel and has filed a brief. Its position 
is that our finding in the Spartanburg case can be con- 
strued only as meaning that the ocean-and-rail .rates to 
Spartanburg from eastern seaboard territory should be 
no higher than the rates to Charlotte through any south 
Atlantic port. 

On the date of our finding in the Spartanburg case and 
prior to Jan. 1, 1916, the ocean-and-rail rates on the first 
six classes to Charlotte and Spartanburg from eastern 
seaboard territory, using New York as_ representative, 
were: 


CRI 5 oho Asch shies otha bd ant i 2 3 q 5 6 
Rates from New York to— 

pe area err 91 80 67 53 46 36 

po AA re 114 98 86 73 60 49 


The Spartanburg rates included marine insurance, while 
those to Charlotte did not. The marine insurance on the 
respective classes amounts to 8, 6, 5, 4, 3 and 2 cents per 
100 pounds. 

In the Spartanburg case we denied defendants’ fourth 
section application, which sought to continue joint rates 
all rail from eastern territory to Spartanburg higher than 
the combinations on Norfolk. On Jan. 1, 1916, these joint 
rates were reduced and the present rates are the same 
as the Norfolk combinations. Effective the same date, the 
ocean-and-rail rates to Spartanburg from eastern seaboard 
territory and interior eastern points were reduced in sub- 
stantially the same amounts, in order that the water- 
and-rail routes might maintain their recognized differential 
basis under the all-rail rates. No reduction was made 
in the rates to Charlotte and the present rates to that 
point are the same as those stated above. As the present 
joint rates from eastern territories to that point, as well 
as to other points in the same territory, exceed the com- 
binations on Norfolk, it is asserted that readjustment will 
be made in those rates. The present ocean-and-rail rates 
on the first six classes to Spartanburg from eastern sea- 
board territory and interior eastern points are 105.6, 97.4, 
79.2, 65, 52.8, 47.6. The present joint rates on the first 
six classes are, therefore, lower than the rates in effect 
at the time our order was entered in the Spartanburg 
case, by the following amounts: 8.4, 0.6, 6.8, 8, 7.2, 1.4. 

Our findings in the Spartanburg case, with reference 
to the ocean-and-rail rates, as appears from the report, 
were confined to the route through Charleston. We are 
concerned only in the instant case in determining whether 
or not respondents have justified the cancellation of these 
rates to Charlotte through Charleston. In New York Dock 
Ry. vs. B. & O. R. R. Co., 32 I. C. C., 568 (The Traffic 
World, Feb. 6, 1915, p. 256), we said: 

The law does not require us to establish through routes and 
joint rates in all instances where carriers have neglected or 
refused to do so, but does empower us to do so in proper cases, 
with the manifest intent of giving effect to the general pur- 
poses of the act by securing reasonable facilities to the public 
and preventing unreasonable and unjust rates, practices and 
discriminations. Where neither the interest of the public nor 
the ends of justice as between parties directly interested will be 
promoted by such establishment, a proper-‘case for the exer- 
cise of the authority invoked has not been shown. Loup Creek 
Colliery.Co. vs. V. Ry. Co., 12 I. C. C., 471-477. Each case must 
be tested by the needs and convenience of the community 
served, and the Commission will give heed to the peculiar facts 
of the case in the exercise of its discretionary power. 

In every case in which the establishment or cancellation 
of a route is involved, the needs of the public or the 
community and the adequacy of the available facilities 
are questions of primary importance. If it is proposed to 
cancel an existing route, it is proper to consider whether 
or not we could have required the establishment of the 
route as an original proposition. The Ogden Gateway 
case, 35 I. C. C., 131 (The Traffic World, Aug. 17, 1975, 
p. 388). We could not order the establishment of an 
additional route unless a carrier, shipper or a community 
directly interested requested it. We see no reason why 
we should require the maintenance of such a route where 
earriers parties thereto desire its discontinuance and 
shippers directly interested do not protest, and where it 
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appears that the community will be adequately served 
if the cancellation is allowed to be made effective. it 
clearly appears that the ocean-and-rail tonnage to Char- 
lotte moves mainly through Norfolk; that the competition 
is more active via this route than via Charleston, and 
that the routes through Norfolk and Wilmington will 
adequately serve the needs of this locality for the future. 

We are of the opinion, and find, that respondents have 
justified the cancellation of the joint rates from eastern 
seaboard territory and interior eastern points through the 
port of Charleston to Charlotte and the other destinations 
involved herein. h 

An order will be entered vacating our .orders of sus- 
pension, effective May 1, 1916. 


CLASS AND COMMODITY RATES BE 
TWEEN ST. LOUIS AND. EAST ST. 
LOUIS AND OHIO RIVER POINTS, 
AND BETWEEN THE OHIO 
RIVER POINTS THEM- 
; SELVES 


FOURTH SECTION APPLICATIONS NOS. 2045, 3965, 
1952, 1548, 1065, 2138, 4219, 799 AND 2072 
(38 I. C. C., 411-431) 
Submitted April 8, 1915. Opinion No. 3492. 


The class and commodity rates of carriers operating both north 
and south of the Ohio River in the territory lying between 
St. Louis, Mo., and East St. Louis, Ill., on the. one hand; 
and Ohio River points on the other, and between the various 
Ohio River points themselves, are in many instances in 
contravention of the long-and-short-haul rule of the fourth 
section of the act; these carriers ask to be allowed to con- 
tinue these rates between the river points, which are lower 
than rates at intermediate points. Upon the facts disclosed 
by the record; Held, That— - 

1. Water Competition Justifies Fourth Section Relief Between 
Points on Ohio and MisSissippi Rivers.—Water competition 
justifies departures from the long-and-short-haul rule of 
the fourth section in rates betweén points on the Ohio and 
Mississippi Rivers, and relief should be granted to the 
extent prescribed in the report. 

2. Relief Through Chicago and Chicago Rate Points Denied.— 
Authority to continue to charge class and commodity rates 
between the same points via Chicago and Chicago junctions 
lower than rates contemporaneously applicable on like traffic 
to intermediate points denied. 

3. Relief Through Guthrie, Ky., Also Denied.—Authority to con- 
tinue class and commodity rates between the same points 
via the route of the Louisville & Nashville Railroad through 
Guthrie lower than rates contemporaneously applicable on 
like traffic to intermediate points denied. 





M. Carter Hall for Louisville, Henderson & St. Louis Ry. 
Co.; William Burger and J. M. Dewberry for Louisville & Nash- 
ville R. R. Co.; C. D. Drayton for Illinois Central R. R. Co., 
Southern Ry. Co., Mobile & Ohio R. R. Co., and Cincinnati, 
New Orleans & Texas Pacific Ry. Co.; C. B. Sudborough for 
Vandalia R. R. Co.; W. C. McLaughlin for Baltimore & Ohio 
Southwestern R. R. Co. and Cincinnati. Hamilton & Dayton Ry. 
Co.; A. G. Linneman for Pittsburgh, Cincinnati, Chicago & St. 
Louis Ry. Co. and Pennsylvania Terminal Ry.; F. C. rry and 
E. A. Smith for Illinois Central R. R. Co.; H. G. Herbel and 
F. G. Wright for St. Louis, Iron Mountain & Southern Ry. Co.; 
Robert N. Nash for receivers of St. Louis & San Prancisco R. 
R. Co.; C. B. Stewart for Cleveland, Cincinnati, Chicago & St. 
Louis Ry. Co. and Cincinnati Northern R. R. Co.; Charles Rippin 
for Merchants’ Exchange of St. Louis, Mo.; P. W. Coyle for 
Business Men’s League of St. Louis, Mo.; W. O. Bartholomew 
for Southern Illinois Millers’ Association of St. Louis, Mo. 


BY THE COMMISSION: 


This report is based on an investigation by the Com- 
mission respecting those portions of the above-numbered 
applications of carriers operating both north and couth 
of the Ohio River in the territory lying between St. Louis, 
Mo., and East St. Louis, Ill., on the one hand, and Ohio 
River points, on the other, and between the various Ohio 
River points themselves. The applicants seek, among 
other things, authority to continue the present adjustment © 
of class and commodity rate between the river points 
which are lower than rates contethporaneously applicable 
on like traffic to intermediate points. 

Hearings were held on these applications at St. Louis, 
Mo., at which the interested carriers appeared and offered 
evidence in support of the relief prayed, and subsequently 
filed briefs to the same effect. 

The railroad commissions of. several states, together 
with the boards of trade and chambers of commerce of 
the cities through which the interested carriers operate, 
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were duly notified of the hearing and invited to be pres- 
ent to introduce any evidence which they might desire 
either in support of or in opposition to the relief prayed 
for. No objection was interposed to the applications 
which are now before us for determination. 

The geography of the territory involved has been pro- 
ductive of competitive transportation conditions peculiar 
to this section of the country. It is bounded on the west 
by the Mississippi River, which runs in a southeasterly 
direction from St. Louis, Mo., and East St. Louis, IIl., to 
Cairo, Ill., where the Ohio River, running in a southwesterly 
direction from Cincinnati, O., through the heart of the 
territory involved, empties into the Mississippi. These 
rivers, therefore, form a navigable water route from St. 
Louis and East St. Louis to Cincinnati, and between all 
of the other intermediate Ohio and Mississippi river 
points. The navigability of these rivers and the water 
competition created by the boats operating thereon have 
frequently been recognized by this Commission as the 
cause of lower rail rates between points on their banks 
than might otherwise be warranted. Fourth Section Vio- 
lations in the Southeast, 30 I. C. C., 153 «<The Traffic 
World, May 16, 1914, p. 943). The railways serving the 
different river points in seeking to meet the competition 
of the water carriers operating between the same points 
have in numerous instances departed from the long-and- 
short-haul rule of the fourth section, and by the above- 
numbered applications are now seeking relief from a strict 
application of the aforesaid rule. 

The reasons assigned by the carriers operating the 
short routes between the different river points for this 
adjustment are as follows: 

First—That the terminal points in question are located 
upon navigable rivers; that the tonnage of merchandise 
handled by water is steadily increasing, and that the all- 
water competition is, therefore, active and controlling. 

Second—tThat the rates which the rail lines are obliged 
to apply in order to secure a reasonable proportion of 
the traffic between the terminal points are subnormal. 

Third—That the effective rates, however, pay more than 
the additional cost of moving the traffic. 

Fourth—That the rates from, to and between the ituter- 
mediate points are not unreasonable. 

The carriers having circuitous routes between the river 
points, in addition to urging the fact of water competi- 
tion, are asking relief in order to continue to meet the 
sompetition of the short lines between the same points. 

The routes over which traffic may and does move 
between the different river points involved are so many 
and the departures from the long-and-short-haul rule of 
the fourth section are so numerous that it is imprac- 
ticable to attempt a discussion of the rates via every 
route. Therefore the conditions under which the carriers 
are operating in this territory will be discussed in a 
general way and the rates shown only via the principal 
routes. 

The situation of the railways and the many routes 
iraversing the territory involved will best be understood 
by an examination of the accompanying map. 

That portion of the territory involved lying immediately 
north of the Ohio and east of the Mississippi rivers is 
commonly known as Central Freight Association territory. 
The lines in this territory operate both under the Official 
Classification, with certain exceptions, and the [Illinois 
Classification, while the lines south of the Ohio River 
operate under the Southern Classification, with certain 
exceptions. ; 

The Official Classification provides six general classes 
as the basis for all its ratings, while the Illinois Classifi- 
cation divides its ratings into ten classes and provides 
a mileage scale of rates to be specified in connection with 
such classification. The rates from St. Louis and group 
to Evansville, Ind., are governed by the Official Classifica- 
tion, whereas the rates from intermediate points to Evans- 
ville are governed by the Illinois Classification. 

Various difficulties encountered north of the river on 
account of the extraterritorial application of the Illinois 
Classification to points in Central Freight Association 
territory outside the state of Illinois are further enhanced 
as regards traffic originating in this territory and des- 
tined to points beyond the Ohio River governed by the 
Southern Classification. The rate adjustment under con- 
sideration, therefore, involves not only fourth section de- 
partures on the lines operating north of the river and 
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like deviations on the lines south of the river, but also 
departures in a large number of interterritorial rates be- 
tween points in the territory north of the river on the 
one hand and points in the territory south of the river 
on the other hand. The rates between these territories 
for a long period have been made and divided on the 
Ohio River, and the rates, or factors, in those comibina- 
tions are, therefore, governed by one set of classifications 
north of the river, while the rates south of the river 
are governed by another classification. 

We shall deal first with the lines operating north of the 
Ohio River. The rates via the direct lines of some of 
the carriers in this territory do not contravene the pro- 
visions of the fourth section, while the rates of other 
direct routes do, and these latter carriers are therefore 
asking relief from the operation of the fourth section to 
continue their present adjustment. 

Some of the principal routes between St. Louis and 
Cincinnati are: The Baltimore & Ohio Southwestern Rail- 
road, distance 339 miles; the Cleveland, Cincinnati, Chi- 
cago & St. Louis Railway, distance 363 miles, and the 
Pennsylvania lines, distance 384 miles. 

There are no fourth section departures in the rates 
between St. Louis and Cincinnati via the above-mentioned 
routes, but these carriers are asking relief between other 
river points where they have the circuitous route, their 
rates to the intermediate points being constructed upon 
the Central Freight Association mileage scale. 

The other principal routes between St. Louis and Cin- 
cinnati are: The Louisville & Nashville Railroad, in 
connection with the Louisville, Henderson & St. Louis 
Railway, distance 429 miles; the Southern Railway to 
Louisville and the Louisville & Nashville Railroad, Louis- 
ville to Cincinnati, distance 388 miles, and the Southern 
Railway to Georgetown, Ky., in connection with the Cin- 
cinnati, New Orleans & Texas Pacific Railway, George- 
town to Cincinnati, distance 435 miles. 

The principal routes between St. Louis and Louisville 
are: The Southern Railway, distance 274 miles; the 
Baltimore & Ohio Southwestern Railroad, distance 325 
miles; the Louisville & Nashville Railroad, in connection 
with the Louisville, Henderson & St. Louis Railway, be- 
tween Henderson and Louisville, distance 319 miles; the 
Louisville & Nashville Railroad between Henderson and 
Elimitch, Ky., and the Louisville, Henderson & St. F.ouis 
Railway between Ellmitch and Louisville, distance 342 
miles, and the Louisville & Nashville Railroad, via Guth- 
rie, distance 436 miles. 

There are no fourth section departures in the class 
rates between St. Louis and Louisville, via the Southern 
Railway and the Baltimore & Ohio Southwestern. 


The principal routes between St. Louis and Evansville, 
Ind., are: The Louisville-& Nashville Railroad, distance 
167 miles, and the Southern Railway, distance 247 miles. 

The principal routes between St. Louis and Paducah 
are: The Louisville & Nashville Railroad, distance 175 
miles, and the Illinois Central Railroad, distance 171 
miles. 

The principal routes between St. Louis and Cairo are: 
The Illinois Central Railroad, distance 148 miles; the 
St. Louis, Iron Mountain & Southern Railway, distance 
150 miles, and the Mobile & Ohio Railroad, distance 152 
miles. 

There are a great many other workable routes between 
all of these points which it is unnecessary to state here. 
The lines above named also in most instances operate 
between the various Ohio River crossings themselves. 

The conditions under which certain of the direct routes 
operate in the territory north of the river is peculiar in 
that, as before stated, the rates between the river cross- 
ings are governed by the Official Classification, whereas 
the rates at certain intermediate points are governed by 
the Illinois Classification. In other cases the Illinois 
Railroad and Warehouse Commission has constituted cer- 
tain carriers operating in that state class B roads, the 
practical effect of which is to permit these carriers to 
charge 10 per cent more between points in Illinois than 
would be permitted to be charged were they classified 
as class A roads. This distinction is made according to 
the evidence because the class B roads operate through 
what is commonly understood to be the section of the 
state affording least traffic. 

As illustrative of the foregoing, the rates of the Louis- 
ville & Nashville Railroad, the direct line from; St. Louis, 
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Mo., to Evansville, Ind., are governed by Official Classifi- 
cation between the river points and a few points in Indi- 
ana, while the rates to intermediate points on this line 
in Illinois are governed by the Illinois Classification. The 
Illinois rate scale and classification, therefore, has ap- 
plication fr6m East St. Louis, lll. to all stations on the 
line of the Louisville & Nashville in Illinois comprising 
all but eight stations between that point and Evansville, 
Ind., or to within about 35 miles of Evansville. On the 
East St. Louis end of this piece of road it is only neces- 
sary to add the bridge toll across the Mississippi River 
to extend to St. Louis, Mo., the Illinois scale and classifi- 
cation. St. Louis and East St. Louis are important job- 
bing and distributing points on the Mississippi River, 
while Evansville is a similarly situated market on the 
Ohio River. Both are reached by navigable waterways; 
manifestly both are entitled to compete on a parity at 
intermediate stations; and, recognizing this condition, the 
Louisville & Nashville Railroad Co., it is stated, has 
found it expedient to extend the same Illinois schedule 
and classification to. both ends of this division in order 
to grant equal opportunity to both places. 


There are included in this section of road, as shown 
above, some eight stations in the state of Indiana located 
on about 35 miles of the road nearest Evansville. !t is 
alleged that when it came to the attention of the Indiana 
Railroad Commission that the Illinois commission scale 
and classification was employed, as between these sta- 
tions in Indiana, the Indiana Railroad Commission, in 
1910, ordered the discontinuance thereof and directed the 
carrier to observe the Official Classification thereafter. 
This order was complied with by cancellation of the 
first six classes and by using for these six classes the 
Official Classification on intrastate business in Indiana. 

The following table is illustrative of the rates and 
distances via the Louisville & Nashville Railroad, a class 
B road, from St. Louis and East St. Louis to Evansville, 
Ind. In this table and elsewhere in this report rates 
are stated in cents per 100 pounds. 

STATEMENT SHOWING CLASS RATES* AND DISTANCES 
FROM ST. LOUIS, MO., AND INTERMEDIATE POINTS 
TO EVANSVILLE, IND. 


To Evansville, Ind., via L. & N. 


R. R., from— Miles. 1 2 
pO ERP rer rr rr 7 15.8 13.7 
NE oo cae s i widsanp coe see baleen eke 9 15.8 13.7 
Idppe. Crossing, Ind... . . i... .cscsccccesoeseccce 11 17.9 15.8 
IE TS 6.5 6. 5 cris 04> aie Se dala ne 300 6-0 mere on 98s 13 17.9 15.8 
EE Ee osincy.c vehi ssn oss ob eaives woeionn 16 20.0 17.9 
PROTEGE  VWEETIOM, ING, .onicccccccccepcceccsccvives 20 12.6 10.5 
Ree re err rare 24 22.1 20.0 
i. Se” reer eee reer 27 24.2 21.0 
ET Se om) 6. «ak. panteicnine d is Gauie oalehnle eae 31 23.7 20.7 
IL. 565555 vice Rena re td eaveese ected eee s 35 25.7 21.7 
I 36 ia ok. ai. oOo oo OO es viele ep was mewe 38 27.6 22.7 
Jo. A Ee er ee er 43 29.6 23.7 
MI EA cick bce oc ordic ie soci bicies bs inoe ae bee eeen 48 30.6 24.7 
SS. Rs. one winetecee sews eateens 49 30.1 24.7 
NE. GEES” 9.5 5d 6:ces os Oh scare pV eardins a6 td's salwar 55 31.2 25.7 
Nh EEOC T EE TEC, Co 61 33.6 27.6 
AT et eo ae ary 66 34.5 28.5 
pA reenter ae 71 35.5 29.6 
NS I. od sins ncaeie etawvie retgin ee es en wels 75 35.5 29.6 
I on bot o 0.055 nbs 0th 505 po pee eedammewenns ; = oy 30.6 

i 33.1 

EE, BN a cide wsaceermsmteteas 1 86 38°5 31.6 
tas bb pase bn os 6 VE RGS WERE RENE CERES 91 39.5 32.1 
I aloha sie 0:4 a0 bo o-0a bare a pelea asseiayy 93 39.5 32:1 
ST ries os gn okie dec eats con eee reeientpane 96 40.5 32.6 
PI I, Fb ob Sins oe coher she Rives owueaaae 102 41.5 33.1 
eT re ret eer re ere 108 42.4 33.6 
Is 25459595539 oh daaie pe Sas heneee 113 43.4 34.1 
PE Ee Lh ac nn Ss oabos eae kis beeanke 119 44.4 34.5 
NT OEE sau! wehaderch.wansccueeevaw esos 123 44.9 35.0 
Mock pet 55s)<' ce doo ecle sees ads SaMREM eRe 127 45.4 35.5 
Ce I, TIN, n.5% 00.950 vin: c':00.0. 80S * op 9:91.9500'ele 130 45.4 35.5 
BE, nasa dridiamenccegn oa deen< ota 131 45.4 35.5 
ES, So ais nd res 0see Vets bale ceeene 138 46.4 36.5 
Se: (EE 1, .. o gid Siiide s cig slabs Hels RtNe pa nee 142 46.9 37.0 
SE Ss a re 4 Si aia psi ane Rye ohne kas A 148 37.3 32.0 
es Sec an Co Seas ae vs eae tend Sama ee 151 47.4 37.5 
I SE Sd Sane cde hebkeeriwac wens ehoseem 153 47.9 37.9 
I Ge ens 5 ae <wd o dhuisdds 6b bee 155 47.9 37.9 
We EP, Wo: ce dneers on shoe senda ob 162 37.3 32.0 
32.6 


Se BG SIR 5 oivpin os wid ba aspera bees sien esane 167 


*Tariff authorities: L. & N. R. R. Evansville local I. C. C. 
No. A12766; L. & N. R. R. G. F. O. 2254, I. C. C. No. A13223; 
Wm. Cameron’s tariff No. 400B, I. C. C. No. D80. 

7Classification governing: A, governed by L. & N. R. R. 
Illinois classification I. C. C. No. A8264; B, governed by Official 
classification I. C. C. O. C. No. 42. (Dewberry Exhibit No. 1.) 

tTwo sets of rates apply from Mount Vernon to Evansville, 
Ind., one covered by Illinois classification and one by Official 
classification. The lowest rate governs in each instance. 


wo 
See 
) 
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It will be observed that two lines of rates, one gov- 
erned by the Official Classification and the other by the 
Illinois Classification, obtain at Mount Vernon, IIl., which 
is a junction point of the Southern Railway and the Chi- 
cago & Eastern Illinois Railroad. The tariff carriers by 
reference a note to the effect that whichever rate is the 
lower is the legal and correct rate applicable. It is 
asserted that it has been found necessary to carry these 
dual rates in order to meet competitive conditions exisi- 
ing at Mount Vernon. For instance, from East St. Louis 
to Mount Vernon is entirely intrastate, and the lines op- 
erating in the state of Illinois must necessarily conform 
to the Illinois Classification and rules. Certain of the 
rates to and from Mount Vernon being interstate are, 
therefore, governed by the Official Classification, and in 
order to keep these rates in line with the rates of their 
competitors it is necessary for the Louisville & Nashville 
to carry two lines of rates, with the provision that which- 
ever. Classfication makes the lower rate will prevail. 

Rates in the opposite direction are generally on the 
same basis, as are also rates to Henderson, Owensboro, 
Louisville and the other river crossings reached by this 
carrier directly or by its connections. 

These rates appear to be constructed upon the proper 
basis, and there is no complaint on file against the rea- 
sonableness per se of the rates to the intermediate poinis. 
Therefore rates to the intermediate points being con- 
structed in accordance with the mileage scale preszribed 
by the state, it may be presumed, in the absence of any 
showing to the contrary, that the rates so made are 
reasonable and that the intermediate points are not un- 
duly discriminated against if the carriers are permitted 
to continue to charge to the river points lower rates which 
have been induced by water competition. 

The record shows that boat lines are operating between 
St. Louis-East St. Louis and Ohio River crossings, and 
that the traffic moving by water is important in amvunt. 
It is shown by the evidence that the waterways through- 
out the territory involved afford not only potential com- 
petition, but actual competition. 

The Lee Line operates two boats weekly between St. 
Louis and Memphis which stop at Cairo, Ill., and Paducah, 
Ky. 
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The Tennessee River Packet Co. operates a boat once 
a week between the same points.” 


The People’s Packet Co. operates one boat a week be- 
tween St. Louis and Memphis, calling at Cairo in both 
directions. All of these boats land at a wharf which 
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is near all the wholesale houses and handle considerable 
tonnage between St. Louis and Cairo. 

The Lee Line also-operates steamers from Cincinnati 
to Memphis, stopping at Louisville, Owensboro, Evaas- 
ville and other Ohio River points. 

The Cincinnati Packet Co. operates six boats in Caily 
service each way between Cincinnati and Louisville, stop- 
ping at way landings. 

The Louisville & Evansville Tranaportation Co. sper- 
ates two boats between Louisville and Evansville, making 
four round trips each week and stopping at way landings. 

Capt. R. N. Smith operates one steamer, one. gasoline 
boat and three barges on irregular schedule between 
Louisville and Tell City, Ind., a point on the Ohio River 
just opposite Hawesville, Ky., and midway between Owens- 
boro and Westpoint. This gives additional water com- 
petition between Louisville and Westpoint and the in- 
terior. 

The Evansville & Paducah Packet Co. operates two 
boats in daily service between Paducah and Evansville. 

The Paducah & Cairo Packet Co. operates a boat mak- 
ing a round trip each day between Paducah and Cairo. 

The boat line rates are not ordinarily published for 
information of the public and are difficult of ascertain- 
ment, nor is it possible, it was claimed, to show the 
amount of tonnage moving via the river. The Louisville 
& Nashville in one or two instances was able to procure 
tariffs of boat lines between different river points, and 
in every instance the rates between the river points are 
shown to be lower than the rail rates between the same 
points, as will be shown by the following comparisons: 


FROM ST. LOUIS, -MO., TO MOUND CITY, ILL., METROPO- 
LIS, ILL., PADUCAH, KY., AND CAIRO, ILL. 


1 2 3 4 5 6 
ewer PACED conc scccss's 25.0 20.0 15.0 12.5 10.0 waters 
Rail rates: 

Mound City, Ill. .... 37.5 29.6 23.1 18.6 14.9 14.1 
Metropolis, Ill. ..... 38.3 30.3 23.5 1971 15.3 14.5 
Paducah, Ky. ...... 36.0 30.0 25.0 19.0 15.0 12.5 
Mi. ae keoced aa oi 37.9 30.0 23.3 19.0 15.1 14.3 
FROM LOUISVILLE, KY., TO ST. LOUIS, MO. 

1 2 3 4 5 6 
River rates® ......... 30.0 27.0 20.0 15.0 12.0 11.0 
pS ee ee ee 43.1 36.2 26.8 18.4 15.8 12.6 


BETWEEN LOUISVILLE, KY., AND CINCINNATI, OHIO. 





1 2 3 4 5 6 

River rates No. 17.... 25.0 22.0 17.0 12.0 9.0 8.0 

River rates No. 2f.... 20.0 17.0 13.0 10.0 7.2 7.2 

Se DEI bs nbc'e cco 0s 26.3 23.1 17.9 12.6 9.5 8.4 
BETWEEN CINCINNATI, Oe, AND OWENSBORO, KY. 

1 4 5 6 

River rates No. 1§.... 32.0 27 0 23.0 15.0 2.0 10.0 

River rates No, 2}f.... 30.0 25.0 20.0 14.0 12.0 10.0 

BPOE PEON oo Sesescccs 42.0 35.7 26.3 17.9 15.8 12.6 
BETWEEN CINCINNATI, OHIO, AND EVANSVILLE, IND. 

1 2 3 4 5 6 

River rates No. 1§.... 32.0 27.0 22.0 15.0 12.0 10.0 

River rates No. 2f.... 30.0 25.0 20.0 14.0 12.0 10.0 

RD, gn du work 6 42.0 35.7 26.3 17.9 15.8 12.6 
BETWEEN CINCINNATI, OHIO, AND HENDERSON, KY. 

1 2 3 4 5 6 

River rates No. 1§.... 35.0 32.0 24.0 16.0 14.0 12.0 

River rates No. 2ft.... 30.0 25.0 20.0 14.0 12.0 10.0 

BE GED on sch 60 vache 42.0 35.7 26.3 17.9 15.8 12.6 

BETWEEN CINCINNATI, OHIO, AND PADUCAH, KY. ‘ 

i 3 4 5 6 

River rates No. 1§.... 35.0 32.0 24.0 16.0 14.0 12.0 

River rates No. 2°... 32.0 28.0 22.0 16.0 14.0 12.0 

Ree 43.0 37.0 32.0 25.0 20.0 18.0 

FROM CINCINNATI, OHIO, TO CAIRO, ILL. 

1 2 3 4 5 6 

River rates No. 1§.... 38.0 33.0 24.0 17.0 14.0 12.0 

River rates No. 2°.... 33.0 28.0 21.0 15.0 13.0 11.0 

Be CD Sccciceecaets 46.2 39.4 29.9 20.5 17.9 14.7 

*Lee Line tarif G. F. O. No. 71A. 


1—Manuscript copy of rates furnished in 
Fuller, superintendent Louisville & Cin- 

Also letter dated 
F. & P. A., Louis- 


+River rates No. 
January, 1915, by C. C. 
cinnati Packet Co., as in effect Aug. 1, 1913. 
Feb. 14, 1912, written by W. E. Quiggin, G. 
ville & Cincinnati Packet Co, 

tRiver rates No. 2—Rates of Cincinnati & Memphis Packet 
Co. steamer Ohio, secured at Cincinnati, Apr. 1, 1915. 


§River rates No. 1—Louisville & Evansville Transportation Co. 
and Louisville & Cincinnati Packet Co.’s joint freight tariff No. 


3, effective Mar. 15, 1913. 
*River rates No. 2—Rates of Cincinnati & Memphis Packet 


Co, steamer Ohio, secured at Cincinnati, 


Ohio, Apr. 1, 1915. 
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FROM CINCINNATI, OHIO, TO MEMPHIS, TENN. 


1 2 3 4 5 6 A 
River rates* ........ 60.0 50.0 45.0 35.0 30.0 25.0 20.0 
ey 75.0 60.0 55.0 40.0 35.0 30.0 20.0 





*Rates of Cincinnati & Memphis Packet Co. steamer Ohio, se- 
cured at Cincinnati, Apr. 1, 1915. 


BETWEEN LOUISVILLE, KY., AND OWENSBORO, KY. 


1 2 -3 4 5 6 
River rates No. 1*.... 26:0 22.0 18.0 12.0 10.0 8.0 
River rates No. 27.... 23.0 20.0 17.0 12.0 10.0 8.0 
Wy UU 8 o eX eck cee 33.1 28.4 22.6 14.7 12.6 10.5 

BETWEEN LOUISVILLE, KY., AND EVANSVILLE, IND. 

; 1 2 3 4 5 6 
River rates No. 1*.... 26.0 22.0 18.0 12.0 10.0 8.0 
River rates No. 2t.... 20.0 17.0 15.0 10.0 9.0 7.5 
Matl rates’. fi. ss 33.1 28.4 22.6 14.7 12.6 10.5 

FROM LOUISVILLE, KY., TO HENDERSON, KY 

j 1 2 3 4 5 6 

Ferver FACGes 4%.....025% 23.0 20.0 17.0 12.0 10.0 8.5 
, Ff. * oer 33.1 28.4 22.6 14.7 12.6 10.0 
FROM LOUISVILLE, KY., TO PADUCAH, KY. 

1 2 3 4 5 6 
River rates§ .......... 27.0 22.0 20.0 15.0 12.0 10.0 
eee 35.0 29.0 25.0 19.0 15.0 13.0 

FROM LOUISVILLE, KY., TO CAIRO, ILL. 

’ 1 2 3 4 5 6 
River rates§:.......... 30.0 25.0 20.0 14.0 12.0 10.0 
| ee ee eee 45.2 39.4 29.9 20.5 17.9 14.7 





*River rates No. 1—Louisville & Evansville Transportation 
Co.’s local freight tariff No. 2, effective June 25, 1913. 

+River rates No. 2—Lee Line tariff G. F. O. 9A. Rates apply 
from Louisville to Owensboro. 

tRiver rates No. 2—Lee Line tariff G. F. O. 97A. Rates apply 
from Louisville Evansville. 

§Lee Line G. F. O. 99A. 


FROM LOUISVILLE, KY., TO MEMPHIS, TENN. 


1 2 3 4 5 6 

ee Pn icwnew ce 50.0 37.5 33.0 27.0 22.5 19.0 
We UE aes sec acue te 65.0 50.0 45.0 35.0 30.0 25.0 
A B Cc D E H F 

iver rates? ..... 6% 12.0 11.0 11.0 10.0 16.0 28.0 22.5 
oe ere ee 15.0 26.0 15.0 12.0 20.0 42.0 30.0 





*Lee Line tarif G. F. O. 109A. 
BETWEEN NEW ALBANY, — as OWENSBORO, KY. 
4 5 


1 6 

River. rates - ......6<% 26.0 22.0 18.0 12.0 10.0 8.0 
eel BOERS 20+ scareese 38.3 33.6 26.8 18.9 15.8 13.7 

BETWEEN EVANSVILLE, IND., AND OWENSBORO, KY. 

1 2 3 4 5 6 

meer weteat .....8<2. 18.0 15.0 13.0 10.0 9.0 8.0 
Rr 23.0 20.0 18.0 16.0 14.0 13.0 
t 

BETWEEN NEW ALBANY, IND., AND ter niin IND.¢ 
1 2 3 4 6 

Po 26.0 22.0 18.0 12.0 10. 0 8.0 
Rail interstate ....... 33.1 28.4 22.6 14.7 12.6 10.5 
Rail rates (intrastate) 31.5 27.0 21.5 14.0 12.0 10.0 





*Louisville & Evansville Transportation Co.’s local freight 


tariff No. 2, effective June 25, 1913. 

+Louisville & Nashville Transportation Co.’s local freight tariff 
No. 2, effective June 25, 1913. 

tThe river rates on this route are published by the St. Louis 
& Tennessee Packet Co. in tariff No. 21 and en route from‘St. 
Louis their boats must pass Cairo, II. 


There can be no doubt from the evidence that the 
water competition on both the Ohio and the Mississippi 
rivers is active and controlling and that the rail rates 
between the water points have been set at a lower level 
than they might reasonably be were it not for the effect 
of this water competition. It is our opinion, and we so 
find, that the situation presented by the Louisville & 
Nashville Railroad constitutes a special case which, under 
the law, warrants relief. 

The Southern Railway, likewise a class B road in Illi- 
nois, operates between St. Louis and Louisville as a main 
line, with branch lines running from Huntingburg to 
Evansville, Rockport and Cannelton, Ind. These lines 
traverse a coal-mining and agricultural section in the 
souther portion of the state of Illinois; they also pass 
through the lower hills of the state of Indiana, a coal- 
mining and cattle-raising section, with some little lumber. 
The. Evansville, Rockport and Cannelton branches all 
lie in a hilly district producing very little tratfic other 
than coal and clay products. The record shows that 
because of the comparatively light volume of traffic orizi- 
nating in the territory through which these lines operate 
both the Illinois and the Indiana railroad commissions 
have seen proper to accord to the St. Louis-Louisville 
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lines of the Southern Railway a higher scale of rates than 
is accorded to certain other lines operating in those states. 

Between St. Louis and East St. Louis and Evansville, 
Ind., the Southern Railway’s mileage is 148 per cent of 
the short-line mileage of the Louisville & Nashville Rail- 
road. The maximum departures from the requirement 
of the fourth section occur at Booneville, Ind., where 
the first class rate is 43.1 as against 37.3 at Evansville. 
This point is east of Evansville geographically, but is 
intermediate thereto via the route of the Southern Rail- 
way from St. Louis to Evansville. The Southern Railway 
also has a route from St. Louis to Evansville via Mount 
Carmel and the Big Four Railroad, over which there 
are no fourth section departures in reaching Evansville. 
It is claimed that should fourth section relief be refused 
via its circuitous route the Southern Railway would 
thereby be deprived of the opportunity of using its own 
rails to Evansville and would be forced to confine the 
movements of trafiic originated by it at St. Louis and 
East St. Louis to the short route to Evansville in con- 
nection with the Big Four: Furthermore, it is alleged 
that this service would afford only Big Four delivery at 
Evansville instead of Southern Railway delivery, and that 
the absorption of a switching charge at Evansville would 
often be necessary in order to make delivery to the South- 
ern Railway industries, thus further reducing the South- 
ern Railway’s revenue. Naturally, the Southern Railway 
desires to use its own route and to secure to itself and 
its patrons deliveries at its own terminals at Evansville. 
Inasmuch as the rates to Booneville, when considered 
alone, do not appear unreasonable per se, and this point 
could not be said to be unduly discriminated against if 
the Southern Railway were granted relief via its cir- 
cuitous route through Booneville to meet the water com- 
petitive rate established at Evansville, we are of the 
opinion, and so find, that this is a proper case for fourth 
section relief. 

The St. Louis, Irom Mountain & Southern Railway is 
operated between St. Louis and East St. Louis on the 
north and Cairo, Ill., on the south. The St. Louis-Cairo 
rates are the same as the East St. Louis-Cairo rates, with 
the same fourth section departures at intermediate points. 
The East St. Louis-Cairo rates are intrastate rates, and 
the water competition between these points is recognized 


by the state commission as a reason for permitting the | 


charging of higher rates at intermediate points between 
the terminals. This situation is urged as affording ground 
for relief by continuing the higher rates at intermediate 
points between St. Louis on the north and Cairo on ithe 
south. It is shown that this carrier was. originally des- 
ignated as a class B road in Illinois, and for that reason 
allowed an increase of 10 per cent on classes 1 to 5, in- 
clusive, and 5 per cent on classes 5 to 10, inclusive, 
including commodities, over and above the scale of rates 
of the so-called class A roads. Subsequently, however, it 
is represented that this carrier was placed in the class A 
group, which had the effect of automatically reducing the 
rates from and to East St. Louis 10 and 5 per cent, re- 
spectively, and, as the St. Louis rates are made the same 
as the East St. Louis rates, it had the effect of reducing, 
likewise, the interstate rates to and from East St. Louis. In 
view of these circumstances it is fair to assume that this 
adjustment is proper and that this Commission may, in 
the absence of any showing to the contrary, recognize 
these rates granted by the state commission as a proper 
case in which relief should be granted from the operation 
of the fourth section on interstate traffic between St. 
Louis and Cairo. The disparity shown between the rates 
to Cairo and to intermediate points does not appear to 
be great. We are of the opinion that under the circum- 
stances the discrimination against intermediate points 1s 
not undue, and we shall-authorize this carrier to continue 
the rates to Cairo and the present higher rates to inter- 


mediate points. 

The Illinois Central Railroad Co. operates both north 
and south of the Ohio River, between St. Louis and East 
St. Louis and the following river crossings: Cairo, IIl., 
Paducah, Ky., Evansville, Ind., Henderson, Ky., Owens- 
boro, Ky., Louisville, Ky., and also between Cairo and 
Louisville and Evansville and Louisville. 

The rates between St. Louis, East St. Louis and all of 
the other river crossings are in most instances lower 
than at intermediate points. The Illinois Central is the 
direct line between East St. Louis and Paducah, with a 
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mileage of 162 miles. It is also the direct line between 
East St. Louis and Cairo, with a mileage of 149 miles; 
between St. Louis and the other Ohio River points it has 
the longer line. 

The rates from East St. Louis to Paducah are governed 
by the Southern Classification, while the rates to and 
from intermediate points are governed by the Illinois 
Classification. The first class rate between St. Louis and 
Paducah, Southern Classification, is 36 cents for the dis- 
tance of 165 miles. The maximum deviation from the 
rule of the fourth section is at Brookport, IIl., 162 miles, 
which under the Illinois Classification carries a rate of 
38.7 cents, first class, from East St. Louis. In the reverse 
direction the maximum violation between Paducah, Ky., 
and East St. Louis, IIl., is at Wilderman, IIl., 144 miles 
from Paducah, which station carries a first class rate 
of 37. cents, as compared with the first class rate to 
St. Louis of 36 cents. The rates between St. Louis and 
East St. Louis, on the one hand, and Cairo, on the other, 
are governed by the Illinois Classification. There are no 
long-and-short-haul deviations in the class rates between 
these points, but there are such deviations as to com- 
modity rates. 

The foregoing will suffice to show the conditions under 
which certain of the carriers north of the river operate. 
From the record there can be no question as to the reality 
of the actual water competition between St. Louis, East 
St. Louis and Ohio River points. It is also clear from 
the record that there is actual water competition between 
the Ohio River crossings themselves. No attack is made 
upon the rates to the intermediate points, via the iines 
of any of the petitioners, nor do these rates upon inspec- 
tion appear to be unduly discriminatory. In further justi- 
fication of the adjustment north of the river, the carriers 
whose rates do not conform to the rule of the fourth 
section set up in support of the reasonableness per se 
of their rates to the intermediate points the finding of 
the Commission in the so-caHed Five Per Cent case, $1 
I. C. C., 403 (The Traffic World, Aug. 3, 1914). The class 
rates and many of the commodity rates were there per- 
mitted to be increased with the limitations prescribed in 
said report. 

In Fourth Section Violations in the Southeast, 30 I. C. C., 
162 (supra), we said: 

The rate situation in the southeast presents many cases 
where the Commission must exercise that discretion vested in 
it by law to relieve the carriers from a rigid application of the 
long-and-short haul rule in special cases. 

In that case we recognized the water competitive con- 
ditions of the Ohio and Mississippi rivers as necessitating 
lower rail rates between the river points than otherwise 
would obtain. In principle, the rate adjustments under 
consideration are not dissimilar to those there considered, 
except as to the different classifications involved. 

At page 178 of our report in that case we said: 

While it is not beyond the power of the Commission to in- 
vestigate and determine the reasonableness of the rates to each 
intermediate point, for the present it is not deemed advisable 
that the great length of time which would be necessary for that 
purpose should be taken befcre dealing with the general ques- 
tion that is before us. We will not, therefore, delay the dis- 
position of the géneral question for this purpose, but any in- 
justice that may result from individual instances of excessive 
rates to particular-points will, upon complaint and investiga- 
tion, be dealt with and corrected as occasion may. hereafter 
arise. The Commission will confine itself in the disposal of 
these cases to an examination of the rates to the maximum 
rate points to ascertain whether or not such rates, as judged 
by the standards of compariscn with other rates made for like 
distances under circumstances fairly similar in character, ap- 
pear to be excessive or unreasonable. 

What is there said is equally applicable to the matter 
under consideration, and therefore, in view of all the 


facts of record, we hold that the carriers operating be- 


tween the different river crossings north of the river, 
except as hereinafter indicated, should be allowed to meet 
the water competition between these points by continuing 
lower rates between the said river points than are con- 
temporaneously maintained on like traffic at intermediate 
points, provided the rates at the said intermediate points 
do not exceed the lowest combination, and that the present 
rates at the intermediate points are not exceeded. 

The record shows that some of the routes of the peti- 
tioning carriers operating between certain of the river 
crossings are so markedly circuitous as compared with 
the more direct lines between the same points that we 
should not authorize a continuance of those routes under 
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rates that contravene the fourth section. For illustration, 
the Pennsylvania system operates between five Ohio River 
points and St. Louis, Mo., namely, Cincinnati, O., Louis- 
ville, Ky., and Madison, Jeffersonville and New Albany, 
Ind., the junction points being via Richmond, Ind., and 
Indianapolis, Ind., respectively. The rates via these routes 
conform to the fourth section. The Pennsylvania system 
also operates from all of the Ohio River points above 
named into Chicago. The same rates between the Ohio 
River crossings and St. Louis are made applicable by 
its lines via Chicago in connection with the Chicazo, 
Burlington & Quincy, Chicago & Alton, Illinois Central 
and Chicago & Eastern Illinois railroads. From stations 
north of Logansport, Ind., on traffic routed through Chi- 
cago to East St. Louis there is published a higher scale 
of rates than is in effect from the Ohio River points, and 
it is therefore on such traffic routed through Chicago 
that the Pennsylvania system is in contravention of the 
fourth section of the act. Were the Chicago routes :losed 
these departures would automatically be eliminated, and 
this the Pennsylvania system admits would have to be 
done should relief be denied, as it could not afford to 
correct the departures via the Chicago routes by reducing 
the rates to and from intermediate points, as to do so 
would disturb its entire rate fabric. The short-line dis- 
tance of the Baltimore & Ohio Southwestern between 
Cincinnati and East St. Louis is *39 miles, while the dis- 
tance between the same points by the Pennsylvania sys- 
tem via Chicago and the Chicago, Burlington & Quincy 
Railroad is 645 miles, or 195 per cent of the short-line 
mileage. From Madison, Ind., via Chicago the route is 
217 per cent of the short-line mileage between Cincinnati 
and East St. Louis; from Jeffersonville, Ind., 240 per 
cent; from New Albany, Ind., 246 per cent, and from 
Louisville, Ky., 240 per cent of the short-line mileage of 
the lines operating between these points and East St. 
Louis. The routes via Chicago and the Chicago & Alton, 
the Illinois Central and the Chicago & Eastern [Illinois 
railroads are equally as long as those just shown. In 
other instances the routes are circuitous to the extent of 
from 200 to 304 per cent of the short-line mileage. In 
some instances the carriers have expressed their willing- 
ness to retire from the business in order that the iraffic 
might route via shorter-and more workable lines to which 
it would appear properly to belong. It is our opinion 
that this action is in line with the intent of the law as 
amended. 

In disposing of fourth section applications of carriers 
having crossings respecting sugar rates, Sugar Rates from 
New Orleans, 32 I. C. C., 606 (The Traffic World, Feb. 
20, 1915, p. 365), we said: 

No general maximum limitation as to the extent that the 
long line may exceed the short line in length will be included 
in the order as a condition upon which this relief is granted. 
This does not mean, however, that it is the view of the Com- 
mission that these lines may depart from the fourth section in 
meeting via unreasonably circuitous routes rates in effect via 
direct lines. It is expected that the circuitous lines will refrain 
from continuing departures from the fourth section in cases 
where there is an unreasonably great disparity between the 
distance via their route and the distance via the short line and 
not attempt to compete via very circuitous routes with lines 
one-half to one-third as long. 

The principle of the decision in that case is equally 
applicable to the situations here, and we shall, therefore, 
in this instance deny relief to all carriers operating routes 
between St. Louis or East St. Louis and the various Ohio 
River crossings via Chicago and Chicago junctions, be- 
lieving that participation in this traffic can result in but 
little, if any, profit to these carriers or benefit to the 
public. Should it subsequently be found that other situa- 
tions similar to this one are continued, such further orders 
as may be necessary in each instance will be made. 


Lines South of the Ohio River. 


The water competition which we have found has de- 
pressed the rail rates between the river crossings to a 
level lower than the rates applied to intermediate poinis 
north of the Ohio River has brought about a similar con- 
dition as to the rates south of the river. This is espe- 
cially true in the case of the Louisville, Henderson & 
St. Louis Railway. This carrier operates wholly within 
the state of Kentucky. It extends from Strawberry, Ky., 


its eastern terminus, about 6 miles south of Louisville, 
to Henderson, Ky., its western terminus, 144 miles from 
It operates trains between Louisville, Ky., 


Louisville. 
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and Evansville, Ind., with trackage arrangements over 
the lines of other carriers from Strawberry to Louisville, 
and from Henderson into Evansville. There is also a 
branch line extending from Irvington, Ky., to Fordsville, 
Ky. The Louisville, Henderson & St. Louis Railway prac- 
tically parallels the Ohio River, and traverses a thinly 
populated and more or less unproductive section of the 
state of Kentucky. More than one-half of its tributary 
territory consists of high hills, deep valleys and vocky 
bluffs along the Ohio River where much land is unpro- 
ductive and but little cultivated. Because of its proximity 
to the Ohio River, washouts and interruptions to service 
are frequent. Due to its location this carrier can draw 
traffic from one side of the river only. A number of its 
local stations are either directly on the river or so close 
as to make it easy and practicable to ship by steamboat. 
Therefore, traffic that would otherwise be local is divided 
with the boat lines. The steamboats make low rates to 
secure their share of the business, and competition is keen. 

The proximity of the Ohio River has had a marked 
effect in reducing the general level of all rates of this 
carrier to and from intermediate points below what would 
ordinarily have been applied under other conditions. This 
competition is concentrated at the commercial centers of 
Louisville,'Henderson and Owensboro. In the Eagle Dis- 
tillery case, 32 I. C. C., 197 (The Traffic World, 1914, 
p. 1013), we held that “it cannot be disputed that 
the rates, both at Henderson and Owensboro, are ma- 
terially influenced by competitive water as well as 
rail rates.” In passing upon that portion of the Fourth 
Section Application No. 1065 of this carrier respecting 
rates on lumber from Lodiburg, Ky., to Central Freight 
association territory which are higher than rates on the 
same commodity from Louisville, Owensboro and Hen- 
derson, Ky., we found that the route of this carrier was 
in all instances markedly circuitous, and the water compe- 
tition was there recognized as having compelled lower rates 
at the terminal points than at intermediate points, and 
fourth section relief was granted. The record in the instant 
case contains evidence equally convincing of the con- 
trolling and compelling existence of water competition 
at the depressed rate points. The rates to the inter- 
mediate points on the line of this carrier are made by 
combination on the low-rated points. The local scale of 
rates has been approved by the Kentucky commission, 
and that commission has recognized the water competi- 
tion between the river points as a reason for permitting 
this and other carriers operating in the state of Ken- 
tucky to depart from the long-and-short-haul clause of 
the Kentucky law. 


The Louisville, Henderson & St. Louis has never paid 
a dividend to its stockholders since its incorporation. Its 


-net income over and above operating expenses from all 


sources for the seven years ending June 30, 1914, aggre- 
gates only $40,717.04, and it is not to be doubted that 
this surplus would be turned into a deficit were this 
carrier denied relief to continue its present adjustment 
of rates. Its entire rate adjustment is built up around 
Louisville, Owensboro, Henderson and Evansville, and 
if it is compelled to observe the rates applying to and 
from these points as maxima to and from its interme- 
diate stations, the necessary result will be a _ blanket 
adjustment over its entire line, and a reduction in iis 
total revenue so great as to make it doubtful whetier 
it could earn operating expenses. Its present rates -to 
intermediate local stations do not appear to be unrea- 
sonable by the tests and standards usually applied for 
that purpose, and there is now no complaint on file against 
them. It is our opinion that this is a proper case for 
relief. 

The other principal carriers operating between the Chio 
River crossings south of the river are the Louisville & 
Nashville Railroad between Louisville and Cincinnati, 
which is the short line between these points, and the 
Louisville & Nashville between Louisville, on the one 
hand, and Henderson, Ky., and Evansville, Ind., on the 
other, in connection with the Louisville, Henderson & 
St. Louis Railway. This is the short route between these 
points. The Louisville & Nashville routes all of its traffic 
between St. Louis and Louisville and Cincinnati, and be- 
tween Louisville and Evansville, via this route The 
Illinois Central.Railroad operates between Cairo, Paducah, 
Henderson, Evansville, Owensboro and Louisville. 

The rate situation south of the river being likewise 
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influenced by the water competition, we believe that this 
is a case where the Commission must exercise that dis- 
cretion vested in it by the law to relieve these carriers 
from a rigid application of the long-and-short-haul rule 
of the fourth section. Therefore, except as hereafter indi- 
cated in the report, and to the extent provided in the 
order entered herein, relief will be granted the applicants 
to continue competitive rates between the river points via 
routes south of the Ohio River and to maintain higher 
rates at intermediate points, provided the present rates 
at said intermediate points are not exceeded. We hold 
to the views expressed respecting the unreasonably cir- 
cuitous routes north of the river, and it is expected that 


the circuitous lines south of the river will also refrain 


from continuing departures from the fourth section in 
cases where there is an unreasonably great disparity 
between the distances via their routes and the distances 
via the skort lines. 

A typical example of a route of this character is afforded 
by that of the Louisville & Nashville Railroad between 
Evansville and Louisville, via Guthrie, Ky. The distance 
via this route is 272 miles, as compared with 122 miles 
via the short line of the Southern Railway, or more than 
100 per cent longer than the short line between the same 
points. The Louisville & Nashville Railroad, it is as- 
serted, does not actively compete via its longer route 
with the short lines of the Southern Railway and the 
Louisville, Henderson & St. Louis Railway between these 
points. Nevertheless, it desires such relief from the fourth 
section via this route as will permit it to transport traffic 
at the current rates applicable via the direct lines he- 
tween these points whenever blockades or other inter- 
ferences with traffic occur via the shorter lines. It will 
be observed that this route, like that of the routes be- 
tween Ohio River crossings and St. Louis, via Chicago, 
is extremely circuitous. There is no great difference 
between the underlying reasons offered by the applicants 
in support of their petitions in respect to the two situa- 
tions. In both cases they desire to keep open all available 
routes between competitive points, and every reason that 
was or could be urged in the one situation might be urged 
with equal force in the other. It follows, therefore, that 
they should both be dealt with in the same manner. ‘The 
routes via Chicago have been denied relief from the fourth 
section. Relief should also be denied via the route of 
the Louisville & Nashville Railroad through Guthrie, and 
it will be so ordered. Should it subsequently be found 
that other situations similar to this one are continued, 
further orders similar to the one in this case will be made. 

The diagram clearly sets forth the character of the 
violations occurring at points south of the river on 
through traffic originating in Central Freight Association 
territory. 

It will be observed that the Baltimore & Ohio South- 
western, operating wholly in Central Freight Association 
territory under Official Classification, is the direct route 
from St. Louis to Cincinnati. 
as before stated, is 339 miles, and the first class rate 
from St. Louis to Cincinnati is 43.1 cents. The Southern 
Railway and the Louisville & Nashville Railroad must, 
in order to participate in the Cincinnati business, make 
the same rate via their circuitous routes as is made by 
the direct route of the Baltimore & Ohio Southwestern. 
Glencoe, Ky., is located on the line of the Louisville & 
Nashville Railroad 70 miles beyond Louisville in the di- 
rection of Cincinnati. There being no through rate to 
Glencoe, the charges are made on the lowest combination, 
which would be the rate to Cincinnati, plus the local from 
Cincinnati, which is governed by the Southern Classifi- 
eation. The rate to Cincinnati being 43.1 cents, and the 
local rate from Cincinnati to Glencoe being 29 cents, the 
total through charge would be 72.1 cents. If the traific 
were routed to Glencoe via Cincinnati there would be no 
fourth section violation, but when routed through Louis- 
ville there is a fourth section departure, because the total 
charge to Glencoe is higher than the through charge to 
Cincinnati, a more distant point. It will be seen by the 
above chart that Lebanon, Ky., which is 67 miles frum 
Louisville in the direction of Knoxville, and practically 
equidistant from the point of origin with Glencoe, takes 
a rate practically equal to that of Glencoe. 

The Commission, in Lebanon Commercial Club vs. L. & 
N. R. R. Co., 35 I. C. C., 204 (The Traffic World, Aug. 
14, 1915, p. 404), fixed the interstate factor from Louis- 
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ville to Lebanon at 35 cents, and it is claimed that the 
factor from St. Louis to Louisville is a highly competitive 
rate influenced by the Central Freight Association scale 
and depressed by both rail and water competition. Leb- 
anon has no lower rated terminal or other lower rated 
station beyond, but Glencoe, because of its location, is 
entitled to the present St. Louis-Cincinnati rate plus the 
local rate from Cincinnati to Glencoe, which produces a 
deviation from the fourth section. 


The petitioners claim that this is a special case war- 
ranting relief, and that by a comparison of the through 
rate to Glencoe with the through rate to Lebanon the 
Glencoe rate must be held to be reasonable per se, aid 
the relief prayed be granted. 


The rates to Glencoe and the other intermediate points 
on the line of the Louisville & Nashville in Kentucky 
have no relation whatsoever to the through rates in 2ffect 
between St. Louis and Cincinnati made in accordance 
with the Official Classification. This Commission has 
frequently commented upon the more favorable trailic 
conditions obtaining north of the Ohio River than in the 
territory south of the river, resulting from greater traftic 
density and more favorable operating conditions north 
of the river, as a reason for the higher plane of ‘ates 
south of the river. 


The following comparisons, compiled from the twenty- 
fourth and twenty-fifth annual reports of this Commis- 
sion, were introduced to show the difference in the traffic 
density between the two territories: 


COMPARISON OF TONNAGE AND POPULATION IN THE 
TERRITORIES IMMEDIATELY NORTH AND SOUTH OF 
THE OHIO RIVER. 


Tons of 

revenue- 

earning 

Tons of freight 

; revenue- carried 

Area in earning per 1,000 

Popu- square freight popu- 

ss lation. miles. carried. lation. 
C. F. A. territory imme- 
diately north of Ohio 

River (group III)...... 11,078,415 125,422 354,456,765 31,995 
Southern territory imme- 
diately south of Ohio 

River (group \V)....... 12,431,770 299,671 110,637,861 8,899 


While by comparison the Glencoe rate does not at first 
glance appear to bear a reasonable relation to the rate 
to Cincinnati, yet we are of opinion that this is a proper 
case for relief. This situation is typical of the rates to 
points south of the river. 

The rates to the maximum rate points on the lines of 
the carriers operating south of the river in some instances 
appear to be unreasonable when compared with the lower 
rates to the water competitive points, but when consid- 


‘ered by themselves they do not clearly appear to be 


unreasonable in amount or out of line with rates rade 
to contiguous points in the same territory. We have fre- 
quently held that lower rates which are forced by water 
competition cannot be accepted as a measure of reason- 
ableness of rates from or to points where such competi- 
tion does not exist. South Atlantic Waste Co. vs. South- 
ern Ry. Co., 22 I. C. C., 293-296 (The Traffic World, Feb. 
3, 1912, p. 196); Cohen & Co. vs. Mallory S. S. Co., 2 
I. C. C., 374-377 (The Traffic World, May 11, 1912, p. 940}; 
In re Transportation of Wool, Hides and Pelts, 23 I. C. C., 
151-160 (The Traffic World, April 20, 1912, p. 770), and 
Truck Growers’ Association vs. A. C. L. R. R. Co., 20 
ey C., 190-194 (The Traffic World, March 11, 1911, p. 

There are no complaints on file against the reasonable- 
ness per se of the rates to points south of the river, and 
therefore, in view of all of the facts and circumstances 
appearing as hereinbefore set forth, and except as here- 
inbefore provided, these applicants will be permitted, un- 
til it may be otherwise ordered upon future investigations 
in particular cases, to continue to charge lower rates on 
classes and commodities to the water competitive poiits, 
and to maintain higher rates to intermediate points as 
now provided in their tariffs, provided that the rates to 
the said intermediate points do not exceed the lowest 
combination and that the present rates to intermediate 
points are not exceeded. 


An appropriate order will be entered (Fourth Section 
Order 5568). 
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HOOPS FROM CHAFFEE, MO. 


1. AND S. NO. 696 (38 I. C. C., 482-484) 
Submitted Jan. 16, 1916. Opinion No. 3500. 
Proposed increased rate on coiled elm hoops from Chaffee, Mo., 
to Thebes, Ill., found not justified and schedules under sus- 
pension ordered canceled. 


Thomas Bond for St. Louis & San Francisco R. R. Co. 
receivers; G. B. Webster for protestant. 


BY THE COMMISSION: 

Schedules filed by the St. Louis & San Francisco Rail- 
road Co. and James W. Lusk, W.°C. Nixon and W. B. 
Biddle, receivers thereof, to take effect Aug. 18, 1915, 
proposed to increase the rate on coiled elm hoops in 
carloads from Chaffee, Mo., to Thebes, Ill., from 4 cents 
per 100 pounds to 6 cents. Upon protest filed by S. A. 
Ruch, who is engaged in manufacturing and shipping 
coiled elm hoops at Chaffee under the name of S. A. Ruch 
Hoop Co., hereinafter called protestant, the schedules 
were suspended until Dec. 16, 1915, and later until June 
16, 1916. 

The present rate was established in compliance with 
our order in Disher Hoop & Lumber Co. vs. St. L. & S. F. 
R. R. Co., 26 I. C. C., 488 (The Traffic World, April 12, 
1913, p. 814), wherein it was shown that a rate of 4 cents 
applied on local shipments of lumber, including hoops, 
from Cape Girardeau, Mo., to Thebes, and that a propor- 
tional rate of 2.5 cents applied on the same traffic for 
beyond over the Chicago & Eastern Llinois Railroad; 
that Thebes is 28 miles from Cape Girardeau and only 
15.6 miles from Chaffee; that Chaffee is not necessarily 
intermediate to Thebes from Cape Girardeau, but that for 
operating reasons through shipments from Cape Girardeau 
to Thebes are first hauled to Chaffee yard, and that the 
proportional rate of 2.5 cents was established by the St. 
Louis & San Francisco Railroad in the adjustment of 
a controversy with the city of Cape Girardeau, as has 
recently been explained in Himmelberger-Harrison Lum- 
ber Co. vs. St. L. & S. F: R. R. Co., 36 I. C. C., 262 (Tne 
Traffic World, Nov. 6, 1915, p. 944). We found that the 
6.5-cent rate attacked from Chaffee to Thebes was un- 
reasonable to the extent that it exceeded 4 cents. 

Protestant’s mill is.located on the rails of the St. Louis 
& San Francisco, but the entire service performed by that 
earrier in connection with shipments from Chaffee to 
Thebes is a switching movement of about 1 mile from 
protestant’s mill to the transfer track of the Chicago & 
Eastern Illinois at Chaffee yard. The Chicago & Eastern 
Illinois hauls the traffic north to Rockview, Mo., over the 
rails of the St. Louis & San Francisco, 2 miles, and thence 
east over the rails of the St. Louis Southwestern Railway 
to the Thebes bridge, of which the Chicago & Eastern 
Illinois is a part owner, and thence over the bridge to 
Thebes. Shipments originating at Chaffee are billed by 
the St. Louis & San Francisco to Thebes Transfer, where 
they are rebilled by the Chicago & Eastern Illinois. In 
the Disher case, supra, we said: 


In determining whether the provisions of Section 4 of the 
act, as amended, are contravened, we cannot compare the pro- 
portional rate from Cape Girardeau to Thebes with the local 
rate from Chaffee to Thebes. But we may with propriety con- 
sider the local rate of 4 cents from-Cape Girardeau to Thebes. 
The defendants have argued that this latter rate is the result 
of water competition, in the form of transfer boat service from 
Cape Girardeau to the east side, but we do not find that this 
competition is other than merely conjectural or possibile. The 
Cape Girardeau-Thebes rate, therefore, can fairly be cited as 
what defendants consider a fully compensatory rate for trans- 
porting lumber 28 miles. That being so, it follows that a local 
rate of 4 cents from Chaffee to Thebes would be cOmpensatory, 


and its 


The tariff naming the increased rate from Chaffee to 
Thebes carries a 6-cent rate on coiled elm hoops from 
Cape Girardeau, and respondents argue that the proposed 
rate of 6 cents from Chaffee to Thebes is reasonable, be- 
cause it does not exceed the increased rate from Cape 
Girardeau which has not been protested. But it does not 
follow from our findings in the Disher case, supra, that 
the proposed rate from Chaffee to Thebes is reasonable 
merely because it does not exceed the rate from Cape 
Girardau. Protestant asserts that with the possible ex- 
ception of a few cars of cooperage stock from Cape 
tirardeau to points in southern Illinois, there is practically 
no movement on the 6-cent rate from Cape Girardeau; 
that it is a-paper rate and was increased merely for the 
purpose of the argument now based upon it. -_He adds 
that the same rate from Chaffee would be both unrea- 
sonable and ruinous to his business. The record. dis- 


closes no appreciable movement of lumber at the 6-cent 
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rate either from Cape Girardeau to Thebes, or from 
Chaffee to Thebes. 


Respondents state that the former relationship between 
the St. Louis & San Francisco and the Chicago & Eastern 
Illinois has been changed since the Disher case, supra, 
was decided in that there has been a complete separation, 
both in finances and in operation, with the result. that the 
haul from Chaffee to Thebes is no longer a one-line haul, 
but is over two distinct lines. The same argument was 
advanced and found unavailing in Himmelberger-Harrison 
Lumber Co. vs. St. L. & S. F. R. R. Co., supra. Exhibits 
were introduced by respondents to show that the 6-cent 
rate compares favorably with the rates in effect on lumber 

vand articles taking the same rates to Thebes from points in 

Missouri and Arkansas on the St. Louis & San Francisco 
and in Missouri on the St. Louis Southwestern Railway 
and the St. Louis, Iron Mountain & Southern Railway for 
distances ranging from 2.8 miles to 175 miles. It appears, 
however, that there is no movement of coiled elm hoops 
from the points cited or of manufactured lumber except 
perhaps from one or two points. Another exhibit was 
introduced by respondents to show that the through rates 
in effect from Poplar Bluffs, Mo., and Pocahontas and 
Elaine, Ark., where coiled elm hoops are made, to Chicago, 
Ill., Milwaukee, Wis., Cincinnati, O. and Fort Wayne, Ind., 
compare favorably with the through rates in effect from 
Chaffee to the same points. 


The present 4-cent rate from Chaffee to Thebes yields 
5.1 cents per ton-mile. The proposed rate would yield 7.7 
cents. The St. Louis & San Francisco hauls the traffic 
about 1 mile. Since the separation of the St. Louis & 
San Francisco and the Chicago & Eastern Illinois each 
line has received one-half of the rate from Chaffee to 
Thebes on traffic for beyond. Respondents accordingly 
receive 40 cents a ton for their 1-mile haul. Traffic for 
beyond generally. moves at the combinations of the rates 
to and from Thebes. The present rate on coiled elm 
hoops from Chaffee to Chicago, 393.6 miles, for example, 
is 14.5 cents per 100 pounds, which yields 7.4 mills per 
ton-mile. The rate on coiled elm hoops from Thebes 
to Chicago, 378 miles, is 10.5 cents per 100 pounds, which 
yields 5.5 mills per ton-mile. Under the divisions men- 
tioned the Chicago & Eastern Illinois receives 12.5 cents 
out of the through rate from Chaffee to Chicago, or 6.3 
mills per ton-mile for its actual haul; the St. Louis & 
San Francisco, 2 cents per 100 pounds for originating the 
traffic and switching it to the Chicago & Eastern Illinois. 
Under the proposed rate the St. Louis & San Francisco 
would receive 3 cents for this service. 


We are not convinced that the changes which -have 
occurred in the rate situation and operating conditions 
since our decision in the Disher case, supra, warrant a 
departure from our previous finding. We find, therefore, 
that respondents have not justified the proposed rate be- 
fore us, and an order will be entered requiring its can- 
cellation. 


LOGS AND BOLTS TO MEMPHIS 


CASE NO. 6960* (38 I. C. C., 432-440) 
VANDENBOOM-STIMSON LUMBER CO. ET AL. VS. ST. 
LOUIS, IRON MOUNTAIN & SOUTHERN RAILWAY 
CoO. i 
Submitted April 10, 1915. Opinion No. 3493. 


Rates charged by defendants for the transportation of hardwood 
logs and bolts in carloads from points in Arkansas, Louis- 
iana and Oklahoma to Memphis, Tenn., found ‘unreasonable 
and unduly prejudicial. Scale of reasonable maximum rates 
prescribed. Reparation awarded. 





J. R. Walker and J. H. Townshend for complainants; H. G. 
Herbel and F. G. Wright for St. Louis, Iron Mountain & South- 
ern Ry. Co.; W. F. Dickinson for Chicago, Rock Island & Pacific 
Ry. Co. 


CLEMENTS, Commissioner: 

These cases are related and will be disposed of in one 
report. Complainants are ‘individuals, firms and - corpo- 
rations engaged in the lumber business at Memphis, Tenn. 
By complaints, filed May 27, 1914, and Oct. 30, 1914, as 
amended, they allege that the rates charged by the Chi- 
cago, Rock Island & Pacific Railway, hereinafter called 
the Rock Island, for the transportation of hardwood logs 





*This proceeding also.embraces complaints in—No. 7444, Mem- 
phis Band Steel Co. et al. vs. Chicago, Rock Island & Pacific 
Ry. Co. and No. 7444 (Sub, No. 1), Nickey Bros. & Bass vs. 
Same, } 








April 8, 1916 


in carloads, and by the St. Louis, Iron Mountain & South- 
ern Railway, hereinafter called the Iron Mountain, for 
the transportation of hardwood boits and logs in carloads, 
from points on their respective lines in the states of 
Arkansas, Louisiana and Oklahoma to Memphis are un- 
reasonable and unduly prejudicial as compared with rates 
to other points and with rates applicable on Arkansas 
intrastate traffic. The complaint in No. 7444 (Sub-No. 1) 
asks reparation on 289 carloads of hardwood logs shipped 
from Tinsman, Ark., to Memphis over the Rock Jsland 
during the period from Aug. 30, 1913, to Dec. 8, 1914. 

The Rock Island’s rates on logs for distances exceed- 
ing 100 miles are, as a general rule, the same as on 
lumber. For distances of 100 miles and less special xates 
apply on logs, which are lower than rates on lumber, 
and from 1% cents to 21% cents per 100 pounds higher 
than Arkansas intrastate rates on logs for corresponding 
distances. Its rates to Memphis from all points are 
“flat” or local rates. On the Iron Mountain a system 
of “gross” and “net” rates is operative. The gross rate, 
which is the same as the rate on lumber, is collected 
on the logs to the milling point in the first instance. 
Upon the shipment over its lines from the milling point 
of lumber within one year from the date of expense 
bills covering the inbound shipments of logs, in the 
proportion of 1 pound of lumber to 3 pounds of logs, 
the difference between the gross and the net rate is 
refunded. Complainants ask for net rates over the Iron 
Mountain to Memphis which do not exceed by more 
than 1 cent per 100 pounds the net or reshipping rates 
of that carrier applicable to the transportation of logs 
and other so-called rough material for corresponding dis- 
tances wholly within the state of Arkansas. They also 
ask for the establishment of gross rates from points on 
the Iron Mountain which are 1 cent per 100 pounds higher 
than the net rates asked and say that they are not op- 
posed to the maintenance by the Rock Island of a transit 
arrangement whereby a gross rate not exceeding the net 
rate by more than 1 cent per 100 pounds is collected in 
the first instance and the subsequent application of the 
net rate is made conditional upon the shipment of lumber 
over that line. 

The rails of both defendants terminate at Bridge Junc- 
tion, Ark., but they maintain terminals at Memphis and 
operate their trains between Bridge Junction and Mem- 
phis over the bridge of the Kansas. City & Memphis 
Bridge Co.,.a subsidiary of the St. Louis & San Fran- 
cisco Railroad Co. Defendants pay a bridge toll of 1 cent 
per 100 pounds, minimum $3.50 per loaded car, and $1 
per empty car on the number of empties in excess of 
the number of loaded cars moved across the bridge. 
Although complainants ask for the establishment of rates 
which are 1 cent per 100 pounds higher than the Arkan- 
sas seale, they do not concede that it is reasonable to 
add a bridge toll of 1 cent per 100 pounds in construct- 
ing rates between Memphis and points west of the Mis- 
sissippi River, and introduced certain testimony and 
exhibits to prove that the amount paid by defendants 
for the use of the bridge is excessive. However, the 
company owning the bridge is not a party defendant, and 
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complainants’ evidence regarding the cost of service and 
other matters affecting the reasonableness of the charge 
does not: justify a finding that the addition of a bridge 
toll of 1 cent per 100 pounds results in unreasonable 
rates between points west of the river and Memphis. 

Complainants’ mills are located on the terminals of the 
Illinois Central Railroad and on the Union Railway. The 
Iron Mountain controls, and its rates include delivery 
on, the Union Railway. Shippers pay a switching charge 
which is usually $2 per car for deliveries on the ter- 
minals of other lines. The net rates of the Iron Moun- 
tain are constructed by adding 2 cents per 100 pounds 
to the Arkansas net rate to Bridge Junction. This arbi- 
trary represents the bridge toll of 1 cent per 100 pounds 
and a special terminal charge of. 1 cent per 100 pounds 
for Union Railway delivery. Complainants contend that 
an additional charge for terminal delivery is not justified 
because that expense is included in the rate for the line 
haul and the cost of this service at Memphis is not excessive 
as compared with other points. On behalf of the Iron Moun- 
tain it is urged that the Memphis terminal was constructed 
at great expense; that it comprises an extensive switch- 
ing district, and that the charge of 1 cent per 100 pounds 
approximates the charge for a similar switching service 
at St. Louis, where conditions comparable with those at 
Memphis are said to prevail. 

Logs are loaded along the main lines of both defend- 
ants by individuals or companies operating log loaders 
whose services are paid for by the shipper and to whom 
engines and crews are leased by the carriers under the 
provisions of their tariffs at a rate which it is stated 
covers only the actual cost of the crews, and rental, fuel 
and lubrication for locomotives. The operation of log 
loaders interferes with train service and causes consid- 
erable damage to the carriers’ cars and roadbed, but is 
said to be necessary because the marshy character of 
the country and the lack of roads preclude the hauling 
of logs to stations. The logs are loaded on flat cars, 
which frequently are moved empty for long distances. 

Witnesses for defendants testified that operating ex- 
penses in Arkansas are greater than on other portions of 
their lines, and that their business within that state does 
not yield a proper return; further, that their tracks are 
laids on fills and trestles which are expensive to con- 
struct and deteriorate rapidly because of the nature of 
the soil, heavy rainfall and frequent overflows. On be- 
half of the Rock Island testimony was offered showing 
that during the years 1912, 1913 and 1914 the cost of 
maintenance per mile of road in Arkansas was $1,822.75, 
$1,731.41 and $1,487.50, respectively, as compared with 
$785.56, $762.93 and $811.34 in Oklahoma during the same 
periods. An exhibit filed by the Rock Island indicates 
a loss of $317,175 on Arkansas intrastate traffic for the 
year ending June 30, 1914, of which $148,899 represents 
the deficit from freight operations. 

The following table presents a comparison of the pres- 
ent rates and rates asked with Arkansas intrastate local 
rates, rates of the Yazoo & Mississippi Valley Railroad 
to Memphis, and the A.abama Great Southern Railroad 
to Chattanooga: 


CENTS PER 100 POUNDS. 


- 0 
— a 


Hebd 
OSES 
zeae 
To Memphis from Arkansas, Louisiana and : son 
Oklahoma points. Yazoo & Mis- 350% 
f sissippi Valley 2500 
Present rates. Rates asked. Arkansas rates to: ' Seve 
rates. Memphis. a5 
LL & wa 
P. Ry St. L. I. M. & S. Ry. 

* Net. Gr "OSS. Net. Gross. Net. Gross. Net. Gross. 
10 miles. and under............... 3.5 4.0 5- 6.0 3.0 4.0 2.0 « 3.0 1.25 1.75 2.0 
“Bm SDEOS ANE OFOR BO isis. 060.005 4.5 4.0 6.0 3.0 4.0 2.0 3.0 1.75 2.25 3.0 
Se tes Be OVET Fe... 02-0 oc.02ce 5.0 4.5 7- 8.0 3.5 4.5 2.5 4.0 3.0 3.5 3.0 
76. mules ana over GO... ........... 5.0 5.0 8- 9.0 e 4.0 5.0 3.0 4.5 4.0 4.75 4.5 
100 miles and over 75............ 6.0 5.5 8-10.0 4.5 5.5 3.5 5.0 4.5 5.0 5.5 
125 miles and over 100........... 8.0 6.0 9-11.0 5.0 6.0 4.0 6.0 5.0 . 6.0 6.0 
150 miles and over 125........... 8.0 6.5 11.0 5.5 6.5 4.5 6.0 5.0 6.0 6.5 
175 miles and: over 150........... 128.0-11.0 ° 7.0 11.0 6.0 7.0 5.0 7.0 5.5 6.5 7.0 
200 miles and over 175........... 1311.0 7.5 11-12.0 6.5 7.5 5.5 7.0 6.0 7.0 7.0 
225 miles and over 200........... 1313.0 8.0 11-12.0 7.0 8.0 6.0 8.0 6.5 7.5 7.5 
240 miles and over 225........... 13 13.0 8.5 11-12.5 7.5 8.5 6.5 8.0 6.5 7.5 8.0 
250 miles and over 240........... 1313.0 8.5 11-12.5 7.5 8.5 6.5 9.0 6.75 7.75 8.0 
260 miles and over 250,.......... 1313.0 9.0 11-12.5 8:0 9.0 7.0 9.0 7.0 8.0 8.5 
276: miles and over 260........,... 13 13.0 9.0 11-12.5 8.0 9.6 7.0 10.0 7.0 8.0 8.5 
280 miles. and over 275........... 1313.5 9.5 11.12.5 8.5 9.5 7.5 10.0 7.0 8.0 Ett 

300 miles and over 280........... 1414.0 9.5 11-14.0 8.5 9.5 7.5 10.0 7.25 8.25 

325 miles and over 300........... 1414.0 10.0 14.0 9.0 10.0 8.0 12.0 7.5 9.0 

350 miles and over 325........... 1414.0 10.5 14.0 9.5 10.5 8.5 12.0 7.75 9.25 

375 miles and over 350........... 1414.0 11.0 14.0 10.0 11.0 9.0 12.0 8.0 9.5 

1 Lumber rates; no special rates on logs. 1 cents prior to Feb. 1, 1915, I. and 8S. 184, 
» 
- 


2 Applies from ‘stations south of Walco, 


cents prior to Feb. 1, 1915, 
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The gross rates of the Yazoo & Mississippi Valley 
shown in the above table were considered in May Bros. 
vs. Y. & M. V. R. R., 26 I. C. C., 323 (The Traffic World, 
March 29, 1913, p. 702), and found not to be unreason- 
able. The local rates of the Alabama Great Southern 
to Chattanooga were prescribed in Chattanooga Log Rates, 
30 I. C. C., 36 (The Traftic World, May 2, 1914, p. 842), 
and 35 I. C. C., 163 (The Traffic World, Aug. 14, 1915, 
p. 394). The net rates asked, which, as previously stated, 
are 1 cent per 100 pounds higher than the Arkansas scale 
of net rates, are the same as those of the St. Louis & 
San Francisco Railroad to Memphis from points west of 
the Mississippi River and are 1 cent per 100 pounds 
higher than its rates to Memphis from points east of the 
river. On interstate traffic between points in the states 
of Arkansas, Louisiana and Oklahoma defendants apply 
net rates for distances of 170 miles and less, which are 
the same as the Arkansas net rates. For distances ex- 
ceeding 170 miles their net rates are somewhat higher, but 
are less than the Arkansas local or gross rates. A com- 
parison of defendants’ ton-mile earnings in mills and 
car-mile earnings in cents on logs under the present and 
proposed rates with earnings on all commodities is shown 
in the following table: 


Average 
Average Average haul 
ton-mile ear-mile all com- 
revenue, revenue, modities, 
mills. cents. miles. 

S&S 4a & &.. By: 
Average, all commodities....... 7.90 14.44 235 
Present rates on logs........... 7.23 18.07 . 235 
Proposed rates on logs.......... 6.38 15.95 235 

C. mh.’ t. & PP. Be: 

Average, all commodities ....... 8.85 13.86 239 
Present rates on logs............ 10.88 27.19 239 
Proposed rates on logs ........ 6.27 15.69 239 


The disparity between the net and gross rates of the 
Iron Mountain is much greater than that disclosed by 
rates of the Yazoo & Mississippi Valley, or the rates 
of various other lines shown in exhibits filed by com- 
plainants. It will be noted that the gross rates of the 
Yazoo & Mississippi Valley are the following differentials 
higher than the net rates: 100 miles and less, one-half 
cent to three-fourths cent; 300 miles and over 100, 1 
cent; over 300 miles, 1% cents. The difference between 
the gross and net rates of the Iron Mountain ranges from 
1 to 5 cents. Complainants assert that the payment of 
the present gross rates involves such a large deposit for 
long periods of funds upon which no interest is paid 
that they cannot afford to ship logs except from certain 
near-by points from which the disparity between the ret 
and gross rates is not so great. The Rock Island has no 
direct line from Memphis to the principal lumber markets 
north of the Ohio and east of the Mississippi rivers, and 
therefore has not observed the practice of maintaining 
a system of net and gross rates followed by other lines 
serving Memphis. From the record it appears that the 
number of lumber shipments forwarded from Memphis 
via the Rock Island is small in comparison with the lum- 
ber traffic of the IDlinois Central, Iron Mountain and 
other lines from Memphis. 


Defendants contend that there is no necessity for estab- 
lishing special rates on logs for distances exceeding 100 
miles, because throughout the lumber-producing section 
mills are located but short distances apart and competi- 
tion of lumber manufacturers in the purchase of logs and 
a substantial parity of outbound rates on lumber preclude 
the movement of the ordinary grades of logs except for 
short distances. It is said that a difference in rates of 
less than 1 cent is sufficient to determine which of two 
competing points can profitably use the logs from a par- 
ticular locality. The average distance logs are shipped 
within the state of Arkansas is 20 to 25 miles. On ship- 
ments involvéd in this proceeding the average haul to 
Memphis from Iron Mountain points was about 35 miles, 
and from Rock Island points about 70 miles. Eliminating 
..e 289 carloads shipped from Tinsman, 228 miles from 
Memphis, the average haul on the Rock Island would ap- 
proximate the average haul on the Iron Mountain. De- 
fendants urge that since only high-grade logs can be 
shipped for greater distances than 100 miles there are 
no reasons why lumber rates should not be charged for 
the transportation of such shipments. This contention 


ignores the difference in value between logs and lumber 


Vol. XVII, No. 15 


and disregards the fact that, as a general rule, rates on 
raw material are lower than on the manufactured product. 

From testimony offered by complainants, it. appears 
that ordinary grades of logs cannot profitably be shipped 
to Memphis except, from nearby points in Arkansas and 
that the inability of the Memphis manufacturers to handle 
the lower grades of logs in competition with Arkansas 
mills also handicaps them in the purchase of higher grade 
logs, since, in order to obtain the better quality of timber, 
they must also purchase the inferior grades. It is said 
that 60 per cent of the hardwood timber in Arkansas 
adjacent to Memphis consists of gum; that neither gum 
nor elm can be shipped under the present rates, and 
that the establishment of the rates prayed would result 
in a much larger movement of logs to Memphis. De- 
fendants argue that, because of the excessive waste in 
manufacture, where logs can be and are sawed at mills 
near the source of supply it is wrong in principle to 
inaugurate a system of rates which will permit them to 
move to more distant points. However, as we said in 
Boise Lumber Co. vs. P. & I. N. Ry. Co., 33 I. C. C., 109, 
115 (The Traffic World, Feb. 27, 1915, p. 439): 


It is not within the province of carriers to dictate where 


manufacturing shall or shall not be done, or by means of their 
rate adjustments or otherwise to select or control the markets 
where their shippers shall buy or sell. 

The carriers are under no obligation to establish less 
than reasonable rates for the purpose of overcoming any 
disadvantage Memphis may suffer by reason of greater 
distance from the source of supply, but manifestly they 
may not deny to the Memphis manufacturer the right to 
compete with Arkansas mill operators by maintaining 
rates which are unjustly discriminatory. 

Complainants’ principal competitors in Arkansas are 
located at Helena, Forest City, Round Pond, Marianna, 
Winona Spur, Democrat, Hughes, Parkin, Earle, Critten- 
den, Brown’s Spur, Brasfield and Mounds. Lumber rates 
from Helena to Central Freight Association territory are 
only 1 cent per 100 pounds higher than from Memphis, 
and as logs -yield one-third or less of their weight in 
lumber, it is apparent that Memphis is under a substantial 
disadvantage in competing with Helena under the pres- 
ent rate adjustment. Rates on lumber from the other 
Arkansas points mentioned are somewhat higher than 
from Helena, but by reason of the materially lower rates 
on logs mill operators at these points have a very sub- 
stantial advantage over a manufacturer of lumber at 
Memphis. 

Defendants say that the Arkansas intrastate rates are 
too low and that if undue discrimination exists it should 
be removed by an increase in the Arkansas rates rather 
than by a reduction in the rates to Memphis. It appears, 
however, that prior to the organization in 1900 of the 
railroad commission of Arkansas defendants maintained 
rates on legs applicable to Arkansas intrastate traffic 
which, with certain exceptions, were somewhat lower 
than the rates now in effect. Following an attempt by the 
Iron Mountain in 1907 to increase its rates, the Arkansas 
commission prescribed net rates which were practically 
the same as those the Iron Mountain had sought to in- 
crease. Then followed a period of litigation, as a result 
of which the present scale was made effective. 

There is a striking similarity between the situation 
presented by these complaints .and that considered in 
Keogh vs. M., St. P. & S. Ste. M. Ry., 26 I. C. C., 73 (The 
Traffic World, Feb. 15, 19138, p. 421). In that case com- 
plainant shipped material used in the manufacture of 
excelsior and fiax tow from points in Wisconsin to St. 
Paul, Minn: His principal competitors were located at 
points in Wisconsin from which outbound rates on ex- 
celsior and flax tow were substantially the same as from 
St. Paul. Defendant’s intrastate rates to those points 
on the raw material were much lower than their inter- 
state rates to St. Paul, and, following the Shreveport 
case, 23 I. C. C.;-31 (The Traffic World, March 30, 1912, 
p. 599), the latter were held to be unjustly discriminatory. 
The same conclusion was reached in Transit Rates on 
Logs and Staves at Alexandria, La., 34 I. C. C., 169 (The 
Traffic World, June 19, 1915, p. 1225), which involved a 
similar state of facts. 

Upon consideration of all the facts of record, we find 
that the present local or flat rates of the Rock Island on 
hardwood logs and the present gross rates of the Iron 
Mountain on hardwood bolts and logs from points on 
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their respective lines in the states of Arkansas, Louisiana 
and Oklahoma to Memphis are unreasonable to the extent 
that they exceed the rates per 100 pounds shown in the 
following table, which rates are found reasonable and will 
be prescribed as-maxima for the future: 


Distances. Cents. Distances. Cents 
25 miles and under.... 4.0 240 miles and over 225. 9.0 
50 miles and over 25.. 5.0 250 miles and over 240. 9.0 
75 miles and over 50.. 5.5 260 miles and over 250. 9.5 
100 miles and over 75.. 6.0 275 miles and over 260. 9.5 
125 miles and over 100. 6.5 280 miles and over 275. 10.0 
150 miles and over 125. 7.0 300 miles and over 280. 10.0 
175 miles and over 150. 7.5 325 miles and over 300. 10.5 
200 miles and over 175. 8.0 350 miles and over 325. 11.0 
225 miles and over 200. 8.5 375 miles and over 350. 11.5 


Defendants’ present carload minimum is 40,000 pounds, 
except when the marked capacity of the car used is less, 
or a car of less capacity than 40,000 pounds is ordered 
and a larger car is furnished at the carrier’s convenience. 
We find this minimum to be reasonable in connection 
with the rates prescribed herein. 


As hereinbefore stated, it is not alleged by complain- 
ants that the maintenance by the Rock Island of gross 
and net rates on Arkansas intrastate traffic, and not on 
traffic from Arkansas, Oklahoma and Louisiana points to 
Memphis, results in unjust discrimination, and we will 
therefore consider only the local rates of that carrier to 
Memphis. We are of opinion, and find, that the appli- 
cation by the Rock Island of local rates on shipments of 
hardwood logs, and by the Iron Mountain of gross and 
net rates on hardwood bolts and logs from points of 
origin in said states to Memphis, which exceed by more 
than 1 cent per 100 pounds the rates for the transportation 
of like shipments for corresponding distances between 
points in Arkansas, or from points in Louisiana and Okla- 
homa to points in Arkansas, subjects complainants and 
interstate traffic therein involved to undue prejudice and 
disadvantage in violation of section 3 of the act. 


There remains for consideration the question of repara- 
tion on shipments from Tinsman to Memphis consigned to 
Nickey Bros. & Bass, involved in No. 7444 (Sub-No. i), 
upon which a rate of 11 cents per 100 pounds was charged. 
Tinsman is located on the main line of the Rock Island, 
95 miles south of Little Rock and 228 miles from Mem- 
phis. A special commodity rate on logs of 8 cents per 
100 pounds was contemporaneously in effect from Haskell, 
Ark., 64 miles north of Tinsman on the same line, and 
from Camden, Ark., located on a parallel branch line 
approximately the same distance from Memphis as Tins- 
man. The §8-cent rate from Camden and intermediate 
points on the Camden branch south of Walco, Ark., was 
canceled, effective March 23, 1915, and is said to have 
been published through error. The net rate to Memphis 
from Warren and Monticello, Ark., points on the Iron 
Mountain in the vicinity of Tinsman, was 8 cents per 100 
pounds. The net rate for corresponding distances within 
the state of Arkansas was 6% cents and the gross rate 
8 cents. The average weight of the shipments was 59,- 
121 pounds per car. The rate of 11 cents yielded earnings 
per ton-mile, 9.65 mills; per car-mile, 28.52 cents. Based 
on the average weight stated the rate of 9 cents herein 
prescribed for this distance will yield 7.89 mills per ton- 
mile and 23.33 cents per car-mile. 


Upon all the facts of record we find that the rate 
charged on the shipments involved was unreasonable to 
the extent it exceeded 9 cents per 100 pounds. We 
further find that complainant made shipments in accord- 
ance with the foregoing statement of facts and paid and 
bore charges thereon at the rate herein found to have 
been unreasonable; that said complainant has been dam- 
aged to the extent of the difference between the amount 
paid and the amount which would have accrued at the 
rate herein found to be reasonable; and that, therefore, 
it is entitled to an award of reparation. Complainant 


_should prepare a statement showing as to each shipment 


on which reparation is claimed, the date of movement, 
car number and initials, weight, charges collected and 
the amount of reparation due under our findings herein, 
which statement should be submitted to defendant Rock 
Island for verification. Upon receipt of a statement so 
prepared by complainant and verified by that defendant, 
we will consider the matter further with a view to issuing 
an order awarding reparation. 

An order in Nos. 7444 and 6960 will be entered in ac- 
cordance with the findings herein announced. 
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RATES ON CONDENSED MILK 


CASE NO. 7027 (38 I. C. C., 441-452) 
HIRES CONDENSED MILK CO. ET AL. VS. PENNSYL- 
VANIA RAILROAD CO. ET AL. 

Submitted Feb. 6, 1915. Opinion No. 3494, 


Less-than-carload and carload rates applicable under Official 
Classification on condensed and evaporated milk (liquid), 
in cans, boxed, held unreasonable and rates no higher than 
Rule 26, less than carload; and fifth class with 36,000-pound 
minimum, carload, prescribed for the future. Reparation 
awarded on less-than-carload shipments. 





J. H. Hayden and G. W. Dalzell for complainants. E. L. Bal- 
lard, F. Hi. Burgess and R. N. Collyer for defendants, 


McCHORD, Chairman: 

The complainants are two corporations, jointly owned 
and controlled, manufacturing condensed and evaporated 
milk, with plants located at Malvern, Pa., and Hnoskurg 
Falls, Vt. From October, 1913, to April, 1914, a plant 
was operated, under lease, at Mansfield, Pa., and ithe 
complainants also operate at different times under Icase 
a plant located at Bridgeton N. J. The product of the 
complainants is shipped to customers in less-than-carload 
lots direct from their plants when convenient and eco- 
nomical; otherwise it is shipped in carload lots to dis- 
tributing points like Boston, New York, Newark, Paterson, 
Trenton, Philadelphia, Pittsburgh, Baltimore, Richmond 
and Norfolk. 

It appears that for the year ending March 31, 1914, the 
complainants’ shipments were as follows: 


Less-than- 
carload Carload 
Point of origin. shipments. Weight. shipments. Weight. 
No. Lbs. No. Lbs. 
Moelvern, Pa. 1.2.2... 2,978 2,668,022 129 5,070,876 
Philadelphia, Pa. .. 1,548 1,058,952 Rootit’. . Soe seen 
New York, N. Y..... 2,797 Cae hep. | PR aS 
Boston, Mass. ...... 1,065 609,190 sGelt |. . lee 
*Mansfield, Pa. .... 7 “155,904 20 822,385 
*Bridgeton, N. J.... 85 366,571 14 543,706 
E!Inosburg Falls, Vt. 433 688,215 115 4,634,009 


*Oct. 22, 1918, to Mar. 31, 1914, only. 


The complainants for the most part pack their product 

in tin cans, which are assembled for shipment in wooden 
cases or boxes varying in dimensions from 16%, to 19 
inches in length, from 10% to 12% inches in width, and 
from 63%, to 9 inches in height. The boxes contain 48 
cans each, placed in layers of 24 cans, and vary in gross 
weight from 40 to 66 pounds. 
‘The transportation of all of complainants’ product is 
governed by the Official Classification, and under item 4, 
page 204, of Official Classification No. 42, carried forward 
in No. 43, item 16, page 237, the rates assessable are ws 
follows: 


4. For milk, condensed or evaporated (liquid): 

In milk shipping cans, subject to rates and regulations of 
individual carriers; e 

In glass or earthenware, packed in barrels or boxes, less than 
carload, first class; 

In metal cans, completely jacketed in metal or wooden jack- 
ets, less than carload, second class; 

In metal cans, in crates, less than carload, third class: 

Re. metal cans, in barrels or boxes, less than carload, third 
class; 

In bulk in barrels, less than carload, third class; 

In glass or earthenware, packed in barrels or boxes, in metal 
cans completely jacketed in metal or wooden jackets, in metal 
cans in barrels. boxes or crates, or in bulk in barrels, carload, 
minimum weight 36,000 pounds, fourth class. 


Under the classification the product of the complain- 
ants, packed in tin, in boxes, as heretofore indicaved, 
takes the third class rate, less than carload, or fourth 
class rate, with a 36,000-pound minimum, when shipped in 
carload lots. These ratings are brought in issue by the 
complaint herein, in which it is alleged that the less- 


_than-carload and the carload rates are unreasonable in 


and of themselves, and unjustly discriminatory as com- 
pared with rates on condensed and evaporated milk ap- 
plicable in Central Freight Association territory and with 
rates applicable from points in Central Freight Associa- 
tion territory to points in Trunk Line territory. The 
Commission is asked to establish reasonable ratings for 
the future and to allow reparation on past shipments 
moving within the statutory period. 

It appears that the carriers in Central Freight Associa- 
tion territory, by exception to Official Classification, Mor- 
ris’s I. C. C., 406, effective Aug. 1, 1913, as amended by 
I. C. C. 535, effective April 15, 1915, make applicable be- 
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tween points in Central Freight Association territory rule 
26, 20 per cent less than third class of Official Classifica- 
tion on shipments of condensed or evaporated milk, mov- 
ing in less than carloads, in cans, boxed; in kegs, half 
barrels or barrels, and by the same tariff fifth class, with 
minimum of 36,000 pounds, on carload shipments between 
points in Central Freight Association territory and from 
points in Central Freight Association territory to points 
in Trunk Line territory. 

The result of these exceptions by Central Freight Asso- 
ciation lines is shown by. complainants to operate prejudi- 
cially to them, in that their competitors located at points 
in Central Freight Association territory are enabled 
thereby to reach competitive markets at less rates. 

At the hearing, in their briefs and on argument, the 
defendants conceded the merit of complainants’ conten- 
tion, with respect to discrimination, and this phase of 
the case is dismissed by the carriers with the statement 
that, effective May 1, 1915, they would cancel the ob- 
jectionable exceptions. It does not appear, however, from 
examination of the tariffs on file with the Commission 
that this proposed action has been taken, and the above- 
noted exceptions are still in force and no tariff has been 
filed to date canceling same. 

Whether the proposed action of the defendants, if exe- 
cuted, would remedy the discriminatory nature, of the 
rate adjustment, which is admittedly unjust, is a question. 

The Commission is of opinion and finds that the carload 
and less-than-carload rate adjustment of the defendants 
on condensed and evaporated milk in cans, boxed, in 
Eastern Trunk Line and New England territory, is un- 
justly discriminatory against complainants in favor of 
their competitors located in Central Freight Association 
territory, and the defendants will be required to remove 
the discrimination herein found to be unlawful. 


Reasonableness of Present Rates. 


In support of their contention that the rates applicable 
under the Official Classification on condensed and evapo- 
rated milk, in cans, boxed, are in and of themselves un- 
reasonable, the complainants show that under that classi- 
fication other food products, such as vegetables, fruit, 
meats and fish, when packed in cans, boxed, take uni- 
formly less than carload, rule 26, which is 20 per cent 
less than third class rate, and in carloads, the fifth class 
rate. 

It appears that in value the product of the complainants 
is on a practical parity with the average of the canned 
food products taking the less rates, and it is admitted 
that the packages used by complainants in the shipment 
of their product are similar in dimensions, construction, 
finish and weight per cubic foot to those used by canners 
of vegetables and other food products. 

Detailed comparison between complainants’ product and 
other canned articles taking the lower rates is shown in 
the fgllowing table furnished by complainants, which 
indicates for each commodity taken, the relative value, 
weight and dimensions per case and per cubic foot: 


Commodities, Brand. Cans in box. 
SivUP .ccccscocccvccvccciee Med/Maple Syrup ....cccsccccece 24 

BI 0 dn-c.0 4 bd 55's d ocdseeses EMIOR. DOMGH GONG. 0.6 vccccweeacs 24 
Vegetables: : 

Tomatoes ....... errs 5 ae! ee ee 24 


..- Little Quaker 


Lima beans 1 
»- Pure Quill 


String beans ... 






ee ee eens 





Re roan, cele Bde eee eo ee 24 
Mushrooms ......-+ee-eCho. All Buttons...... ee 
WUD oc cwtecccescocserese Memon Prenmen TMp........csesees 100 
BM Kd dcecdvencceesheo se ee eee eee 36 
MEPGSERUS 20 cikccseces Sy EN 6 a bn 6 bse 00 0cabs ees 24 
Fruits: 
SE. cei rénecenqe ss CEE 55 0.06 cla t-0.9.09 63056 00 24 
oo EE Ee? Foe White Royal An... ...c.ccccseces 24 
POMC NED 6 ied chicsanéens ees PEE GOs canbe ee salad ves 24 
NN ci oh cctiarhendveae de 0 Se a ena eee 24 
Strawberries ......... <r PE, MEDUE. oso 0 60064000 es 24 
PROMIES nc ks cvecccines ay Baer re 24 
Condensed milk ......... oe a. ee ee 48 
38 Rt Ne aaa eee 48 
Evaporated milk ........ LE on. on coh cbeaw eee 48 
MN ub le Sle ond 6 hace 6 caus GOIe rand BABY. ns ic ccccsccctens 72 
PR Ad, cba bkbeweea bus RADDY’O PCSTIORS 0%... cick pice ciccstee 24 
NE BU Oh ind eee cecus ct res Bie. As ERROR: hie lsc ite doeaece 24 


In Whiteland Canning, Co. vs. P., C., C. & St. L. Ry. 
Co., 22 I. C. C., 261 (The Traffic World, Jan. 27, 1912, 
p. 143), relied on by complainants, the Commission con- 
sidered the reasonableness of the less-than-carload rates 
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on evaporated milk made applicable by the cancellation 
of the exceptions in Central Freight Association territory 
to Official Classification. Under the exceptions, the com- 
modity in cans, boxed, took less than carload, rule 26, 
20 per cent less than third class; when the exceptions 
were canceled, the Official Classification of third class 
was made applicable. It appeared that in size, value and 
weight packages containing evaporated milk were similar 
to those in which canned vegetables and fruit were 
shipped which took less than carload, rule 26, 20 per cent 
less than third class in Official Classification; and it was 
held that the rates applicable under Official Classification 
on evaporated milk, less than carload, namely, third «lass, 
were unreasonable, since they were more than the rates 
applicable to other commodities shipped under the same 
circumstances and of the same value. 

Only the carriers serving the complainant in that case 
with several of their connecting lines were parties de- 
fendant. After our decision was announced the New York 
Central lines, which were not parties, applied for a re- 
hearing of the case on the ground that they were affected 
by the decision and wished an opportunity to present a 
fuller case to the Commission in defense of the Official 
Classification rating on evaporated milk. The defendants 
also applied for a rehearing. In denying the petitions 
for rehearing the Commission said in Whiteland Canning 
Co. vs. P., C., C. & St. L. Ry. Co., 23 I. C. C., 92, 94 (The 
Traffic World, April 6, 1912, p. 690): 

The petition does not show how the above evidence, if intro- 
duced, would alter the conclusions already reached. 

The cited cases involved only the less-than-carload raie 
on evaporated milk, but it does not here appear that the 
same classification principles should not be employed 
relative to the carload rating as are applied in fixing the 
less-than-carload rate, and no contention is made herein 
that any distinction in classification should be made be- 
tween condensed and evaporated milk, although condensed 
milk is a somewhat different product from evaporated 
milk by reason of the fact that in its manufacture 20 
per cent of sugar is added. 

While the Commission has never applied the principle 
of stare decisis and res adjudicata as they have been 
enforced in courts of law, we have uniformly held that 
where a particular rate adjustment or situation has pre- 
viously been presented to the Commission and conclusions 
announced with respect thereto, the views so announced 
are controlling unless conditions are made to appear in 
a subsequent presentation which justify or require a dif- 
ferent conclusion. Ontario Iron Ore Co. vs. N. Y. C. & 
H. R. R. R. Co., 30 I. C. C., 566, 570 (The Traffic World, 
July to Dec. 1914, p. 60); Jouannet vs. A. C. L. R. R. 
Co., 23 I. C.. C., 392 (The Traffic World, May 18, 1912, 
p. 982); Traugott Schmidt & Sons vs. M. C. R. R. Co., 
23 I..C. C., 684 (The Traffic World, June 8, 1912, p. 1161). 

It should be noted that in a recent unreported opinion, 
Docket No. 6994, Reymer & Bros. vs. C. & N. W. Ry. 
Co., decided April 26, 1915, the Commission followed the 


Value 
Value, per per 





Value. Weight. Dimensions. Volume. cu. foot. pound. 
Pounds. Inches. Cy. ft. 
$4.90 50 164%4x124x 9% 1.11 $4.41 $0.095 
4.10 50 164%6x124%4x 9% 1.11 3.69 072 
2.50 70 19 x13%x11 1.66 1.51 .040 
2.80 47 15%x11 x10 97 2.89 .067 
3.00 47 154%x11l x10 97 3.09 071 
4.30 47 154%4x11 x10 .97 4.43 -045 
17.25 100 304%4x15%x10% 2.87 6.01 -173 
17.00 100 301%2x15%x10%4 2.87 5.92 -165 
3.40 47 15 x11%x10 97 3.50 .072 
5.20 65 16 x13%4,x10 1.37 4.09 .097 
5.40 70 19 x13%x11 1.66 3.25 -O86 
7.10 70 19 x13% x11 1.66 4.27 .097 
5.40 65 16 x13%4x10 1.27 4.25 .092 
5.90 70 19 x13%x11 1.66 3.55 .093 
3.50 47 15%x11l x10 .97 3.61 .067 
3.60 65 16 x13%x10 1.27 2.80 .077 
4.50 5 19144x12%x 7% 1.01 4.46 .082 
3.30 57 19144x12%x 7% 1.01 3.03 -060 
2.35 68 18 x13%x10% 1.49 2.25 054 
2.30 42 1614%4x10%x 8% .84 2.74 .054 
6.10 35 19%x14 x 5% .86 7.09 -129 
12.70 30 20%x144%x 5% .87 14.59 -333 


Whiteland case, supra, in fixing the rate on condensed 
milk from Geneva, Ill., to Pittsburgh, Pa. 

The carriers defendant herein contend that in the, cited 
cases the Commission did not have before it a full) pres- 
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entation of the situation from their point of view and 
that such presentation is made for the first time herein. 

The evidence of the carriers introduced in this cuse 
consists of an “exhibit setting forth the so-called “milk 
group” with the supporting testimony of their classifica- 
tion agent detailing the history of the milk group and 
pointing out how any lowering of the rating on condensed 
and evaporated milk would disrupt the whole group and 
bring about corresponding reductions in lower rated in- 
ferior milk products, which would, in turn, break down 
the rating on other articles with which these lower .srade 
articles compete. 

The record offered by the carriers is lacking in evidence 
showing the revenue results of the rates under attack 
and the rates sought by the complainants, and there is 
no contention on the part of the carriers that the rates 
sought are not compensatory and remunerative. Their 
case is rested solely on the reasonableness of the classifi- 
cation and the logic of the milk group adjustment. 

The milk group adjustment is simply the classification 
of all derivatives of milk according to value and other 
determining qualities entering into classification consid- 
erations. Medicinal foods, such as malted milk, head the 
list, taking generally second class less than carload and 
third class with 30,000 pounds minimum in carloads; 
powdered milk follows, taking second or third class, ac- 
cording to packing, on less-than-carload shipments and 
fourth class with 30,000 pounds minimum in carloads; 
condensed and evaporated milk, less than carload, taking 
third class, and in carloads, fourth class, with 36,000 
pounds minimum; then follows evaporated buttermilk, 
casein, casein glue taking rule 26, less than carload, and 
fifth class with 30,000 pounds minimum in carloads; other 
refuse products follow. ; 

The force of the physical comparisons offered in proof 
by the complainants between evaporated, condensed milk 
and other canned food products is denied by defendants, 
who contend that the importance of the principle that 
commodities should be classified so as to bear a proper 
relation to other related commodities completely out- 
weighs any comparison with unrelated articles as to phys- 
ical form, weight and value. By related commodities it 
is inferred is meant articles which serve the same purpose 
or articles which are competitive. It is pointed out by 
defendants that the commodity here involved competes 
with fresh milk and cream. 

The arguments of the defendants are not convincing. 
In the first place, fresh milk, the article related to that 
here under consideration, is not given a rate in the classi- 
fication, since it does not move as freight, hence the 
relationship is of no force in fixing a rating on a com- 
modity which does move as freight. While it does not 
appear clearly from the record just what the- physical 
relation is between condensed and evaporated milk and 
powdered milk, it does appear that these articles may 
be used as substitutes for fresh milk and for each other. 

Tested by the defendants’ argument the reduction of 
the rate on evaporated and condensed milk to the same 
mark:as the rate on casein. and other refuse products 


_ need not call for a reduction in the rating of the latter, 


since the two are not related commodities and cannot he 
substituted for each other and do not compete with each 
other. Nor does it here appear that there would be any 
more reason for reducing the rate on casein, if evapo- 
rated and condensed milk were given the same rating 
as is at present applied to casein, than there is now for 
reducing the rating on casein because it takes the same 
rate as canned fruits, vegetables and meats, which are 
all food products of value and have transportation charac- 
teristics similar to condensed and evaporated milk. 


It might be noted that the carload rating on evaporated 
and condensed milk of fifth class at 36,000 pounds mini- 
mum, which is the rating sought by the complainants, 
would not be the same as the rating on casein, since the 
minimum applicable to the latter is 30,000 pounds. 

The fact of the existence under the system of classifi- 
cation employed by the defendants of a milk group, whicn, 
however, does not appear to have been before the Com- 
mission during the consideration of the cited case, does 
not present such a changed condition as would justify 
or require a different conclusion from that heretofore 
reached. 

Classification is a rate-making scheme devised for the 
purpose of according the same rate to all commodities 
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of a like character from a transportation standpoint. The 
transportation characteristics to be considered in allo- 
cating or classifying any commodity have been announced 
from time to time in the decisions of this Commission. 
Some of these are bulk, weight, value, volume of tonnage 
accruing to the carrier from the commodity, risk, liability 
to damage, cost of carriage, care in handling, adaptability 
to movement in carload lots, controlling conditions caused 
by competition. 

We see no reason for departing from the conclusions 
announced in the Whiteland case, supra, or for holding 
that condensed or evaporated milk, a food product, shouid 
take a higher rate than other food products shipped under 
the same circumstances and of the same value. 

It should be noted that under Western Classification 
condensed and evaporated milk take fourth class, less 
than carload, and fifth class, carloads, 36,000 pounds wmini- 
mum, when packed in metal cans, boxed. And in South- 
ern Classification the commodity in cans, boxed, takes 
third class, less than carload, and fifth class, 36,000 
pounds minimum, in carloads. 

From a consideration of all the circumstances herein 
presented the Commission is of opinion and finds that 
the present rates in Official Classification territory on 
condensed or evaporated milk (liquid) taking third class 
less than carload and fourth class when in carloads, as 
set forth herein, are and for the future will be unrea- 
sonable to the extent that they exceed the rates ap- 
plicable under rule 26 on less-than-carload shipments, and 
the fifth class rate with a 36,000-pound minimum in car- 
loads. 

Reparation. 

Complainants claim reparation on past shipments mov- 
ing during the statutory period. From a finding that a 
rate at the present time is. and for the future will be 
unreasonable, it does not necessarily follow that stich 
rate has been unreasonable in, the past. Anadarko Cot- 
ton Oil Co. vs. A., T. & S. F. Ry. Co., 20 I. C. C., 43 (The 
Traffic World, Jan. 14, 1911, p. 70); Northwestern Wood- 
enware Co. vs. C., M. & P. S. Ry. Co., 28 I. C. C., 243 
(The Traffic World, Sept. 6, 19138, p. 485); Board of Trade 
of Carrollton, Ga., vs..C. of G. Ry. Co., 28 I. C. C., 172 
(The Traffic World, Aug. 9, 1913, p. 322); Boldt Co. vs. 
C.,.R..i. & P. By: Co., 27 L C.C., 3. (The Trafic World, 
1913, p. 1114). In any case, therefore, where reparation 
is claimed because of an unreasonable rate, it is in- 
cumbent upon the Commission to enter upon a further 
consideration of whether or not the rate has in the 
past. been unreasonable, and, if so,.to what extent and 
for what period. 

The orders in the Whiteland case, supra, ran against 
several of the carriers that-are defendants herein, and 
put them on notice of the unreasonableness of any classi- 
fication which placed a higher rating on condensed and 
evaporated milk, less than carload, in cans, boxed, than 
was applied to other canned food products of similar 
value and packing, and further set forth what the Com- 
mission deemed to be a reasonable rating. 

It appears from letters filed in the record as exhibits 
to complainants’ testimony that for a considerable period 
they have been in correspondence with the defendants, 
urging the reasonableness of their contentions, and that 
in the course of this correspondence the action of the 
Commission in the Whiteland case, supra, has been 
actually brought to the attention of the defendants. 

From a consideration of all the facts and circumstances 
presented in this record, the Commission is of opinion 
and finds that the complainants herein have been dam- 
aged and are entitled to reparation to the extent that 
they paid and bore a greater freight charge on less-than- 
carload shipments of condensed and evaporated milk in 
cans, boxed, moving since June 23, 1912, than would be 
assessable at the rate applicable under rule 26 of Official 
Classification. This case will be held open for the pur- 
pose of allowing the complainants herein to compile a 
statement setting forth the shipments on which repara- 
tion is payable hereunder, giving names of carriers, the 
date of shipment, point of origin and point of destination, 
weight, rate assessable hereunder, freight paid, and 
amount of reparation claimed with respect to each ship- 
ment. This statement, when verified by the defendants, 
may -be filed with the Commission, when the entry of an 
order for reparation will be considered. An order will 
be entered in accordance with the findings herein, 
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DANIELS, Commissioner, concurring: 

The findings in the report of the Commission as to 
the proper classification and ratings of condensed and 
evaporated milk have my approval. In the award of 
reparation upon less-than-carload shipments thereof and 
the theory upon which this reparation is based I do not 
concur. 

In general, when a matter of appropriate classification 
is involved, and when upon a full hearing going to the 
merits thereof, a new classification with corresponding 
ratings is prescribed by the Commission, the rates re- 
quired under such finding should, in my opinion, properly 
apply as a general rule for the future only; and reparation 
on past shipments should not ordinarily be accorded. 
Such has been the holding of the Commission in certain 
instances, where either a new classification basis or a 
general readjustment of rates has been established. Thus, 
in National Assn. of Tanners vs. L. V..R. R. Co., 35 I. 
C. C., 175 (The Traffic World, Aug. 21, 1915, p. 433), 
decided July 22, 1915, where essentially a matter of ap- 
propriate classification was involved, it is said at page 
178: 

Rates * * * for the future will be unreasonable to the 
extent that they exceed the sixth-class rates contemporaneously 
maintained from and‘to the same points. Reparation, however, 
is denied because only a revision of classification is involved 
and there is no proof of damage. 

Where a new general readjustment of rates has been 
effected by the Commission’s orders, the position has 
been repeatedly taken that reparation should not be ac- 
corded. Thus, in Youngstown Sheet & Tube Co. vs. P. 
& L. E. R. R. Co., 27 I. C. C. (The Traffic World, June 
21, 1913, p. 1322), at pages 167, 168, it is said: 

In the Connellsville Coke Producers case, supra, we have re- 
quired a general readjustment of rates on coke. This estab- 
lishes a new adjustment and new relationships as between con- 
suming points. In other cases we have required new adjust- 
ments of rates on coal and on ore which will establish new re- 
lationships between iron-producing points. For these reasons, 
as well as for the reasons hereinbefore mentioned, and the 


reasons announced in the Warnock case, supra, we are of the 
opinion that no reparation should be awarded in the instant 


case. 

In the instant case where rule 26 is found the appro- 
priate rating for this commodity in less than carloads, it 
is proposed to award reparation on shipments moving 
since June 23, 1912, which is two years prior to the date 
of the filing of the present complaint in which request 
for reparation is made. The reason, as would appear 
from the Commission’s decision, for awarding reparation 
in this case is that the orders in an earlier case, White- 
land Canning Co. vs. P., C., C. & St. L. Ry. Co., 22 I. C. C., 
261 (supra), decided March 1, 1912— 
ran against several of the carriers that are defendants herein, 
and put them on notice of the unreasonableness of any classi- 
fication which placed a higher rating on condensed and evapo- 
rated milk, less than carloads, in cans, boxed, than was applied 


to other canned food products of similar value and packing, 
and further set forth what the Commission deemed to be a 


reasonable rating. 

In the Whiteland case, supra, the carriers made defend- 
ant to the complaint were: Pittsburgh, Cincinnati, Chi- 
cago & St. Louis Railway; Cleveland, Akron & Cincinnati 
Railway; Cincinnati, Lebanon & Northern Railway; Penn- 
sylvania Terminal Railway Co.; the Pittsburgh, Chaitiers 
& Youghiogheny Railway, and Pittsburgh & Lake Erie 
Railroad, while in the instant case there are 55 defend- 
ants, only two of which were parties in the Whiteland 
case. It would seem that it could hardly be maintained 
that all these defendants were put upon notice that their 
rating was unreasonable because it did not conform to 
the rating of six carriers generally operating in another 
region. 

From the record in the original Whiteland case, where 
only less-than-carload shipments were involved, it appears 
that from the inception of Official Classification in 1887, 
condensed milk less than carloads was rated third class 
therein. In 1909 certain manufacturers called the atten- 
tion of the carriers in Central Freight Association terri- 
tory to the fact that special less-than-carload rates were 
accorded in Trunk Line territory—20 per cent less than 
third elass—upon evaporated milk, which is a newer prod- 
uct and is carried at the same rates as condensed milk. 
Thereupon, in November, 1909, exceptions were issued to 
Central Freight Association Classification, and evaporated 
milk rates were put upon a parity with those in Trunk 
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Line territory, likewise reducing them 20 per cent below 
third class. In the spring of 1911 the trunk line carriers 
withdrew their special rates, restoring evaporated and 
condensed milk to third class, and, on discovering this, 
the defendant carriers also restored the less-than-carload 
— in Central Freight Association territory to third 
class: 

Since the increased rates took effect after the amend- 
ment of 1910, the burden to justify them was upon the 
defendants. The Commission held that the carriers had 
put in no sufficient evidence showing the increased rates 
just and reasonable, and at pages 262 and 263 said: 

We do not feel that the defendants in this case have sus- 
tained that burden of proof. No material evidence was intro- 
duced by them tending to -show that the present increased 
rate is just and reasonable. What little evidence is found in 
the record bearing upon that point was introduced by the com- 
plainant, and tends to show that the present rates are unrea- 
sonable, since they are more than rates applied to other com- 
modities shipped under the same circumstances and of the 
same value. 

The finding, therefore, was not in substance that the 
third class rates proposed to be restored were unreason- 
able, but that the carriers had produced no evidence to 
justify the increased rates. No reparation was asked for 
or allowed by the Commission in the case, and the issue 
therein is stated in the report to concern the reasonable- 
ness of the rates then effective, less than carload, “in 
what is known as Central Freight Association territory 
as served by certain specified carriers.” After the deci- 
sion in the original case the following carriers, not named 
as defendants, filed petitions for reopening, rehearing, or 
leave to intervene in event the proceedings were reopened: 
Boston & Albany Railroad; the Baltimore & Ohio Rail- 
road Co.; the Baltimore & Ohio Southwestern Railroad 
Co.; Cincinnati, Hamilton & Dayton Railway Co.; Boston 
& Maine Railroad, and Maine Central Railroad Co., some 
of these carriers alleging that they had no notice, Jirect 
or indirect, of the proceeding; that third class was a 
reasonable rating, and that a reduction would affect rates 
upon other commodities. All of the defendants filed peti- 
tions for rehearing, alleging that they desired to introduce 
additional evidence. 

The report of the Commission denying these petitions 
said that the fact that petitioners might be compelled by 
competition to carry the reduced rates was no ground 
for rehearing, and on page 93 remarked: 

It would be unjust to the complainant to strike off the order 
made and open this case for further proceedings upon the 
grounds that some other line not a defendant may be indirectly 
affected by that order. 

It is not apparent why, in the event the matter was 
reopened, the Commission would have had to strike off 
the order pending decision therein. Nothing in the Act 
to reguldte commerce so requires, and the Commission 
has more than once reopened a case for rehearing, leaving 
the original order to stand effective. 

The complaint in the instant case was filed June 23, 
1914, and, as above indicated, made 55 carriers parties 
defendant. The proposed report finds the less-than-car- 
load rates on condensed milk, as described, unreasonable, 
to the extent that they exceed rule 26, 20 per cent less 
than third class, and grants reparation as previously indi- 
cated. Even if it be conceded that the 55 defendants in 
the instant case had constructive notice from the White- 
land case, supra, as to what was a reasonable rate in the 
territory affected, the substantially negative nature of the 
finding might well have suggested doubt whether upon 
further hearing and broader evidence going to the merits 
of the matter, they could not justify in other parts of 
Official Classification territory a third class rating. 

If in instances where a classification rating or a par- 
ticular rate related to the established classification is 
condemned in one part of Official Classification territory, 
carriers generally throughout that territory are put on 
notice that their rates in excess of those approved are 
unreasonable, and that, when attacked, reparation will 
be accorded on the basis of the rates found reasonable 
in one part of the territory, an embarrassing precedent 
will have been established, and the doctrine of construc- 
tive notice pushed to an unwarranted limit. Especially 
would this seem the case when it is well known that the 
same article often moves under different ratings in dif- 
ferent parts of the same classification territory. Recent 
examples of this are of record as regards paper and pazk- 
ing-house products. In New England the finer grades of 
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writing paper have moved until recently in many instances 
under fifth class rates, when the. same commodity in 
Trunk Line territory was contemporaneously carried at 
or below sixth class. Packing-house products in the cast- 
ern part of Central Freight Association territory move 
in carloads, under fifth class rates, and in the western 
part ‘of Central Freight Association territory move at 
rates less than fifth class. Moreover, special commodity 
rates applicable to one part of Official Classification ter- 
ritory and not to another are numerous. 

In short, the instant case is the first occasion when the 
appropriate classification of this commodity has been 
heard upon the essential merits of the milk group ratinyzs 
defended by the carriers as against the complainant’s 
contention that condensed and evaporated milk should in 
classification be assimilated to analogous articles of food 
similar in value, packing and in other transportation char- 
acteristics. It would therefore be fitting in my judgment 
to establish the new classification with its ratings for 
the future, and in virtue of the new classification now 
for the first time approved upon its essential merits to 
decline an award of reparation on past shipments. 

Hall, Commissioner, dissents. 


RATES ON POTATOES 


CASE NO. 8186 (38 I. C. C. 467-474) 
JOHN L. SCOTT VS. CAPE CHARLES RAILROAD 
CO. ET AL. 

= Submitted Jan. 6,.1916. Opinion No. 3497. 


Rates on potatoes in carloads from points in Virginia on the 
Cape Charles R. R. to Philadelphia, Pa., and New York, 
N. Y¥., shown to be unreasonable and unjustly discrimina- 
tory to the extent that they exceed the rates contem- 
poraneously in effect from Cape Charles, Va., by more than 
4 cents per standard barrel. Reparation denied. 


N. B. Wescott, J. E. Heath and C. J. Collins for complainant; 
F. L. Ballard for defendants. 





MEYER, Chairman: 

Complainant, a truck farmer located in Northampton 
county, in the state of Virginia, alleges that the rates on 
vegetables, especially potatoes, from stations on the Cape 
Charles Railroad to Philadelphia, Pa., and New York, N. Y., 
are unreasonable and unjustly discriminatory. The com- 
plainant also requests the establishment of through routes 
and reasonable joint rates from these stations to Phila- 
delphia and New York, and reparation is asked in an 
amended complaint. A number of other farmers located in 
the same part of the state have intervened in the com- 
plainant’s behalf. 


The Cape Charles Railroad extends in a southerly direc- 
tion from Cape Charles, Va., to Kiptopeke, Va., a dis- 
tance of 12.2 miles. It was built less than five years ago 
by the New York, Philadelphia & Norfolk Railroad, which 
owns all of its capital stock. Although it was separately 
incorporated, to avoid legal complications, the Cape Charles 
Railroad is virtually an extension of the New York, Phila- 
delphia & Norfolk Railroad. It is operated by the parent 


company, which furnishes all the necessary equipment. 
The total property investment as of June 30, 1915, was 
$129,350.22. 


The country served by the Cape Charles Railroad is the 
southern end of the peninsula lying between the Chesa- 
peake Bay and the Atlantic Ocean. It is almost wholly 


devoted to agriculture, potatoes being the principal crop. 


In 1915 the production of potatoes in the territory served 
by the Cape Charles Railroad is said to have been 520,000 
barrels. Large quantities of potatoes were grown on the 


southern end of this peninsula many years before the con-. 


struction of the Cape Charles Railroad. It was customary 
in those days for the farmer to haul his vegetables in 
wagons to a wharf on the nearest estuary, from which 
boatmen would take them by water to Cape Charles, the 
southern terminus of the New York, Philadelphia & Nor- 
folk Railroad. The boatmen charged from 8 cents to 15 
cents per barrel for this service. 

This method of handling the potato crop was very un- 
satisfactory to both the rail carrier and the shippers. The 
white potato crop must be marketed in a period of six or 
seven weeks, but the boats were unable to move the crop 
with the necessary dispatch, and the congestion at Cape 
Charles at the height of the shipping season was serious. 
The necessity of draying the potatoes from farm to wharf, 
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transferring them from wharf to boat, unloading them from 
the boats and loading them into cars at Cape Charles, 
caused the shippers considerable inconvenience, and the 
potatoes often reached the markets in poor condition. To 
relieve the congestion at Cape Charles and at the earnest 
solicitation of the shippers, the New York, Philadlphia & 
Norfolk Railroad constructed the Cape Charles Railroad. 
It was completed in March, 1912. The result has been 
very beneficial to all concerned. During the shipping sea- 
son empty cars are sent in large numbers to all the ship- 
ping points, and the potatoes are transported directly to 
the markets with a promptness which was impossible be- 
fore the construction of the Cape Charles Railroad. The 
production of potatoes has greatly increased, and the 
values of land have risen. 

Upon the completion of the new road the rates on po- 
tatoes and cabbage from its stations to the principal mar- 
kets were made, and are now made, by combination on 
Cape Charles, the rates to Cape Charles being commodity 
rates lower than the class rates. The rates on potatoes 
and cabbage, per standard barrel, in carloads, to Cape 
Charles from all stations on the Cape Charles Railroad are 
shown in the following table: 


To Cape Charles, be To ay Charles, be 


from— ents. om— Cents. 
Willow Grove: ijcc.0ceseces 5 I as wacenne: dai eichi 7 
iy...) eee 7 es saa 9 
Hrumt’s’ Begins | onc ccacccce 7 TROND 5.50 0'6:54.50:5 5 650 11 


The rates on potatoes, in cents per barrel, in carloads, 
to Philadelphia and New York from Norfolk and from sta- 
tions on the Cape Charles Railroad, together with the dis- 
tances, are shown in the following table: 


To Phila- To 

delphia, Pa. New York, N. Y. 

From— Miles. Rate. Miles. Rate. 
TI Rs oh Soe oo eals OKs 255 26.3 345 26.3 
I EIN 5b Lic aces cater erelw ounreddvens 219 26.3 309 31.5 
Ri, aero 223 31.3 313 36.5 
i. SSA See »+ 224 33.3 314 38.5 
i i ee eee 225 33.3 315 38.5 
Se eer ne 226 33.3 316 38.5 
yo. RSE RAR Ae 228 35.3 318 40.5 
po EEA ee ee ee 231 37.3 321 42.5 


The complainant’s principal contention is that the con- 
struction of rates from Cape Charles Railroad stations by 
full combination on Cape Charles results in unjust dis- 
crimination, especially since lower joint through rates are 
published from Norfolk and from stations on the main line 
of the New York, Philadelphia & Norfolk Railroad, Cape 
Charles and north. In this connection the complainant 
relies principally upon the facts shown in the following 
table: 

Rate 


on pota- Revenue Earning 

To New York, N. Y., toes per per ton- per car 

from— Miles. net ton. mile, mills. (15 a. 
po et ere rere 321 se 15 16.04 $77.2 

og eer 314 1.67 11.87 70. OB 

Cane. Chasies. <...2.00 309 3.82 12.36 57.30 

ja 345 3.19 9.24 47.85 


The defendants maintain that a closer analysis of the 
transportation conditions shows this comparison to be mis- 
leading. They direct our attention to the fact that the rate 
from Norfolk is depressed by water competition. The Old 
Dominion Steamship Company maintains a daily boat serv- 
ice between Norfolk and New York and the Clyde Line 
has three sailings a week from Norfolk to Philadelphia. 
Potatoes are shipped in large quantities by water, and the 
boat service is said to be prompt and efficient. In Gillis & 
Son vs. P., B. & W. R. R. Co., 26 I. C. C. 61 (The Traffic 
World, Feb. 15, 1918, p. 418), the Commission said: 

The rate to Norfolk is fixed and controlled by the competition 
of water carriers operating between Philadelphia and Norfolk, 
and it cannot properly be made the measure of rates to inter- 
mediate points. 

In Fourth Section Order No. 4242, dated Sept. 17, 1914, 
we authorized the petitioners to continue lower class and 
commodity rates from New York and Philadelphia to Nor- 
folk than the rates contemporaneously applicable on like 
traffic to intermediate points on the New York, Philadel- 
phia & Norfolk Railroad. 


Water competition does not exist to the same extent 
at Cape Charles, or at other points on the Cape Charles 
Railroad. Under these circumstances there seems to be 
merit in the defendants’ contention that the transportation 
conditions are dissimilar, and that the rate from Nor- 
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folk cannot fairly be used as a measure of the rates 
from Cape Charles Railroad stations. 

The defendants also object to the comparison which 
the complainant makes between the rates from points on 
the Cape Charles Railroad and the rate from Cape Charles 
proper. The rate of 31.5 cents per barrel on potatoes 
from Cape Charles to New York applies as a blanket rate 
from New York, Philadelphia & Norfolk Railroad stations 
as far north as Delmar, Del., 95 miles north of Cape 
Charles. The defendants point out that Cape Charles is 
the most distant point in the blanket, and the revenue per 
ton-mile relatively low. From a mean point in the blanket 
the revenue per ton-mile from the blanket is approximately 
the same as the earning per ton-mile from Plantation, a 
representative station on the Cape Charles Railroad. 

Potatoes are shipped in large quantities from stations 
on the main line of the New York, Philadelphia & Norfolk 
Railroad north of Cape Charles, and the complainant main- 
tains that the blanketing of those stations under a common 
rate, while leaving the Cape Charles Railroad stations out- 
side of the blanket adjustment, has resulted in unjust dis- 
crimination, The defendants’ reply to this is that most 
of the stations within the blanket are on the main line, 
where the density of traffic is heavy, while the Cape 
Charles Railroad is in every sense a branch line. The 
tariffs show, however, that the blanket rate of 31.5 cents 
to New York applies from branch-line points as well as 
from main-line points. Delmar, Del., is the northern. ter- 
minus of the New York, Philadelphia & Norfolk Railroad. 
The blanket rate applies, however, from stations on the 
Philadelphia, Baltimore & Washington Railroad almost as 
far north as Wilmington, Del., including the branch lines 
to Chesterton, Centreville. Oxford, and Cambridge, Md., 
Rehoboth, Del., and Franklin City, Va., and from stations 
on the Crisfield branch of the New York, Philadelphia & 
Norfolk Railroad. The length of the blanket is approxi- 
mately 188 miles. 

We have frequently said that carriers, in blanketing a 
given territory under a common rate, must avoid unjust 
discrimination. The boundaries of a blanket should not 
be so drawn as to include within it a large number of pro- 
ducing points while other points similarly situated are ex- 
cluded; and this is especially true when the area of pro- 
duction has clearly defined geographical limits. The com- 
plainant’s contention is— 
that in view of similar geographical and commercial conditions, 
shipping points on the New York, Philadelphia & Norfolk Rail- 
road in Accomac and Northampton counties should constitute 
one traffic area and should be commonly grouped and that the 
small difference in distance and the fiction,of the separate cor- 
porate existence of the Cape Charles R. R. Co. should be ig- 
nored; if shipping points on the Cape Charles R. R. are con- 
tinued outside the favored zone, fair regard to the rights of 


this community demand that the increased burden placed upon 
it should not exceed a reasonable switching charge. 


The defendants’ reply to this contention is that the 
operating conditions on the Cape Charles Railroad are 
most unusual. White potatoes constitute approximately 92 
per cent of its total outbound tonnage, the balance con- 
sisting of other vegetables, poultry, game, fish and grain. 
Practically all of the white potatoes move in a period of 
less than two months, and the road is almost idle for 10 
months in the year. For the year ended June 30, 1915, 
the inbound tonnage averaged less than one car per day, 
and more than half of it consisted of fertilizer. The de- 
fendants also remind us that the New York, Philadelphia 
& Norfolk Railroad received little, if any, additional ton- 
nage by reason of the construction of the Cape Charles 
Railroad, the tonnage now delivered to the latter carrier 
having been previously delivered to the former at Cape 
Charles. 

Under these circumstances it seems clear that the de- 
fendants are entitled to impose an additional charge for 
the service performed by the Cape Charles Railroad. 

Although the hauls from Cape Charles Railroad stations 
to Cape Charles proper are very short, the rates from 
those stations are considerably higher than the rates from 
Cape Charles. The distance from Plantation to New York, 
for example, exceeds the distance from Cape Charles by 
less than 2 per cent, while the rate on potatoes from Plan- 
tation to New York exceeds the rate from Cape Charles by 
22.2 per cent. Similarly, the distance from Kiptopeke to 
New York is only 3.8 per cent greater than the distance 
from Cape Charles, while the rate from Kiptopeke is 34.9 
per cent greater. 


THE TRAFFIC WORLD 





Vol. XVII, No. 15 


The complainant lays considerable emphasis on the fact 
that sweet potatoes and cabbage are often drayed to Cape 
Charles from farms near the Cape Charles Railroad. It is 
usually necessary, because of the short duration of the 
shipping season and the great volume of tonnage, to load 
white potatoes into the cars at the Cape Charles Railroad 
stations. Sweet potatoes, however, ripen later and are 
shipped at a season when the farmers are less pressed for 
time. It is customary for farmers located within 5 miles 
of Cape Charles to dray their sweet potatoes to the main 
line of the New York, Philadelphia & Norfolk Railroad in 
order to avoid paying the higher freight rates from the 
Cape Charles Railroad points. The defendants contend 
that wagon hauls of that length are not uncommon, and 
that, in fact, most of the farms are located some distance 
from the railroad, necessitating a wagon haul. 

Potatoes are usually shipped from this district in box 
cars, some of which are ventilated at the ends. Refriger- 
ator cars are not required. When unventilated box cars 
are furnished the doors are left open and slatted. At 
regular shipping stations they are slatted by the carrier; 
at private sidings by the shipper. The estimated weight 
of a barrel of white potatoes is 175 pounds; of sweet po- 
tatoes, 155 pounds. The number of barrels in a carload 
varies: from 172 to 200. 

The defendants show that the Cape Charles Railroad had 
a surplus of only $106.19 for the calendar year 1914, after 
paying a 6 per cent dividend. The reports of that car- 
rier to the Commission show, however, that in the year 
ended June 30, 1913, the Cape Charles Railroad paid divi- 
dends amounting to $11,799, or 9 per cent on.a c&pital 
stock of $131,000, and that its surplus at the end of that 
year was $23,283.38, or 17.7 per cent of its capital stock. 
At the close of the fiscal year ended June 30, 1915, the 
accumulated surplus was $31,456.39 after dividend appro- 


_priations of $7,860, or 6 per cent of the capital stock. 


We find and conclude that the defendants’ rates on pota- 
toes in carloads from Cape Charles Railroad stations to 
Philadelphia and New York are now and for the future 
will be unreasonable and unjustly discriminatory to the 
extent that they exceed the rates contemporaneously in 
effect from Cape Charles by more than 4 cents per stand- 
ard barrel. We further find that the defendants should 
establish joint rates on potatoes in carloads from these 
stations to Philadelphia and New York, and that such joint 
rates should not exceed the rates contemporaneously in 
effect from Cape Charles by more than 4 cents per stand- 
ard barrel. 

Although the complaint attacks the rates on “vege- 
tables,” the evidence was addressed almost exclusively to 
the rates on potatoes. We are unable, on the present 
record, to establish maximum rates on other vegetables 
than potatoes. The record shows, however, that the rates 
on cabbage, like the rates on potatoes, are made by full 
combination on Cape Charles, while the Cape Charles rate 
on cabbage is applied as a blanket rate as far north 
as New Church, Va., a distance of 57.7 miles. We suggest 
that joint rates be established on cabbage as well as on 
potatoes, and apparently such rates should not exceed the 
rates from Cape Charles by more than 4 cents per standard 
barrel crate. 

The complainant claims reparation on past shipments. 
No proof of damage, however, was made at the hearing. 
The record shows that it is customary to sell potatoes 
in this district at the prices current at shipping points 
within the blanket. Producers located south of Cape 
Charles are usually required to shrink their prices by the 
amount of the freight charges from point of origin to Cape 
Charles. It is not definitely shown, however, that the 
freight charges on shipments from Cape Charles Railroad 
stations to New York or Philadelphia are paid by the. ship- 
pers. Under these circumstances no reparation can be 
awarded. 

An appropriate order will be entered. 


RATES ON SOFT COAL 


CASE NO. 7933 (38 I. C. C., 474-477) 
CONSOLIDATED FUEL CO. ET AL. VS. ATCHISON, 
TOPEKA & SANTA FE RAILWAY CO. ET AL. 
Submitted Aug. 24, 1915. Opinion No. 3498. 
Defendants’ rates for the transportation of soft coal in car- 


loads from Mohrland and Hiawatha, Utah, to California 
points on the Atchison, Topeka & Santa Fe’s branch line 
from Los Angeles, Cal., to National City, Cal., found to be 
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unreasonable; a maximum joint through rate of $6.65 per 
net ton prescribed. 





D. D. Houtz for complainants; T. J. Norton and E. W. Camp 
for Atchison, Topeka & Santa Fe Ry. Co.; A. S. Halsted for 
San Pedro, Los Angeles & Salt Lake R. R. Co.; W. D. Riter 
for Denver & Rio Grande R. R. Co. 


DANIELS, Commissioner: 

The complainants, the Consolidated Fuel Co. and the 
Castle Valley Coal Co., attack the rates on soft coal in 
carloads from their mines in Utah to California points 
on the branch line of the Atchison, Topeka & Santa Fe 
Railway, hereinafter called the Santa Fe, running south 
from Los Angeles to National City, and on the Fallbrook, 
San Luis Rey and Escondido branches connecting there- 
with. The Consolidated Fuel Co. operates mines located 
at Hiawatha, Utah, while the Castle Valley Coal Co.’s 
mines are at Mohrland, Utah, not far from Hiawatha. 

Both Hiawatha and Mohrland are on the Utah Railway, 
which connects with the Denver & Rio Grande Railroad, 
hereinafter called the Rio Grande, at Panther, Utah, about 
70 miles southeast of Provo, Utah, and 22 miles north 
of Mohrland. The Utah Railway is operated by the Rio 
Grande under lease... Panther is the northern and Mohr- 
land the southern terminus of the Utah Railway. ‘The 
testimony shows that the distance from Mohrland to 
Provo is about 99 miles. The traffic moves over the Utah 
Railway to Panther; the Rio Grande from Panther to 
Provo; the San Pedro, Los Angeles & Salt Lake, herein- 
after called the Salt Lake, from Provo to Los Angeles, 
and the Santa Fe from Los Angeles to destinations. 

The complainants’ chief competition is with coal from 
mines at Gallup, N. M. Gallup is a local point on the 
Santa Fe and 741 miles east of Los Angeles. On coal 
from Gallup to stations on its National City branch the 
Santa Fe receives the entire haul. 
that the rates from Utah points in effect at the time the 
complaint was filed were “unjust, unlawful and discrimi- 
natory,” and ask for joint through rates not in excess 
of those in effect from Gallup. All rates are stated in 
dollars per net ton. 

At the time of hearing the rate from Gallup to Los 
Angeles was $5.15 and from Gallup to the points here 
involved $6.15. The rate from the complainants’ Utah 
mines to Los Angeles was at that time the same as the 
rate from Gallup, i. e., $5.15, but the rates from the: com- 
plainants’ mines to the stations south of Los Angeles 
were from $6.85 to $8.15, made up of the combinations 
of intermediate rates on Los Angeles. Effective July 15, 
1915, the rate from Gallup to Los Angeles was increased 
from $5.15 to $5.65, and the $5.65 rate was extended by 


the Santa Fe to its stations south of Los Angeles here. 


involved to and including Santa Ana. Effective Aug. 14, 
1915, the $5.15 rate from the complainants’ mines to Los 
Angeles was increased to $5.65, and the combinations to 
the points here involved, based on Los Angeles, were 
thereby increased from $7.35 to $8.65. 

The distance from Los Angeles to National City is 133 
miles and from Los Angeles to San Diego 126 miles. All 
the points of destination, with the exception of Santa Ana 
and Anaheim, are local to the Santa Fe. Both the ahove 
points are reached by the Southern Pacific lines, while 
Santa Ana is also on the Pacific Electric Railway. The 
short-line distance from Gallup to San Diego, the largest 
and most important point involved and one practically at 
the end of the National City branch, is 813 miles. ‘The 
short-line distance from the complainants’ mines to San 
Diego is 909 miles, and, as explained, the haul is over 
three lines. The Santa Fe therefore contends that in view 
of this difference in distance and the one-line haul from 
Gallup the complainants are not entitled to the Gallup 
basis of rates. The complainants urge, however, that the 
basis claimed by them is not inconsistent with other cecal 
rates to California for similar: distances, in certain of 
which the Santa Fe participates. It is shown that the 
Santa Fe joins with the Rio Grande and Western Pacific 
in a rate of $6.15 from the complainants’ mines to Bakers- 
field, Cal., a distance o1 1,150 miles. Bakersfield is 170 
miles north of Los Angeles. The same rate is effective 
between these points over the route formed by the lines 
of the Rio Grande and Southern Pacific for approximately 
the same distance. These hauls, it will be seen, are more 
than 200 miles greater than the haul from the complain- 
ants’ mines to National City, the maximum haul here in- 
volved. A rate of $6.15 also is effective from mines near 
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Rock Springs, Wyo., to Bakersfield over the route formed 
by the lines of the Union Pacific and Southern Pacific, a 
distance of about 1,200 miles. The Santa Fe itself pub- 
lishes a rate of $5.15 from its mines at Gallup to San 
Francisco, a distance of 1,041 miles. These rates, how- 
ever, are competitive, whereas the haul south of Santa 
Ana is local to the Santa Fe. 

The Salt Lake and the Rio Grande are willing to estab- 
lish the rates asked for in the petition. The Santa Fe also 
is willing to join in the joint rate asked under certain 
conditions. The Salt Lake’s route to Los Angeles 1s via 
van Bernardino, 60 miles east of Los Angeles. The 
Santa Fe parallels this line of the Salt Lake between 
San Bernardino and Los Angeles. The complainants’ coal 
could, therefore, when destined to Los Angeles, be deliv- 
ered by the Salt Lake to the Santa Fe at San Bernardino 
instead of Los Angeles. The Santa Fe’s proposal is that 
it will open up its National City branch points to this 
Utah coal, in competition with its own Gallup coal, by 
establishing the rate desired by the complainants, pvro- 
vided that the shippers of Utah coal destined locally to 
industries on the Santa Fe’s tracks at Los Angeles may, 
if they choose, route their coal via San Bernardino, 
thereby giving to the Santa Fe a line haul from San Ber- 
nardino instead of only its present switching movement 
at Los Angeles. The Santa Fe does not suggest the 
routing of this traffic exclusively via its line from San 
Bernardino, but only the opening of the additional route 
to such traffic as the Santa Fe may be able to secure in 
competition with the Salt Lake. The Salt Lake declines 
to allow itself to be short-hauled on its Los Angeles coal. 
This-phase of the case is mentioned as incidental to the 
main issue and because of the extended discussion thereof 
at the hearing. Such a disagreement between these de- 
fendants concerning coal destined for Los Angeles can 
have no material bearing upon the issue of reasonableness 
of the rates to the points here in question. 


Although the complainants.attack the rate situation as 
unduly discriminatory, and ask to be put on the same 
basis as Gallup, we are not justified on the evidence of 
record in establishing a relationship. between the two 
points. No adequate evidence was introduced to show the 
similarity of operating conditions. If the rate herein pre- 
scribed as reasonable should be regarded by complainants 
as resulting in unjust discrimination, they are at liberty 
to seek relief by filing another complaint showing the 
unjust discrimination alleged. 

We are of the opinion, and find, however, that joint 
through rates from ‘said. Utah points should be established 
and that the rates complained of are and for the future 
will be unreasonable to the extent that they exceed $6.65 
per net ton to Fullerton, El Toro, Oceanside, San Diego, 
National City, Fallbrook, San Luis Rey, Escondido and 
other points mentioned in the complaint on the Santa Fe’s 
branch line running south from Los Aangeles to National 
City, which rate we shall prescribe as the maximum for 
the future. The carriers will be expected to grade the 
rates back to a rate of $5.65 to Santa Ana and points 
north thereof, including Fullerton. The Salt Lake having 
admitted at the hearing that the natural routing to th» 
points here involved is via San Bernardino, we consider 
that the Salt Lake should turn over this traffic to the 
Santa Fe at that point. 

An order will be entered accordingly. 


TRANSIT ON COTTONSEED CAKE, ETC. 


CASE NO. 7978 (38 I. C. C. 478-481) 
MERIDIAN GRAIN & ELEVATOR CO. VS. ALABAMA & 
VICKSBURG RAILWAY CO. ET AL. 


Submitted Oct. 2, 1915. Opinion No. 3499. 


Refusal of defendants to establish and maintain transit arrange- 
ments at Meridian, Miss., on cottonseed cake and meal 
shipped to thut point from points in various states, there to 
be ground, graded and sacked and shipped to various inter- 
state destinations not found unjustly discriminatory or oth- 
erwise in violation of the act. Complaint dismissed. 








R. A. Chadwick for complainant; W. H. Fowle for Alabama 
& Vicksburg Ry. Co., New Orleans & Northeastern R. R. Co., 
Alabama Great Southern R. R. Co., Southern Ry. Co., Southern 
Ry. in Mississippi and Mobile & Ohio R. R. Co.; Gentry Waldo 
for Southern Pacific lines, 


CLEMENTS, Commissioner: 
Complainant is engaged at Meridian, Miss., in the busi- 
ness of buying cottonseed cake and meal, grain, grain prod- 
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ucts and hay, and in manufacturing and shipping mixed 
feeds of various kinds. 

The complaint alleges that unjust discrimination against 
complainant, its traffic, and the city of Meridian results 
from the refusal of defendants to accord transit arrange- 
ments at that point on cottonseed cake in carloads shipped 
from producing points in the states of Alabama, Arkansas, 
Florida, Georgia, Louisiana, Mississippi, North Carolina, 
Oklahoma, South Carolina, Tennessee and Texas, to be 
ground at Meridian and the meal shipped out in carloads 
to points in Trunk Line territory, Central Freight Associa- 
tion territory and Western Trunk Line territory, and to all 
points on and south of the Ohio and Potomac rivers and 
east of the Mississippi River; and on cottonseed meal 
shipped to Meridian to be graded and sacked and re- 
shipped; and that under defendants’ existing tariffs com- 
plainant must pay the rates to and from Meridian which 
results in unreasonable charges on the through transporta- 
tion from points of origin to points of destination. 

We are asked to require the defendants to establish and 
maintain rates for the transportation of the. commodities 
named in carloads from points of origin in the states of 
production to points of destination in the territories de- 
scribed, with transit at Meridian as above described, which 
shall not exceed the through rates now in effect by more 
than $5 per car. 

Meridian is located near the Mississippi-Alabama state 
line, about 135 miles north of Mobile, Ala., about 153 miles 
southwest of Birmingham, Ala., and about 200 miles north- 
east of New Orleans, La, It is reached by rails of the 
Alabama & Vicksburg Railway Co., Alabama Great South- 
ern Railroad Co., Meridian & Memphis Railway Co., Mobile 
& Ohio Railroad Co., New Orleans & Northeastern Railroad 
Co., and Southern Railway Co. Complainant’s plant is lo- 
cated on the tracks of the Mobile & Ohio, and that carrier 
makes a charge of $1 per car for switching service, which 
is absorbed on competitive traffic. 


Complainant states that it has not installed grinding ma- 
chinery in its mill, nor yet engaged in the business of grad- 
ing and shipping cottonseed meal; that if the establishment 
of the transit arrangement is required it intends to install 
a plant with 100 tons daily capacity; and that some of the 
lines serving Meridian are willing to provide for such an 
arrangement. It appears that officials of the New Orleans 
& Northeastern, Alabama & Vicksburg, and Vicksburg, 
Shreveport & Pacific were in correspondence with a repre- 
sentative of complainant with regard to shipments of cot- 
tonseed cake from points in Texas and points in Louisiana 
west of the Mississippi River which it was desired by 
complainant to mill at Meridian and ship to northern 
destinations. Complainant’s representative was advised 
that the Alabama & Vicksburg and the Vicksburg, Shreve- 
port & Pacific would establish the transit arrangement 
desired, provided western connections would join in a 
readjustment of revenue to the basis of rates and divisions 
applicable from points of origin to final destinations. The 
western carriers refused to consider the readjustment of 
rates on the basis suggested, and the proposed arrange- 
ment was not consummated. 


After cotton is ginned at country gins, the seed is sold 
and transported to oil mills, where it is converted into cake 
or ground into meal. Cottonseed varies in protein and 
ammonia content according to the varieties of seed and 
the climatic, soil and other conditions under which the cot- 
ton is grown and the cake produced. The meal is used for 
fertilizer and for feed. In reducing seed to cake one mill 
will produce a certain grade and another mill an entirely 
different grade, while the product of the same mill will 
vary from day to day. A daily chemical analysis of the 
cake and meal is essential in order to determine its quality. 
The average Oil mill in the cotton-growing territory has 
small crushing capacity and cannot afford to make the 
analysis necessary to properly grade the cake and meal. 
As a result concentrating and grading plants have been 
established at many points where cake and meal may be 
graded and sacked. 


It is asserted by complainant that cake and meal con- 
centrated at Meridian cannot pay the local rates inbound 
and outbound and compete for business with large oil mills 
having modern equipment, which grind, analyze and grade 
their own products and ship direct to consumers, or with 
concentration plants which enjoy transit arrangements in 
connection with the grinding, grading and sacking of the 
cake and meal. Plants named by complainant, with which 
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it alleges it will have to compete in the sale of cake and 
meal, are located at Chicago and Peoria, Ill.; Milwaukee, 
Wis.; Hammond, Ind.; Buffalo, Cohocton and Binghamton, 
N. Y.; Cincinnati, Ohio, and Louisyille, Ky. It is also 
asserted that there are plants at the Gulf ports and at 
Dallas and Fort Worth, Tex. It appears that at Cin- 
cinnati and Louisville transit is not granted on cottonseed 
cake and meal, and that any transit at the Gulf ports is 
applicable only to traffic for export. 

Complainant testified that meal ground from cake re- 
ceived from different points of origin would have to be 
blended, and that the actual identity of the shipments in- 
bound and outbound could not be maintained. Transit 
rules maintained by Texas carriers provide only for grind- 
ing and sacking in transit. Substitution is not permitted. 

There is no point south of the Ohio River and east of 
the Mississippi River on the line of any carrier that has a 
grinding, grading and sacking in transit privilege such as 
is asked for by complainant. It is contended by complain- 
ant that as defendants participate in joint rates for the 
transportation of shipments which are accorded transit by 
other lines at points north of the Ohio River, they cannot 
escape liability for refusing to provide a similar arrange- 
ment at Meridian. It does not necessarily follow, however, 
that unjust discrimination exists because of transit ar- 
rangements provided by their’ connections north of the 
Ohio River. It has often been held by the Commission 
and the courts that not every discrimination is forbidden 
by the statute, but only those that are unjust and there- 
fore unreasonable. Upon the facts of this case we do not 
find that unjust discrimination against complainant exists 
at Meridian. 

The carriers serving Meridian are parties to Hinton’s 
I. C. C. No. 74, which contains a general rule referring to 
connecting lines that grant transit privileges in accordance 
with the requirements of rule 10 of Tariff Circular 18-A. 
The tariff also contains the following provision: 

The granting of the privileges and performance of the serv- 
ices described in this note shall be entirely upon the responsi- 
bility and at the cost of the carriers granting the privileges 
and performing the services, and without requiring the partici- 
pation therein of any other carrier, in the absence of authority 
therefor from such other carrier. 

A similar provision is carried in other tariffs to which 
the defendants serving Meridian are parties. The ar- 
rangements existing between the southern and northern 
carriers in this connection are similar to those dealt with 
in Lumber Transit Privileges at Buffalo, N. Y., 33 I. C. C., 
601 (The Traffic World, May 8,.1915, p. 998). In that 
case the refusal of the southern carriers to join in transit 
arrangements on lumber at Buffalo was not condemned. 
The fact that carriers in another territory far removed 
from Meridian grant transit arrangements with respect 
to cottonseed cake and meal, to which the carriers serving 
Meridian are not parties, and with respect to which they 
are not responsible, does not, in our opinion, effect unjust 
discrimination against complainant or Meridian. 

Complainant further contends that cottonseed cake and 
meal as commodities are unduly discriminated against 
because defendants allow transit arrangements on lumber, 
cotton, grain, alfalfa hay, linseed-oil cake and meal and 
cottonseed oil. Cottonseed cake and meal are not in 
competition with lumber, cotton and cottonseed oil, al- 
though linseed cake and meal, grain, alfalfa meal and hay 
are sold for feed generally throughout the country, and 
thus compete with cottonseed cake and meal. However, 
there is no evidence upon which we can find that result- 
ing discrimination, if any, is unjust. 

Complainant made numerous other contentions which 
it is not deemed necessary to discuss in detail. They 
have all had full consideration in connection with what 
we find to be the proper disposition of the case. 

There is no evidence in the record that the rates into 
or out of Meridian are unreasonable, and we -therefore 
find that the application of inbound rates on shipments 
stopped at Meridian and reshipped at outbound rates from 
there is not shown to result in unreasonable charges. 

It follows from the views above expressed that the com- 
plaint must be dismissed. It will be so ordered. 


SHIPMENT OF PERISHABLES 


Case No. 7454, Op. 3502, 38 I. C. C. 487, 89, M. Longo 
Fruit Co. and others against the Illinois Traction System 
and others. Complaint is dismissed, the Commission hold- 


ing that the defendants’ rules and practices concerning 
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less-than-carload shipments of perishable commodities 
from St. Louis and East St. Louis to contiguous territory 
had not been shown to be unreasonable nor unjustly dis- 
criminatory. The rule to which the complainants took 
exception is that on the bill of lading, providing that the 
shipment was “to be forwarded at owner’s risk of damage 
by heat and cold.” The traction roads were not prepared 
to furnish either heater or refrigerator cars. The defend- 
ants contended that the volume of tonnage was so small 
as not to warrant increased expense of refrigerator or 
heater cars. 


LUMBER COMPLAINT DISMISSED 


CASE NO. 7263. (38 I. C. C., 490) 
MEEDS LUMBER CO. VS. FERNWOOD & GULF RAIL- 
ROAD CO. ET AL. 


Submitted Jan. 16, 1915. Opinion No. 3503. 
Claim for reparation on certain carload shipments of lumber 
from Knoxo, Miss., to Chicago, Ill., found to have been 
abandoned and complaint dismissed. 


W. N. Webb for complainant; G. H. McElroy for Fernwood & 
Gulf R. R. Co.; G. B. Auburtin for New Orleans Great Northern 
R. R. Co.; F. W. Gwathmey for Illinois Central R. R. Co. 


BY THE COMMISSION: 

Complainant is a corporation engaged in the lumber 
business, with headquarters at Meridian, Miss. By com- 
plaint, filed Aug. 31, 1914, it alleges that the rates charged 
by defendants for the transportation of certain carloads 
of lumber from Knoxo, Miss., to Chicago, Ill., in August, 
1912, were unreasonable and unjustly discriminatory. Rep- 
aration is asked. 

The lumber was shipped in three cars on Aug. 1 and 
Aug. 5, 1912. It was dressed in transit at Jackson, Miss., 
and moved thence in two cars to Chicago, Ill. The freight 
bills covering the transportation of the two cars to Chi- 
cago, which also carried freight charges up to Jaskson as 
advances, are dated Aug. 21 and Aug. 29, 1912. The bill 
dated Aug. 21, 1912, is marked paid Aug. 26, 1912. The 
claim was presented to the Commission informally on May 
23, 1913, but was found impossible of disposition informally 
and complainant was so notified June 20, 1913, its attention 
being called to its right to file formal complaint. Com- 
plainant did not avail itself of this right until Aug. 31, 
1914, more than a year later. 

Formal complaint was filed more than two years after 
the claims presented accrued and more than six months 
after notice to complainant that formal complaint would 
be necessary. The claims must therefore be considered 
to have been abandoned and the complaint will be dis- 
missed. Rule III of Rules of Practice; Bland & Fisher 
Lumber Co. vs. T. & N. O. R. R. Co., Docket No. 7911, 


‘unreported; Kenefick-Quigley-Russell Construction Co. vs. 


S. Ry. Co., 36 I. C. C., 324 (The Traffic World, Nov. 27, 
1915, p. 1094), and other cases there cited. 


REPARATION AWARDED 


Case No. 7635, Opinion No. 3504, 38 I. C. C., 491-2, She- 
boygan Mineral Water Co. vs. Chicago & Northwestern 
et al. Reparation awarded on a mixed shipment of min- 
eral water, ginger ale and advertising matter, from She- 
boygan to Memphis, because the through rate was in 
excess of the aggregate of the intermediates. 


COAL COMPLAINT DISMISSED 


The Commission has dismissed the complaint of Henry 
Holverscheid & Co. against the Lehigh Valley R. R. Co. et 
al., Case 7882, Opinion 3506, 38 I. C. C., 495-496. Com- 
bination rates were charged on carload shipment of coal 
from Coxton, Pa., to Lizton, Ind., where it was recon- 
signed to Chicago. No joint rates were in effect via the 
route over which the coal moved. It was contended that 
the rates were unreasonable and discriminatory to the 
extent that they exceeded charges which would have ac- 
crued at a joint through rate of-$3.50 per gross ton plus 
30 cents per gross ton for the back haul from Lizton, 
which rate it was alleged was quoted to the consignor by 
an agent of the Big Four. The Commission holds that 
neither the misquotation of rate nor the maintenance of a 


higher rate from Kankakee through Chicago than in the. 


THE TRAFFIC WORLD 743 


opposite direction between the same points, nor the applica- 
tion of a lower rate over other routes, warrants the con- 
demnation of the charge. 


WAIVING OF UNDERCHARGE 


Case No. 7650, Opinion No. 3505, 38 I. C. C., 493-4, S. T. 
Alcus & Co., Ltd., vs. Illinois Central et al. Waiving of 
undercharges on shipments of box material from New 
Orleans to Durham, N. C., authorized on statement of 
defendants that cancellation of a 26-cent commodity rate 
on such material and the substitution therefor of a 34- 
cent rate was made by mistake. The rate was restored 
as soon as attention was called to the change. Complain- 
ants paid the old rate and the Commission waives the 
collection of the 34-cent rate in effect from Jan. 31, 1910, 
to May 12, 1910, during which period the material moved. 


COMPLAINT FILED TOO LATE 


In an opinion by the Commission the complaint of the 
Bradley Timber & Railway Supply Co. vs. Minnesota & 
International Falls Ry. Co. et al., Docket 7709, Opinion No. 
3507, 38 I. C. C., 497, in which it was alleged that com- 
bination rates on spruce pulpwood carload from Big Falls 
and Farley, Minn., to Rothchild, Wis., were unreasonable 
has been dismissed on the ground that formal complaint 
was not filed within reasonable time after the complainant 
was notified that the claim, which had previously been pre- 
sented informally, could not be adjusted informally and the 
claim would have to be abandoned. 


COMPLAINT DISMISSED 


Case No. 7966, Opinion No. 3508, 38 I. C. C., 498, East 
St. Louis Cotton Oil Co. vs. St. Louis & San Francisco 
et al. Claim for reparation foynd to have been abandoned 
and complaint dismissed. Formal complaint was filed 
two years and four months after the complainant was 
notified that the claim for reparation on two carloads of 
cotton seed from Hornersville, Mo., to East St. Louis 
could not be settled informally, and three years and three 
months after the shipments were made. 


FEED-WATER HEATERS 


Case No. 8040, Opinion No. 3509, 38 I. C. C., 499-500, 
Warren Webster Co. vs. Philadelphia & Reading et al. 
Commodity rate on feed-water heaters from Camden, N. J., 
to Jacksonville, Fla., higher than the class rate not shown 
to be unreasonable. Commodity rate of 40 cents applied 
instead of sixth class of 3514 cents. Defendants con- 
tended the sixth class rate was compelled by water com- 
petition and that as feed-water heaters do not move by 
water on account of the probability of damage, the higher 
commodity rate should be applied. Complaint dismissed. 


LUMBER COMPLAINT DISMISSED 


The complaint of the Tallahatchee Lumber Co., Philip, 
Miss., vs. Yazoo & MisSissippi Valley et al., Docket 8174, 
Opinion 3510, 38 I. C. C., 501-502, has been dismissed. It 
was alleged that a rate of 25 cents on carload shipments of 
lumber was unjust, unreasonable and unduly discrimina- 
tory to the extent that it exceeded a rate of 23 cents. The 
rate of 25 cents was made up of a rate of 13 cents from 
Philip to Cairo and 12 cents beyond. Inasmuch as the 
joint rate of 23 cents was in effect at the time shipments 
moved over other routes, the contention was made that the 
25-cent rate was unreasonable. In dismissing the com- 


‘ plaint the Commission states it has repeatedly held that 


the existence of lower rates over other routes than 
the one of shipment and a subsequent deduction of the rate 
charged for the route over which the shipment moved is 
not sufficient in and of itself to establish the fact that the 
previous rate was unreasonable. 


REPARATION AWARDED 


Reparation has been awarded the Doris Motor Car Co., 
Case 8055, Opinion 3511, 38 I. C. C., 503-505, in connection 
with shipments of automobile gear frame carts from North 
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Milwaukee, Wis., to St. Louis, charges for which were 
assessed at a first-class rate of 49.38 cents per 100 pounds 
on the side bars and a fourth-class rate of 25 cénts on cross- 
bars. It was the side-bar rate that was attacked in the 
complaint against the Wabash Railroad Co. et al., which 
rate the Commission has held to be unreasonable to the 
extent that it exceeded a third-class rate of 31.5 cents per 
100 pounds, which rate is to be established on or before 
May 15. 


ROUTING OF SCRAP IRON 


The Commission has dismissed the complaint of Briggs 
& Turivas vs. Chicago & Northwestern ét al., Docket 7886, 
Opinion 3512, -38 I. C. C., 505-506, in which an attack was 
made on a rate of 90 cents per gross ton on carload ship- 
ments of scrap iron from Hammond, Ind., to South Mil- 
waukee, Wis. The shipment originated at St. Paul, Minn., 
and was consigned to an industry at Hammond, and there 
reconsigned because of the refusal on the part of the con- 
signee to take the shipment over the Outer Belt. The rate 
was challenged solely on account of a lower rate available 
over another route. The decision holds that the complain- 
ants could have secured the rate asked for by routing the 
shipment differently. The route of movement conformed 
to the routing instructions actually given. 


REPARATION ON LUMBER 


Case No. 8079, Op. 3513, 38 I. C. C. 507-8, Dare Lumber 
Co. against the Norfolk Southern and others. Reparation 
awarded on account of an unreasonable rate on four car- 
loads of lumber from Elizabeth City, N. C., to Spring- 
grove, Pa. The unreasonable rate has been displaced, so 
no order for the future was necessary. 


REPARATION ON LUMBER 


Case No. 8050, Opinion No. 3514, 38 I. C. C., 508-9, Smith 
Lumber Co. vs. Norfolk Southern et al. Reparation 
awarded because of unreasonable rates on a shipment of 
lumber from Wendell, N. C., to Newark, N. J. 


SUPREME COURT DECISIONS 
FALSE BILLING 


No. 628.—October Term, 1915. 


The United States of America, ie diana on 
Plaintiff in Error, vs. Union 


: ' United States for 
ene Coe, and. 7d. T. ‘ue Meatiiens Vit: 


trict of Florida. 
[April 3, 1916.] 
Mr. Justice Pitney delivered the opinion of the court. 
This is a writ of error under the criminal appeals act 
of March 2, 1907 (ch. 2564; 34 Stat. 1246), to review a 
judgment of the District Court for the Southern District 
of Florida sustaining a demurrer to an indictment for 
falsely and fraudulently misrepresenting the weights cf 
certain shipments of lumber, in violation of the third para- 
graph of section 10 of the Act to regulate commerce, as 
amended June 18, 1910 (ch. 309; 36 Stat. 549).* The de- 
murrer was sustained upon the ground that the statute, 
as construed by the Circuit Court of Appeals for the Sixth 
Circuit in Davis vs. United States, 104 Fed. 136, requires 
the prosecution to take place in the district where the 
goods are billed by the shipper and the delivery for trans- 


*Any person, corporation or company, or any agent or officer 
thereof, who shall deliver property for transportation to any 
common carrier subject to the provisions of this act, or for 
whom, as consignor or consignee, any such carrier shall trans- 
port property, who shall knowingly and willfully, directly or 
indirectly, himself or by employee, agent, officer or otherwise, 
by false billing, false classification, false weighing, false repre- 
sentation of the contents of the package or the substance of 
the property, false report of weight, false statement, or by any 
other device or means, whether with or without the consent or 
connivance of the carrier, its agent or officer, obtain or attempt 
to obtain transportation for such property at less than the 
regular rates then established and in force on the line of trans- 
portation; * * * shall be deemed guilty of fraud, which is 
hereby declared to be a misdemeanor, and shall, upon convic- 
tion thereof in any court of the United States of competent 
jurisdiction within the district in which such offense was wholly 
or in part committed, be subject for each offense to a fine, etc, 
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portation takes place; which in this instance was not in 
the Southern Distriet of Florida, but in Georgia. 

The indictment contains ten counts, charging as many 
different offenses. They are alike in form, and a sum- 
mary of the first will suffice. It recites that the South 
Georgia Railway Co. was a common carrier by rail en- 
gaged in the interstate transportation of yellow pine lum- 
ber for hire from Baden, in the state of Georgia, to 
Greenville, in the Southern District of Florida, and had 
filed and published schedules and tariffs showing the rate 
and charge for transportation of such lumber under six 
inches in thickness in carload lots between thése points 
to be $7 for each carload lot of the weight of 24,000 
pounds, excess in proportion; that the schedules and tar- 
iffs further provided that when the actual weight of a 
shipment was not ascertained at point of shipment or at 
destination or in transit, the freight charges should be 
based upon an estimated weight of 5,000 pounds for each 
1,000 feet; that the Union Manufacturing Co. was and 
is a corporation engaged in shipping said property from 
Baden to Greenville, and J. T. Prince was its agent, hav- 
ing general charge. and control of the shipments and the 
payment of freight charges therefor; that on a date 
specified, and while said schedules and tariffs were in 
effect, said railway company transported from Baden to 
Greenville for the manufacturing company a specified car- 
load of yellow pine lumber under six inches in thickness, 
and delivered it at Greenville to the manufacturing com- 
pany; that the actual weight of said carload lot was not 
ascertained at Baden, or at Greenville, or in transit; 
that the manufacturing company thereafter unloaded the 
lumber from the car and ascertained the number of feet 
thereof, and that the said company, and Prince, acting 
as its agent, well knowing the number of feet to be 9,074, 
then and there falsely and fraudulently represented to 
the railway company that the number of feet was 7,200, 
in consequence of which the railway company charged 
and the Union Lumber Co. paid for the transportation of 
said lumber less than the lawful charge provided in the 
schedules and tariffs and at a less rate than the lawfully 
established rate. 


In our opinion, the court below misapplied the decision 
in Davis vs. United States, 104 Fed. 136. In that case, 
which arose under the act as it stood before the amend- 
ment of 1910 (25 Stat. 855; 1 Supp. Rev. Stat. 687), the 
circumstances were very different from those now pre- 
sented. The acts charged were misrepresentations hy 
false billing and classification of certain property deliv- 
ered by defendants to the railway company, at Cincinnati, 
O., for transportation thence to Dallas, Tex. The con- 
tract of carriage was made at Cincinnati, where defend- 
ants resided and carried on business, and the bill of ex 
ceptions showed that everything connecte¢c v 
ment of the goods except the carriage an’ © 
place in Cincinnati. The court said (p. 139) 
that false billing or other misrepresentatio i 
as stated in the act, which results in their b«' 
by the carrier under a contract of carriage *!) 
lently obtained, is the obtaining of transportation within 
the meaning of the statute. Then the fraudulent conduct 
of the shipper has borne its fruit, and every act and 
intent which constitutes the offense is complete.” It 
was accordingly held that the offense was indictable in 
the Southern District of Ohio, and not in the Northern 
District of Texas, within which was the destination of 
the goods. We are not called upon to either concede or 
question the propriety of this decision upon the facts 
that were there presented. General expressions contained 
in the opinion are of course to be interpreted in the light 
of those facts. Another case of the same kind is In re 
Belknap, 96 Fed. 614. These cases are not in point with 
the present. In each of them the fraud was that of the 
consignor. Here it is the consignee and its agent against 
whom fraud is charged. (The fact that the consignee 
was also the consignor is of no significance, since the 
fraud alleged was in what it did as consignee.) ‘There 
the fraud inhered in the making of the contract of 
affreightment; here it had to do with the liquidation of 
the amount payable for freight at destination. 

The act, by its very terms, applies to consignees as 
well as to consignors. But as it applies only to interstate 
transportation, the consignee is normally a resident of 
a different state, and therefore of a different district, from 
that where the goods are billed by the shipper and the 
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delivery for transportation takes place. To say, therefore, 
that the act contemplates an indictment only in the dis- 
trict where the goods aré billed by the shipper is in 
effect to say that in most cases the consignee either may 
not be indicted at all or else must be indicted in a dis- 
trict of which he is not a resident, and which in many 
instances he may never have Visited. We hold that the 
offenses charged in this indictment wére “wholly or in 
part committed” in the Southern District of Florida. See 
United States vs. Freeman, 239 U. S. 117. 

It is insisted in behalf of defendants in error that 
since the indictment shows that the transportation lad 
been completed and the lumber delivered to the consignee 
before the alleged fraudulent representations were made, 
it cannot be said that the fraud charged amounted to 
either obtaining or attempting to obtain transportation 
for the property. at less than the established rates. If the 
statute on which the indictment is based were analogous 
to the familiar acts rendering criminal the obtaining of 
money or other property by false pretenses, the argument 
would be cogent. Under such statutes, it is commonly, if 
not universally, held to be essential to criminality that 
the false pretense shall precede the obtaining of the 
property. People vs. Haynes, 14 Wend. 546, 563, 564: 
reversing 11 Wend. 557; State vs. Church, 43 Conn. 471, 
479; State vs. Moore, 111 N. C. 667, 674; State vs. Willard, 
109 Mo. 242, 247; Watson vs. People, 27 Ill. App. 493, 496. 

The statutory provision with which we are dealing has 
a very different purpose. It is not designed especially 
to protect the property rights of the carrier, for the 
offense is made equally punishable whether committed 
with or without the consent or connivance of the carrier. 
It originated in the 1889 amendment of the Act to regu- 
late commerce (ch. 382; 25 Stat. 855, 858; 1 Supp. Rev. 
Stat. 684, 687), and is but one of many provisions enacted 
by Congress with the object of preventing discriminations 
and favoritism as between shippers by requiring the pub- 
lication of tariffs and prohibiting any departure from them. 
The prohibitions of the original act of Feb. 4, 1887 (ch. 
104, secs. 2, 3, 6, 10; 24 Stat. 379; 1 Supp. Rev. Stat. 529), 
were addressed to the carrier alone. The 1889 amend- 
ment brought shipper and consignee within the scope of 
the law, both by enacting that false billing, etc., should 
be punishable criminally, and by providing similar pun- 
ishment for inducing discriminations by the payment of 
money or other thing of value, solicitation, or otherwise. 
The 1910 amendment (ch. 309, sec. 10; 36 Stat. 539, 549) 
extended the range of the prohibition to certain other 
fraudulent practices by consignors and consignees com- 
mitted for like purposes. 

in denouncing as criminal “false billing, false classifi- 

‘ ghing, false representation of the contents 
or the substance of the property, false 
it, false statement, or other device or 
d in order to “obtain or attempt to ob- 
on for such property at less than the 

cs then established,” the lawmaker regarded 
not paar the physical transportation of the property, 
but the entire transaction through which consignor or 
consignee might seek to evade the policy of the act to 
subject all interstate shipments to uniform rates of charge 
prescribed in published tariffs. In a case where for any 
reason the payment of the freight is not made prior to 
the delivery of the goods to the consignee but remains 
to be afterward adjusted, the effort to obtain an advan- 
tage not permitted by the schedules may still be exerted 
through fraudulent representations influencing the adjust- 


ment of the freight, with precisely the same effect as: 


if the representations had preceded delivery of the goods. 


When this is accomplished, there is a fraudulent obtain- . 


ing of transportation at less than the established rate, 
within the meaning of the prohibition. Thus it needs 
only that we interpret the statute according to the plain 
meaning of the terms employed, in the light of subject 
matter and context, in order to conclude, as we do, that 
the acts set forth in this indictment are punishable crim- 
inally under the act. 

The judgment of the District Court will be reversed, and 
the cause remanded for further proceedings in accordance 
with this opinion. 

CHANGE IN DOCKET 

The hearing set for Washington, D. C., April 6, in Com- 
plaint No. 8351, American Beet Sugar Co. et al. vs. South- 
ern Pacific et al., was canceled. 
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OTHER SUPREME COURT ACTION 


THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. C. 


The Reading and Lehigh cases, under the anti-trust law, 
argued during the winter, were April 3 set down for argu- 
ment in the Supreme Court of the United States on Octo- 
ber 10 next. They were set for argument on April 10, but 
Solicitor-General Davis was not prepared to proceed. An- 
other suggestion with regard to the matter is that the 
government desired to have the arguments made before 
the full bench. By October, it is believed, the vacancy 
for which President Wilson nominated Louis D. Brandeis 
will have been filled. Attorney-General Gregory is reported 
to be very desirous of having Mr. Brandeis sit in the trust 
cases, on account of his familiarity with the questions 
raised in them. 





The mental anguish caused John Byers by the non- 
arrival of the coffin in which he intended to bury his wife 
was not damage to the property which the Southern Ex- 
press Co. undertook to transport from Asheville, N. C., to 
Hickory Grove, S. C. The Carmack amendment to the 
Act to regulate commerce makes no provision for special 
damages by reason of delay. The Supreme Court of the 
United States on April 3 reversed the decision of the 
North Carolina court, which awarded $200 damages. The 
coffin was misrouted and did not arrive until the second 
day after the funeral. 





In the case of the Seaboard Air Line vs. S. W. Kenny, 
administrator of Beb Isaac Capehart, the Supreme Court 
of the United States on April 3 held the words “next of 
kin” used in the employers’ liability law to mean next of 
kin as defined in the state wherein they are used. The 
suit was brought for damages for the wrongful death of 
Capehart, an illegitimate son, employed by the railroad 
company. His mother was dead, but he had two brothers 
and a sister, born in wedlock, dependent upon him for a 
living. The question was as to whether they could re- 
cover as next of kin. Under the North Carolina statute 
they could, that state having modified the rule of the 
common law. The judgment of the state court was 
affirmed. 





The Supreme Court on April 3 affirmed the judgment of 
the Michigan Supreme Court in the case of the Detroit & 
Mackinac Railroad against the Michigan Railroad Com- 
missioners. The latter ordered the railroad company to 
relay the rails on a spur track and restore delivery to the 
Fletcher Paper Co. The court below sustained the rail- 
road commissioners, and affirmance by the federal tribunal 
means that the railroad company, as to intrastate business, 
is under substantially the same obligation to maintain 
connection with a private track as rests upon interstate 
carriers. 





The Supreme Court April 3 affirmed the constitutionality 
of the Arkansas full-crew law. The court holds that the 
burden is not unduly heavy on interstate commerce and 
that the legislature acted within the scope of its police 
powers. 


COMMISSION ORDER. 

The order of February 14 reopening I. and S. 604, Offi- 
cial Classification Ratings, in so far as this case related 
to old wooden beer containers, has been widened in scope 
so as to include old beer cooperage, old beer bottles and 
old beer carriers. 





746 THE TRAFFIC WORLD 


INTERMOUNTAIN CASE REOPENED 
THE TRAFFIC SERVICE NEWS BUREAU, 
Coloradé Building, Washington, D. C. 
Yielding to the petitions of the Spokane Merchants’ 
Association and the Railroad Commission of Nevada, the 
Commission, April 1, reopened the schedule C part sf 
the intermountain case. At the same time, on its own 
motion, it reopened that part of the transcontinental case 
represented by the rates established on fourth section 
orders relating to transportation from the Pacific to the 
Atlantic via the Gulf ports. Testimony will be taken 
April 24 and arguments made immediately ‘thereafter. 
This means the Commission will give consideration to 
the twin facts that the canal is closed and that even if 
it were open, it is doubtful whether there would be any 
boats to use it. When Secretary Daniels asked for bids 
for carrying West Virginia coal for the navy from the 
Atlantic to the Pacific, the only bid he received was from 
the Pacific Mail, offering to carry from 4,500 to 5,000 tons 
on the Ecuador, some time in April, at $12 a ton, if the 
canal should be open, and $6 a ton from Norfolk, Va., 
to Colon, if the canal should be closed at the time the 
Ecuador steamed away from the Virginia capes. 


Such a rate is higher than- would be established by 
the railroads, should the secretary of the navy ask for 
through rail rates on coal from West Virginia mines to 
the Pacific. At least, that is the belief of those who 
know something about the theory on which rates are 
established on new business. 


The Spokane people suggested that, inasmuch as the 
canal is not likely to attract any_ business from coast to 
coast, there has been a change of conditions warranting 
a change in the relation of rates to the Pacific coast and 
to the intermountain country. They suggested that the 
railroads should be required to remove the discrimina- 
tion, which was an indirect way of suggesting that coast 
rates should go up, if the carriers could not see their 
way clear to reducing them at intermediate points. 

Before the Commission disposes of this case it will 
have to come to a conclusion as to whether a part of 
the fourth section, other than the _ long-and-short-haul 
clause, prevents the removal of the discrimination in the 
way suggested. That part declares that when rates have 
been reduced on account of water competition, they may 
not be advanced again inside of two years except on a 
showing of a change of conditions other than the disap- 
pearance of that water competition. 

That section was written into the law largely at the 
suggestion of men in the South who were intent on pro- 
tecting the small amount of transportation then being 
performed on their rivers. They wanted the law changed 
so that when a railroad drove a s.eamer off the river by 
reducing the rates below the cost of performing the serv- 
ice, it could not recoup itself for the expense of thus 
disposing of a rival by advancing the rates, either to 
the old level or a higher one. They had nothing in mind 
with regard to the intermountain country, which was in- 
terested only in the long-and-short-haul clause. There 
was some interest in the section on which the river men 
based such great hopes, on the part of San Francisco 
merchants who had invested some money, and lost it, in 
independent boat lines, because the railroad-owned boats 
cut rates below the point where the independent boats 
could live. 

The intermountain people now feel that if the Commis- 
sion should hold that that part of the fourth section is 
a binder holding the terminal rates down to their own 
level regardless of whether there is or is not water trans- 
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portation, they will appeal to Congress for a change of 
the law. They vigorously dissent from the proposition 
that the fact of water competition gives the coast ia- 
variably low rates. 

The rates from the Pacific to the Atlantic via Gulf ports 
were put in because the Atchison and Southern Pacific 
believed the boat lines intended permanently to fix a 
rate of 30 cents per 100 pounds on rice, wheat, oats and 
other heavy commodities from the Pacific to the Atlantic 
side.. They figured that a forty-cent rail rate would at-~ 
tract some of the business, so they applied to the Com- 
mission to permit them to establish that rate. Other 
very low rates, especially on canned salmon and canned 
vegetables, were made under the permission granted on 
the theery that the water carriers would maintain that 
thirty-cent rate. 

The 55-cent rate on iron and steel articles from Chi- 
cago and Mississippi River crossings is the chief one 
in schedule C. That was put in to meet a water rate 
of 40 or 45 cents, which did not last long. Only a short 
time ago, on the petition of the transcontinental lines, 
the Commission allowed them to make a 65-cent rate 
on iron and steel from the Pittsburgh district, much to 
the disgust of the iron and steel men in the Pittsburgh 
and Mahoning Valley districts that have no plants near 
Chicago, to-compete with mills in the vicinity of that c.tv. 

Inasmuch as the 55-cent rate from Chicago is to be 
reviewed, it is suspected that the 65-cent rate permi:- 
sion, which is an appendix to schedule C, will also be 
reopened. Schedule C itself is an appendix to the In- 
termountain case arising under Fourth Section Order No. 
124 and the other orders granted in relation to the in- 
termountain situation. 


This will be a fourth section case in which no railroad 
appears asking either relief or an advance in rates. In 
that respect it will be peculiar. It would not be sur- 
prising if attorneys for railroads did appear and argue 
that the fourth section prohibition against advances in 
rates lowered to meet water competition does not apply 


to this situation, because the railroads had nothing to 


do with the cause of the disappearance. 


A point made against the intermountain petitioners is 
that if the Commission is logical in dealing with the sit- 
uation now existing, they will have to pay higher rates 
if the rates to the coast are put up. Spokane, Reno and 
other iniermountain points now have rates lower than 
the cost raté plus 75 per cent of the local back. That 
is the sort of rates the interior California terminals 
possess---or did possess until the special court in Cali- 
fornia determined to enjoin the adjustment the Commis- 
sion made in that matter. The railroads are going to 
support the Commission in the litigation growing out 
of that situation. They cannot do otherwise, because it 
gives them revenue from ‘a source that they had not 
considered when they made their application to continue 
fourth section violations as they were at Stockton, Sacra- 
mento, San Jose and Santa Clara. 


COMMISSION ORDERS. 


Commercial Club of Cape Girardeau is allowed to in- 
tervene in case 6955, G. I. Moore vs. St. L. & S. F. et al. 

In case 8662, Maloney Tank Mfg. Co. vs. St. L. & S. F. 
et al., the Commission has granted authority to com- 
plainant to amend complaint. 

The Cape Girardeau Portland Cement Co., the Missouri 
Public Utilities Co. and the Cape Girardeau Brewery and 
Ice Co. are allowed to intervene in case 6955, G. I. Moore 
vs. St. L. & S. F. et al, | 
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Miscellaneous Traffic Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1916, by West Publishing Co.) 
* 





REGULATION OF COMMON CARRIERS. 
Penalties: ' 

(Circuit Ct. of Apps., Seventh Circuit.) Act June 29, 
1906, c. 3594, 1, 34 Stat., 607 (Comp. St. 1913, 8651), pro- 
vided that no railroad whose road forms any part of a 
line of road over which animals shall be conveyed from 
one state or territory into or through another state or 
territory shall confine them for longer than 28 consecu- 
tive hours, without unloading them for rest, water and 
feeding. A shipment of horses from a point in Ontario, 
Canada, to a point in British Columbia, passing through 
Michigan and Illinois en route, was confined in excess of 
28 hours, while being transported from a point in Michi- 
gan into and through the state of Illinois to a point where 
the animals were unloaded. Held, that this constituted 








a violation of the statute, the point of origin of the ship- 
ment and its final destination not being material.—Grand 
Trunk R. R. Co. vs. United States, 229 Fed., 116. 


INTERSTATE TRANSPORTATION. 


Court’s Jurisdiction: ‘ 

(Ct. of Civ. Apps. of Texas.) The Interstate Commerce 
Act (Act Cong., Feb. 4, 1887, c. 104), providing, in section 
22 (24 Stat., 387 (U. S. Comp. St. 1913, 8595)), that noth- 
ing therein shall in any way abridge or alter the remedies 
existing at common law or by statute, but the provisions 
of the act are in addition to such remedies, does not de- 
prive a state court of jurisdiction of an action against a 
carrier for conversion of an interstate shipment.—Pecos 
& N. T. Ry. Co. vs. Porter, 183 S. W., 98. 


a 
L d D Decisi 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1916, by West Publishing Co.) 
BS ee = 


TRANSPORTATION AND DELIVERY BY CARRIER. 
Conversion: 

(Court of Civ. Apps. of Texas). In an action against 
a carrier for conversion, where the testimony of the 
station agent at the point to which the consignee desired 
to have the goods reshipped that he had authority to 
arrange for such reshipment was not contradicted, a 
finding that an agreement with him for such reshipment 
was not binding was error.—Whitley vs. Gulf, C. & S. F. 
Ry. Co., 183 S. W., 36. 

(Ct. Civ. Apps. of Texas.) The refusal of a shipper to 
pay more than the contract rate for freight, which was 
less than the proper rate, does not affect his right to 
recover for conversion, where the carrier would not 
accept the proper rate, but sold the goods for its charges.-— 
Pecos & N. T. Ry. Co. vs. Porter, 183 S. W., 98. 


An action against a carrier for damages on the demand 
of an excessive freight charge, which the shipper refused 
to pay, and the sale of the goods for the charges, is one 
for conversion.—Id. 

That the agent of a carrier demanded only a small 
amount in excess of a legal rate, and the demand was 
honestly made, without wrongful intent, does not affect 
the shipper’s right of recovery for conversion by the saie 
of the goods on refusal of the shipper to pay the charge, 
“conversion” being any distinct act or dominion wrong- 
fully exerted over another’s property in denial of his right 
or inconsistent with it—Id. 

Conversion—Damages: 

(Ct. of Civ. Apps. of Texas.) In determining damages 
by conversion of freight by carrier, second-hand house- 
hold fixtures are regarded as having no recognized or 
fixed market value, but the court should consider the 
original cost of the property, the manner in which it has 


been used, its general condition and quality, its age, etec.— 
Whitley vs. Gulf, C. & S. F. Ry. Co., 183 S. W., 36. 
Court’s Findings: 

(Ct. Civ. Apps., Texas.) In an action against a car- 
rier for conversion, where the trial court found that both 
parties agreed that the carrier had the right to sell the 
goods at public auction unless an agreement had been 
entered into barring the right, an assignment of error 
that the carrier did not have such right will not be con- 
sidered.—Whitley vs. Gulf, C. & S. F. Ry. Co., 183 S. W., 37. 
Court’s Instructions: 


(Ct. Civ. Apps., of Texas.) In a suit for damages ‘o 
a shipment of cattle, reasonable delay excepted, a charge 
that, if the unreasonable delay caused the cattle to get 
to a market a day later, and there was a decline in that 
market, the jury should find for plaintiff, the amount of 
damages thereby sustained, was reversible error, where 
the evidence did not show that there was any decline in 
the market between the day when the cattle should have 
arrived and the day on which they did arrive, and wheve, 
for aught the court could tell, the jury might have based 
their verdict for plaintiff on such item of damages.—San 
Antonio & A. P. R. R. Co. vs. Shankle & Lane, 183 S. W., 
115. 


In such action the admission of extracts in the nature 
of market notes or review, showing on their face that 
they were no part of the market quotations was pre?u- 
dical error, though plaintiffs might have established mar- 
ket value by market reports from publications regarded 
and recognized as correct.—Id. 

In such suit the charge directing a verdict for de- 
fendant carrier on the ground that no measure of dam- 
ages had been shown was properly refused, as, notwith- 
standing there was no sufficient evidence on the measure 
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of damages, plaintiffs were entitled to recover nominal 
damages.—Id. 
Duty of Delivery: 

(Supreme Court of Tennessee.) The duty of an express 
company in respect to delivery of consignments differs 
from that resting on railway carriers, in that its duty of 
delivery does not terminate on the arrival of the goods 
at the station of destination, but it is required to deliver 
the goods to the consignee in person or to his authorized 
agent at his place of busines or residence.—Southern Ex- 
press Co. vs. Potter Bros., 183 S. W., 157. 

Evidence: 

(Ct. of Civil Appeals of Texas.) In an action of trover 
and conversion, good faith cannot be shown as a defense, 
but only: where exemplary damages are claimed, in miti- 
gation thereof.—Pecos & N. T. Ry. Co. vs. Porter, 183 
S. W., 99. 

In an action for conversion by a carrier by sale of goods 
on refusal of shipper to pay excessive freight rate, re- 
fusal to submit to the jury an issue whether defendaiut’s 
agent offered to rebill the car, letting the charges follow 
so that the shipper could pay the lagal charge at the new 
destination, was proper.—lId. 

In an action for conversion by a carrier on refusal of 
the shipper to pay an excessive freight rate, the award 
of the Interstate Commerce Commission, determining the 
proper rate for the shipment, was admissible in evi- 
dence.—Id. 

Place of Delivery: 

(Supreme Court of Tennessee.) Where an express 
company offers to make delivery at the consignee’s place 
of business, and the consignee declines for reasons of his 
own convenience, the company’s liability as a commen 
carrier then terminates, and the consignee has no power 
to prolong such liability, however inconvenient it may 
be for him to receive the goods.—Southern Express Co. 
vs. Potter Bros., 183 S. W., 157. 

Presumption: 

(Court of Civil Appeals of Texas.) In an action against 
a carrier for the conversion of freight, evidence as to the 
condition and value of the property when it was stored 
with a furniture company four months before shipment 
and eight months before the conversion, and that the 
goods were so well crated and packed that the carrier 
waived its usual rule requiring payment of freight in 
advance, is sufficient to raise the presumption that the 
value continued the same at the time of conversion as 
at the time of storage.— Whitley vs. Gulf C. & S. S. Ry. 
Co., 183 S. W., 36. 

Warehouseman: 

(Supreme Court of Tennessee.) Where an express 
company offered to make prompt delivery of a consign 
ment of goods, and its liability as carrier was determined 
by the consignee’s request that they be left on the station 
platform for his convenience, and the company, to pro- 
tect them from trespassers, put them in the station, its 
liability was only that of a warehouseman, and, where 
the station was burned without its fault, it was not liable 
for the value of the goods.—Southern Express Co. vs. 
Potter Bros., 183 S. W., 157. 


LOSS OF OR INJURY TO GOODS. 
Burden of Proof: 

(Supreme Court of Arkansas.) Under the rule that 
where goods are delivered to an initial carrier in good 
order and delivered by a terminal carrier in a damaged 
condition, a presumption arises that the shipment reached 
the terminal carrier in the same condition as when de- 
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livered to the initial carrier, and that the burden is upon 
the terminal carrier of meeting this presumption with 
the evidence that the goods were not injured while in its 
possession, where a terminal carrier did adduce proof 
sufficient to overcome the presumption and showed that 
the damage was caused by delay occurring before tiie 
shipment was delivered to it, the presumption prevailed 
against the next preceding carrier and placed on it tue 
burden of showing that the damage was not caused while 
in its hands.—St. Louis, I. M. & §S. Ry. Co. vs. Home Oil 
& Mfg. Co., 183 S. W., 176. 


Evidence: 

(Supreme Court of Arkansas.) In an action for. dam- 
ages to a shipment of cottonseed, where a witness testi- 
fied that he had no express recollection about the par- 
ticular car of cottonseed, but that he handled all the seed 
shipped from a gin, and that all shipments were in good 
condition when shipped out, there was sufficient evidence 
that the shipment was. in good condition when delivered 
to the initial carrier to sustain a verdict for the shipper.— 
St. Louis, I M. & S. Ry. Co. vs. Home Oil & Mfg. Co., 
183 S. W., 176. 

Limited Liability: 

(Supreme Court, Appellate Division, Second Depart- 
ment.) A shipper of goods is bound by the special con- 
tract tendered to and received by her agent.—Foster vs. 
Taylor, 157 N. Y. Supplement, 571. 


CARRIAGE OF LIVE STOCK. 
Confinement: 

(Circuit Court of Appeals, Seventh Circuit.) Under Act 
June 29, 1906, prohibiting the confinement of.live stock 
in cars for more than 28 consecutive hours without unload- 
ing, unless prevented by storms or by other accidental 
or unavoidable causes, is a matter of defense, and in an 
action for the statutory penalty an allegation in the dé«c- 
laration negativing their existence was surplusage, not 
requiring to be proved.—Grand Trunk Ry. Co. vs. United 
States, 229 Federal, 116. 

Connecting Carriers: 

(Springfield Court of Appeals, Mo.) Where an initial 
carrier issued a through bill of lading for an interstate 
shipment of horses which was to be made also over other 
lines, it is liable for the negligence of connecting carriers, 
and proof that the horses were injured during transit, 
without proof as to the line on which it occurred, will 
support judgment against it—Jones vs. Louisville & N. R. 
Co. et al., 182 S. W., 1064. 

Delay: 

(St. Louis Court of Appeals, Missouri.) Mere delay in 
delivering live stock at destination, unless very extraordi- 
nary or altogether unreasonable, does not give rise to an 
inference of negligence of the carrier, but it must le 
shown, either directly or inferentially, that the delay re- 
sulted from negligence of the carrier or its agents and 
servants.—Patterson vs. Chicago & A. Ry. Co., 182 S. W., 
1034. 

No negligence can be imputed to a carrier because of 
a delay overnight at a division point in making connec- 
tion with a train on the carrier’s branch line.—Id. 
Evidence: j 

St. Louis Court of Appeals, Missouri.) One claiming 


negligent delay in the shipment of live stock has tlie 
burden of proving that fact, negligence being a positive 
wrong.—Cunningham vs. Chicago & A. R. R. Co., 182 S. W., 
1033. 

Mere proof that plaintiff’s shipment of cattle when it 
reached a division point was delayed several hours, so 
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that it did not reach the point of destination until about 
ten hours later than the usual time, unaccompanied with 
any showing that defendant could have transported the 
shipment by an earlier train, or that the delay was unrea- 
sonable under the circumstances, will not support a judg- 
ment for damages for unreasonable delay.—Id. 

(Springfield Court of Appeals, Missouri.) Where 
horses were transported over two different lines of rail- 
road, proof that, when received, they were injured, and 
that one of them died from such injury, will not support 
a joint judgment against both railroad companies, for as 
the liability of one did not commence until the liability 
of the other had ceased, they were not joint tort-feasors, 
but the negligence, if any, was separate——Jones & Louis- 
ville & N. R. Co. et al., 182 S. W., 1064. 

(Court of Civil Appeals of Texas, Austin.) Evidence 
in an action for damages to a shipment of cattle held not 
to show that any parole contract of shipment was ever 
made.—Turner et al. vs. Henderson et al., 183 S. W., 51. 
Limited Liability: 

(Springfield Court of Appeals, Missouri.) A bill of lad- 
ing for an interstate shipment, providing that, in con- 
sideration of a reduced rate, a shipper of live stock should 
not recover more than $100 for each horse or mule killed, 
is valid.—Jones vs. Louisville & N. R. Co. et al., 182 S. W., 
1064. 

Where an interstate bill of lading fixed the recovery 
for death of horses at $100 in consideration of a reduced 
rate, the fact that the owners receipted for the injured 
animal on representations by the local agent of the carrier 
that it was liable will not warrant recovery of expenses 
in attempting to cure the horse.—Id. 


Notice of Loss: 

(Court of Civil Appeals of Texas, Austin.) A provision 
of a written contract for the shipment of live stock re- 
quiring written notice of loss or damage to the stock or 
delay in transporting it or decline in the market, etc., and 
the amount of damages claimed to be filed within 120 
days thereafter with some traffic officer, station agent or 
other convenient local agent of the carrier, in the absence 
of any showing that such notice could not have heen 
given within such time, was a reasonable stipulation.— 
Turner et al. vs. Henderson et al., 183 S. W., 51. 


Evidence in an action for damages to a shipment of 
cattle held to sustain the defense of the shipper’s breach 
of a stipulation in the written contract of shipment re- 
quiring notice of loss, etc., to be given within 120 days 
to some agent of the carrier, and declaring that failure 
to give such notice should bar a suit for damages.—Id. 
Penalties: 

(Circuit Court of Appeals, Seventh Circuit.) Act June 
29, 1906, provides that any railroad company which know- 
ingly and “wilfully” fails to comply therewith shall for 
every such failure be liable for a specified penalty. Held, 
that an evil intent is not required, and it is a violation 
for defendant purposely or intentionally to fail to obey 
the statute, having knowledge of the facts—Grand Trunk 
Ry. Co. vs. United States, 229 Federal 117. 


Special Contract: 

(Court of Civil Appeals of Texas, Austin.) Where there 
was no contract for the shipment of live stock prior to 
the execution of the written contract signed by the shipper, 
the transportation of the live stock and the shipper under 
the contract constituted a valuable and sufficient con- 
sideration furnished by the carrier, rendering the contract 
binding upon the shipper—Turner et al. vs. Henderson 
et al., 183 S. W., 51. 
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Stock Pen: 

(St. Louis Court of Appeals, Missouri.) Evidence that 
a carrier’s stock pen at a division point was muddy, that 
a shipper’s cattle were compelled to drink muddy water, 
and had difficulty in getting sufficient water, and could be 
fed only by throwing the hay upon the ground, without 
any showing of injury to the cattle, is insufficient to sus- 
tain an action against the carrier.—Patterson vs. Chicago 
& A. Ry. Co., 182 S. W., 1034. 


LUMBERMEN TAKE ACTION 


The National Wholesale Lumber Dealers’ Association 
adopted the following resolutions at Philadelphia March 
16 on the subject of correcting defects in the system of 
railway regulation: 


Whereas, Improvement and extension of railways has been 
retarded, with the result (1) that emergencies find the carriers 
unprepared to serve buSiness, (2) that it is feared that occasion 
for national defense would disclose serious shortcomings in 
transportation, and (3) that our railways are not fulfilling their 
rane gig pioneer function in the development of the coun- 
try; and, 

Whereas, Many authorities attribute this condition to defects 
in the system of regulation of railways; therefore, be it 

Resolved, That the National Wholesale Lumber ‘Dealers’ Asso- 
ciation would welcome an inquiry such as has been proposed in 
a joint resolution adopted by the Senate and now pending in 
coe House for a joint committee of Congress to study this sub- 
ect; 

Resolved, That in our judgment the people of many states are 
suffering from the independent measures of regulation enforced 
by individual states, one state conflicting with another, and 
that the time has come to obtain protection for the people of 
every state and for the nation as a whole by unifying regula- 
tion of railway affairs which directly or indirectly affect inter- 
state commerce; 

Resolved, That the authority, functions and organization of 
the Interstate Commerce Commission should be brought into 
line with present needs by relieving the Commission of what- 
ever duties are incompatible with its principal semi-judicial 
function, and by providing the Commission with auxiliaries 
competent to deal with specialized subjects and to keep in 
close touch with the people of the several regions; 

Resolved, That Congress should adopt an explicit statutory 
rule for guidance of the Interstate Commerce Commission to 
the effect that to be held just and reasonable the whole fabric 
of rates in any region must be such that the average road on 
the average for a period of years has sufficient earnings to 
attract in competition with other corporations new capital for 
additions and betterments adequate for the needs and growth 
of the country. 


In his address of welcome to the association on behalf 
of the city of Philadelphia, Alba B. Johnson, president of 
the Baldwin Locomotive Works, said: 

“As most of you know, my interests as a business man 
are bound up in the prosperity of the railroads. Seven 
years ago last September business concerns throughout 
the country having railroads as their common interest 
organized the Railway Business Association, ahd seven 
years ago this month, in this city and in this hotel, a rep- 
resentative of that association appeared before you with 
a suggestion that you should pronounce in favor of liberal 
policies affecting the carriers. You instantly and gener- 
ously responded with a resolution urging upon Congress 
and upon the state legislatures moderation and conser- 
vatism in the regulation of railroads, and that the require- 
ments imposed might be confined to such necessary 
enactments as would not imperil earnings, cause deteriora- 
tion of service, a reduction of the wage scale nor neglect 
of construction for future needs. 

“Yours was one of the first voices raised in behalf of 
these important considerations. During the years which 
have since passed public sentiment has come more and 
more to conform to the action which you took at that time. 
During the same time, through consideration and study, 
the defects of our system of regulation have become more 
apparent. 

“It is now seen that the people of each state need pro- 
tection against the authorities of other states, and that 
the people as a whole need protection against conflicting 
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jurisdictions which tend to weaken and destroy the effi- 
ciency of the entire transportation system. The time has 
therefore come when, in substitution for the mass of di- 
verse legislation and the burden imposed by separate 
states, Congress should be urged to centralize the regu- 
lation of interstate commerce in the federal government. 

“The responsibilities which have already been placed, 
and those further responsibilities which are to be placed 
upon the Interstate Commerce Commission, will make 
necessary some readjustment of the functions of that body, 
probably including the creation of regional sub-commis- 
sions. 

“Congress will be asked to say, as some believe that 
it does not say in the existing statute, that the Commis- 
sion, in fixing rates, shall consider also the increasing 
expenses of the roads, so that the return to investors in 
railroad securities may be such as to attract new capital 
and insure the further growth of transportation facilities 
in harmony with the growth of the country. 

“I venture to express the hope that as this plan for 
strengthening our railways takes shape, your organization, 
which has always been animated by a broad public spirit, 
will be found to consider these proposals with an open 
mind, so that your influence may be thrown in the direc- 
tion which careful consideration of the subject will lead 
you to believe is in conformity with the wisest public 
policy.” 


CALIFORNIA BACK HAUL CASE 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

The feeling about the Commission is that the Supreme 
Court will reverse the decision of the special court in 
California enjoining the fourth section order in which 
the Commission, in effect, prescribed back-haul rates for 
Sacramento, San Jose, Santa Clara and Stockton. Tne 
three judges did not write an opinion on the subject. 
However, they wrote a three-part decree indicating that, 
in their opinion, when a carrier files an application for 
permission to continue a violation of the fourth section, 
the only duty of the Commission is to deny it or grant 
it in toto. 

Until the case is argued in the Supreme Court, the 
theory on which that rule was enunciated will not be 
affirmatively stated, and then only by the attorneys for 
the protesting California cities. The law says the Com- 
mission, from time to time, may prescribe the extent to 
which the carriers may depart from the strict rule -f 
the long-and-short-haul part of the law. 

Apparently the special court raised the query as to 
whether the Commission is limited as to when it may 
prescribe the extent. The railroads, in their fourth sec- 
tion application with regard to the interior California 
terminals, asked permission to continue giving them the 
rates allowed to the cities right on the ocean. They 
asked be allowed to depart from the rule to that extent. 

The Commission did not like the extent of the departure 
therein proposed, so it said the departure might be to a 
lesser extent, namely, to the extent of a rate made by 
adding to the terminal charge three-fourths of the local 
from the terminal to the interior terminal. Up to that 


time the shippers at the interior terminals had been in 
competition with jobbers right on the coast on terms of 
freight rate equality. By practically ordering the carriers 
to add three-fourths of the local from San Francisco ‘o 
Sacramento to make up through rates to the last-men- 
tioned place, the Commission put the interior jobbers at 
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that much of a disadvantage in their competition with 
jobbers right on the coast. In effect, it forced the rail- 
roads to raise rates which they proposed should remain 
as they had been. 


.-The point has been made that the Commission, in that 
way, without giving the interior people a chance, gave 
them higher rates, not by the usual method of passing 
on a railroad proposal, but upon its own initiative. Th=2 
further point has been made that by so doing, the Com- 
mission relieved the carriers of the burden of justifying 
an advance made after Jan. 1, 1910, contrary to the pro- 
posal of the carriers that they desired to continue rates 
as they had been. 


By way of reply it has been pointed out that the Com- 
mission could have denied any relief, with the result that 
the interior terminals would have been forced to pay 
the terminal rate, plus the full local back. Then; if the 
railroads had found the combination was sending traffic 
to the interior terminals via the waterways, it has been 
suggested, on an application by them for permission io 
make something less than the full combination, the Com- 
mission would have had the power to prescribe the ex- 
tent of the departure by allowing the carriers to shrink 
their locals twenty-five per cent. It is suggested that 
while the course pursued may have been a short cut, the 
same result could have been attained, with expense to 
the interior shippers, by denying any relief at all. 

The interior jobbers, however, were not of that mind, so 
they went to the court. And, to the surprise of nearly 
everyone connected with the Commission, they obtained 
at least technical relief. 


CONFERENCE RULING 


The Commission has approved and adopted the follow- 
ing Conference Ruling: 


Upon inquiry as to whether or not under the provision of 
Section 1, ‘“‘That nothing in this Act shall be construed to pre- 
vent telephone, telegraph and cable companies from entering 
into contracts with common carriers, for the exchange of serv- 
ices,’’ a railroad may contract with a telegraph company (in- 
cluding in that term ‘telephone, telegraph and cable compan- 
ies’), to transport the property of such telegraph company, 
whether for use on the line of said railroad or merely to be 
transported over such line for use elsewhere, at a different rate 
from that applicable to such transportation under Section 6 
of the act. Held, That while said carriers may contract for an 
exchange of services, such services must be exchanged upon 
the basis of the lawful rates of said railroad, as published and 
filed in accordance with the provisions of Section 6 of the act, 
and of the reasonable charges of said telegraph company, regu- 
larly charged other customers for similar services; except that 
said carriers may contract, without reference to said lawful 
rates and charges, for the transportation by said railroad for 
said telegraph company of the property of the latter over the 
line of the former when such property is to be used along the 
line of said railroad and in the construction, improvement or 
operation of said railroad, that is to say, when such transpor- 
tation is not conducted by said railroad as a common carrier. 


TO AMEND THE ACT 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


What may be regarded as a Texas attempt to forestall 
one result of the Shreveport decision is to be found in a 
bill introduced by Senator Sheppard of Texas, S. 5242. It 
amends the Act to regulate commerce by adding a further 
proviso to section one as follows: 


That nothing in this act, nor the exercise of any authority 
by the Interstate Commerce Commission by virtue thereof, shall 
absolve any railroad or other common carrier from obeying 
any rate, rule, regulation or practice of any state with respect 
to the transportation of passengers or property, or the receiv- 
ing, delivery, storage or handling of property wholly within one 
state and not shipped to or from a foreign country, from or to 
any state or territory as aforesaid, unless and until such com- 
mon carrier shall have secured the judgment of a court of 
competent jurisdiction holding such rate, rule, regulation or 
practice imposed as aforesaid, to be unreasonable. 
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Legal Department 


Conducted by 
CHARLES CONRADIS 
General Counsel, The Traffic Service Bureau 


In this department we shall answer simple questions relating to 
the law of interstate transportation of freight. Readers desiring 
special service by immediate answer may secure privately written 
answers to their inquiries by the payment of a small fee. 

Address Legal Department, The Traffic Service Bureau, Colorado 
Building, Washington, D. C 

2 

Allowance for Advance Charges to Be Published 

Washington.—Question: “We are feeding a large number 
of cars of stock in transit, the charges for same being ad- 
vanced out against the shipment. In addition to the feed- 
ing charge, there is an unloading’ and loading charge which 
one certain railroad refuses to advance, claiming that such 
charge must be published in their tariffs, stating that 
such ruling has been made by the Interstate Commerce 
Commission. We claim that it is not necessary to have 
this charge published in their tariffs, as it is not a charge 
made by the railroad company. All of their live stock 
tariffs carry a rule providing for the care of stock. That 
rule, it seems to us, covers everything pertaining to the 
handling of a shipment in transit and gives the carrier the 
necessary authority to advance any and all charges per- 
taining to the handling of the shipment. 

We would thank you to advise us if the I. C. C. have 
made such a ruling and where it can be found. Also if 
our contention is correct. 

Answer.—The law requires, and the Commission has 
ruled, that whatever privileges are allowed by carriers must 
be stated separately in the schedules filed with the Com- 
mission. The obligation of loading and unloading cars 
is ordinarily upon the shipper, and whatever charges the 
carrier makes to the shipper when it performs this service 
for the shipper, must be published in its tariffs, and ex- 
ercised without any discrimination. In the case of Dun- 
nage Allowances, 30 I. C. C., 543 (see Traffic World, July 
11, 1914, page 48), the Commission said: “We had in 
several instances approved of tariff provisions for addi- 
tional reasonable charges for loading and unloading when 
done by the carrier. For such services and all other spe- 
cial services performed by it apart from such conveyance, 
we think the carrier may properly make a reasonable 
charge, since in our view they are not accessorial parts 
of the transportation which section I requires the carrier 
to furnish.” 

In the matter of the suspension of Western Classification 
No. 51, I. C. C. 9, 25 I. C. C. 498 (see Traffic World Jan. 
4, 1913, page 5, et seq.), the Commission passed upon item 
No. 51, rule 33, reading, “No charges of any description 
will be advanced to shippers, owners, consignees, or agent 
thereof, nor to drayman or warehousemen for shippers, 
Owners, consignees or agents thereof.” ‘The Commission, 
in upholding this rule, said: “This is a new rule.” It 
discontinues the practice of some carriers of advancing 
other than common carriers charges. Protests have come 
come chiefly from transfer, warehouse and delivery com- 
panies on the Pacific coast and from jobbing centers in the 
Mississippi and Missouri Valley. It was admitted that 
the Commission could not compel carriers to advance its 
charges. The rule is approved, but this approval must not 
be construed as forbidding carriers to provide by their 
tariffs for the advancement of storage or transfer charges. 
As a consequence, the carrier is, under this rule, not only 
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required not to advance charges for loading and unload- 
ing cars, but also, if it should advance its charges, it is 
obligated to provide for the same in its published tariffs. 
* * * 
Injury to Shipments By Freezing 


Ohio.—Question: “We are manufacturers of a commodity, 
which, on account of its nature, must be packed in glass 
or in wood, and it is very susceptible to the cold weather. 
When offering this commodity for shipment, all parts of 
the bills of lading are plainly stamped “KEEP FROM 
FREEZING,” and the packages are also protected with a 
sticker, which reads the same as the stamp. This sticker 
is so placed on the package that there is no possibility 
of it being overlooked by representatives of carriers who 
sign bills of lading without taking any exception to the 
stamp referred to above, and in many instances of late 
shipments have reached destination with the contents 
frozen, and, of course, when shipped in glass containers 
the latter were broken. We presented claims for loss 
based on the invoice value of the consignments, and these 
claims have been declined by the carriers with the advice 
that shipments made fairly good time between point of 
shipment and destination, and although the contents of 
the packages were frozen, that this condition was due to 
extremely cold weather, and they refused to admit liabil- 
ity. We believe that if carriers were not in a position 
to give these shipments the necessary protection, that they 
should have refused to accept them, and ask that you 
advise whether or not, in your opinion, they could be held 
liable.” 


Answer: The rule is that in the absence of contractual 
stipulations, a carrier is responsible as an insurer for the 
safety of the goods intrusted to it for transportation, and 
is liable for any loss or damage thereto, unless the result 
of unavoidable causes, the fault of the shipper, or the in- 
herent character of the goods shipped. By contract it is 
stipulated in Section 1 of the Uniform Bill of Lading 
that the carrier shall not be liable for loss caused by the 
act of God, and the authorities all agree that the carrier 
is not an insurer in respect to losses from that cause. But 
where goods are frozen while in transit the carrier can- 
not, except under very exceptional circumstances, escape 
liability on the ground that the damage was caused by an 
act of God. If, however, the carrier has been guilty of 
no previous negligence or misconduct, it will not be re- 
sponsible for a loss occasioned by cold weather. That is, 
if the carrier, knowing that the goods were liable to be 
injured by freezing, accepts them for transportation at a 
time and in a latitude where cold weather is liable to be 
experienced, or select a vehicle for transportation with- 
out preparing against the exigencies of such weather as 
may reasonably be expected at the particular season and 
latitude in which goods were received, and sends them 
at a season of the year when they are exposed to such 
risks, the carrier does so at its own risk. The carrier 
will also be liable if the owner can show that the freezing 
was caused by unnecessary delay in transporting the goods, 
or that they were carelessly exposed. 

In the shipment in question, the carrier having been pre- 
viously advised concerning the liability of the goods to 
injury by freezing, and that it could reasonably have an- 
ticipated freezing weather, at the time of entering into 
the contract for carriage, takes upon itself the risk by 
sending them when exposed to such risks, and the bur- 
den of proving that the loss was within one of the ex- 
cepted causes for which a carrier is an insurer, is upon 
the carrier. 
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Notice of Embargoes by Delivering Line to Initial Line 


Maine.—Question: “A, the originating railroad, ac- 
cepted car potatoes from the shipper for a destination in 
New York. The road via which this shipment was routed 
for delivery had issued an embargo refusing to accept 
shipment of potatoes from their connections effective the 
day before the shipment was accepted, but the embargo 
notice was not received by the originating carrier until 
after the shipment had been accepted and delivered to their 
connections and the railroad connecting with the originat- 
ing carrier offered it to its connections and they refused 
to accept, as they had received the embargo notice and held 
the car until the embargo was lifted, charging demurrage 
for the time the car was held. Can the railroad lawfully 
collect this demurrage, and are they at liberty to accept 
shipments until the embargo notices are received, and if 
they accept shipments and they~ are refused by connec- 
tions, are they responsible to the shipper to the same ex- 
tent, in case of loss or damage, that they would have been 
had they not been held account of embargo?” 

Answer: ‘The Interstate Commerce Commission has no 
jurisdiction over the question of embargoes, except for the 
purpose of determining whether the existence of a particu- 
lar embargo, and the method of enforcing the same, re- 
sults in undue discrimination under the act, and is vested 
with no power relating to the physical handling of traf- 
fic, operation of the road or providing terminal facilities. 


An embargo is legally construed as a notice issued by a 
carrier refusing to receive and carry certain kinds of freight 
on its line, or between certain points, and may be for a 
limited and definite period, or for dn unlimited or in- 
definite period. It is the result of a congestion of busi- 
ness that makes it impossible for a road to carry all the 
freight that is offered it. The law requires railroad to 
establish through routes, to keep these routes open and 
in operation, to furnish necessary facilities for transporta- 
tion, to make reasonable and proper rules of prdctice as 
between themselves and the shippers and as between each 
other. 

Where a traffic agreement between initial and connect- 
ing carrier makes them partners in the carriage of freight 
or agents of each other, the connecting carrier is estopped 
from denying the recitals in a bill of lading in any case 
wherein the initial carrier is estopped. When, therefore, a 
contract exists between a consignor and a carrier transports 
goods to a point beyond its line, the connecting carrier, 
as agent of the initial carrier, must accept them for trans- 
portation to their.destination, unless it has issued notice 
of the congestion of traffic on its line, and refuses to re- 
ceive any additional traffic, and the same was known to 
the initial carrier, or the shipper over its line, prior to 
date when a given shipment was waybilled from its point 
of origin. In the case of New York Hay Exchange Asso- 
ciation vs. L. V. R. R. Co., 29 I. C. C. 90 (see Traffic World, 
Feb. 7, 1914, page 275), the Commission held that an em- 
bargo was not applicable to cars which were waybilled 
from points of origin prior to specific dates named in the 
notice. In the case of Bergen-Crittendon Co. vs. C. M. & 
St. P. Ry. Co., 150 N. W. 496, the court said that the fact 
that the connecting carrier has issued an embargo against 
a certain commodity which is rendered worthless by a de- 
lay in transit does not relieve the connecting carrier from 
its liability for the wrongful creation of the embargo as to 
such shipments. 

From this it would seem to follow that whenever a de- 
livery line, which is under a joint arrangement with other 
carriers for a through shipment, issued an embargo against 
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the acceptance and transportation of goods over its own 
lines, it must, to make the same effective over its con- 
necting lines, serve notice on such lines, or the shipper 
thereon, prior to the time when a shipment is accepted by 
the initial line for carriage. If it fails to do so, and de- 
murrage charges accrue by reason thereof either on the 
line of the initial carrier or succeeding carriers, the car- 
rier issuing the embargo will be responsible for the same, 
and should any loss or damage result while the shipment 
was in the hands of the preceding carrier, it is our opin- 
ion that the carrier issuing the embargo would be liable in 
the full amount either to the owner or to the preceding 
carrier that has been compelled to pay the damage, by 
reason of its liability to the owner under the Carmack 
Amendment. 
Claims Covered by Notice 


Washington.—Question: “A shipment of coal is made 
from point A to point B. Shipment while in transit was 
subjected to snow and precipitation, yet, notwithstanding 
these facts, car arrived short by 6,000 pounds. Car upon 
arrival at destination did not show marked evidence of 
loss, although 6,000 pounds of lumps could very easily 
have been rolled from the top of the car. Owing to loss 
of invoice, claim was not filed until 4 months and 9 days 
after delivery of shipment. Carrier declined claim, con- 
tending that claim is for loss and that the bill of lading 
exempts only claims for loss due to damage or delay, and 
in view of the fact that claim was not filed within four 
months, refuses to honor the claim. Will- you kindly ad- 
vise through the columns of your legal department whether 
or not carriers are correct in their position, and if the Dill 
of lading so provides, is it not in conflict with the Cum- 
mins amendment? Also, under the above circumstances, 
can suit be brought within two years to recover?” 

Answer: Section 3, Paragraph 3, of the present uni- 
form bill of lading, expressly reads, “Except in cases where 
the loss, damage or injury complained of is due to delay or 
damage while being loaded or unloaded, or damaged in 
transit by carelessness or negligence, claims must be made 
in writing to the carrier at the point of delivery or at the 
point of origin within four months after delivery of the 
property,” etc. This provision has been approved by the 
Interstate Commerce Commission. The effect is that only 
such claims for loss, damage or injury based on a delay or 
damage while being loaded or unloaded, or damaged in 
transit by carelessness or negligence, are recoverable with- 
out first giving a four months’ notice of such claim, but 
that claims arising from any other cause are recoverable 
only on the condition precedent that such notice was given. 
A loss that is not due to a delay or damage while being 
loaded or unloaded, or to damage in transit, is recoverable, 
therefore, on the condition only that notice was properly 
given. 

The foregoing distinction is now required by the express 
language of the Cummins amendment which, while it up- 
held the law, has previously operated to the effect that 
the failure of the shipper or consignee to give notice of a 
claim within a specified time deprives a shipper or con- 
signee of any right to damages, yet requires no notice or 
filing of claim when arising from delay or damage while 
being loaded or unloaded or damaged in transit by care- 
lessness or negligence. 

COMMISSION ORDER. 

The Chamber of Commerce of Milwaukee, Wis., has been 
allowed to intervene in Case 6081, Board of Trade of Chi- 
cago vs. Pere Marquette et al. 
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Docket of the Commission 


Note.—Items in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Daily and since the 
last Issue of The Traffic World. Cancellations and postpone- 
ments announced too late to make the change in this Docket 
will be noted elsewhere. 


April 10—New Orleans, La.—Examiner Watkins: 
6606—Application of the Southern Pacific Co. 
with its Atlantic Steamship lines. 
April 10—Washington, D. C.—Examiner Satterfield: 
oo P. Blackburn & Co. et al. vs. Ann Arbor R. R. Co. 
eta 


April 10—Nashville, Tenn.—Examiner Fleming: 
8508—Southern Lumber and Manufacturing Co. vs. Tennessee 
Ry. Co. et al. 
April 10—Washington, D. C.—Examiner Gerry: 
ne Domestic Coal Co. vs. Kanawha & Michigan 
y. Co. 
April 10—Keyser, W. Va.—Examiner Settle: 
* 8445—Woolf Milling Co. vs. Mobile & Ohio R. R. Co. et al. 


April 10—Minneapolis, Minn.—Examiner Wood: 
ee ee Co. vs. Illinois Central R. R. Co. 
et al. 
8308—Itasca Lumber Co. vs. Great Northern R. R. Co. 
8416—Northrup-King & Co. vs. C. & N. W. Ry. Co. et al. 
April 11—Clarksburg, W. Va.—Examiner Settle: 
8520—Travis Glass Co. vs. B. & O. S. W. R.-R. Co. et al. 
April 11—Milwaukee, Wis.—Examiner Dow: 
a ara Advancement Assn. et al. vs. Ann Arbor R. 
‘o. et a 


April 11—Memphis, Tenn.—Examiner Fleming: 

6593—Stevens Grocery Co. et al. vs. St. Louis, Iron Mountain 
& Southern Ry. Co. et al. 
. & S. 778—Rates on lumber from Mississippi. 
April 12—Memphis, Tenn.—Examiner Fleming: 
8535—Lamb-Fish Lumber Co. vs. Y. & M. V. et al. 
8563—Memphis Freight Bureau for Weis & Lesh Mfg. Co. vs. 
A. & V¥.. et.al. 
on 12—Argument at Washington, D. C:: 

. & S. 710—Eastern Texas class rates. 
& S. 729—Class rates from Shreveport, La. 

%i8 “allroad Commission of Louisiana vs. St. L. S. W. Ry. 
o. eta 

8290—Railroad Commission of Louisiana vs. St. L. S. F. & 
7ex. Ry. Co. et al. 

8418—Railroad Commission of Louisiana vs. Aransas Harbor 
Terminal Ry. Co. et al. 

April 12—Duluth, Minn.—Examiner W'ood: 
8450—Duluth Log Co. vs. Northern Pacific Ry. Co. 
8473—Duluth Log Co. vs. M. St. P. & S. S. M. Ry. Co. 
8541—Duluth Log Co. vs. M. St. P. & S 3. M. Ry. Co. ‘et al. 
8486—Kelley-How-Thomson Co. vs. Northern Pacific Ry. Co. 

April 13—Argument at Washington, D. C.: 
|. & S. 755—Indiana and Illinois coal rates. 
~~ a Beet Sugar Co. et al. vs. Southern Pacific Co. 

o. et al. 
8259—Thane Lumber Co. et al. 
& Southern Ry. Co. et al. 


April 13—Charleston, W. Va.—Examiner Settle: 
8589—Wattles-Fisher Coal Co. vs. Ann Arbor R. R. Co. 


April 13—La Crosse, Wis.—Examiner Dow: 
8525—La Crosse Shippers’ Assn. vs. Ann Arbor R. R. Co. et al. 
April 14—Huntington, W. Va.—Examiner Settle: 
8523—J. N. McCoach & Co. vs. N. ¥. P. & N. R. R. Co. et al. 
April 14—Argument at Washington, D. C.: 
6579—Application of the Delaware & Hudson Co. to continue 
control of the Champlain Trans. Co. and the Lake George 
S. S. Co., and of water line service on Lake Champlain and 
Lake George. 
5899—Mobile Chamber of Commerce et al. vs. Aberdeen & 
Rockfish R. R. Co. et al. 
6890—Coal Operators”. Traffic Bureau of St. Louis vs. Terminal 
R. R. Assn. of St. Louis et al. 
8212—Lamb-Fish Lumber Co. vs. Yazoo & M. V. R. R. Co. 
April 14—Washington, D. C.—Examiner Marshall: 
* |, & S. 604—Official Classification rates. 
April 14—Hearing at Cairo, IIl.: 
6955—G. I. Moore vs. St. L. & S. F. R. R. Co. et ai. 
l. & S. 770—Forest products from Arkansas points. 


April 15—Cincinnati, O.—Examiner Settle: 

8505—Geo. E. Markley & Co. vs. A. C. L. R. Co. et al. 
8562—Newport Sand Bank Co. vs. C. & O. . Co. et al. 
8434—Charles Boldt Co. vs. P. C. C. & St. L. Ry. Co. et al. 
8613—Charles Boldt Co. vs. B. & O. R. R. Co. et al. 
8660—Isaac Winkler & Bro. vs. Ili. Cent. R. R. Co. et al. 

April 15—Devil’s Lake, N. D.—Examiner Wood: 
a J. Dean vs. Oregon-Washington R. 

et al. 

April 15—Argument at Washington, D. C.: 
8444—-Hill Produce Co. vs. N. C. & St. L. Ry. et al. 
8467—City of Springfield, Tenn., et al. vs. L. & N. R. R. Co. 


et al. 
8458—Cannon Mfg. Co. vs. Sou. Ry. Go. et al. 
April 17—Washington, D. C.: 
|. & S. 748—Dyes from New York, N. Y. 
1. & S. 490—Lumber transit privileges at Buffalo, N. Y. 


in connection 


vs. St. Louis, Iron Mountain 


R. & Nav. Co. 





7506—Buffalo Lumber Exchange et al. vs. Alabama Central 


Ry. et al. 
April 17—Argument at Washington, D. C.: 
8407—Sterling Salt Co. vs. P. R. R. Co. 4 ai, 
8251—W. Harry Brown vs. Vandalia R. Co. et al. 
8253—Marinette-Green Bay Mfg. Co. ee Til. Cent. R. R. Co. 
et al. 
April 17—New York, N. Y.—Examiner G. N. Brown: 
* 8558—The milk and cream investigation. 
April 17—Louisville, Ky.—Examiner Fleming: 
8428—New Albany Box and Basket Co. vs. Il. 
Co. et al. 
8463—-N. L. Curry Grocery Co. vs. Sou. Ry. et al 
April 18—Dayton, O.—Examiner Settle: 
7781—Srere Bros. & Co. vs. C. C. C. & St. L. Ry. Co. et al. 
8382—Wm. H. Young et al. vs. P. C. C. & St L. Ry. Co. et al. 
8568—Davis Sewing Machine Co. vs. P. C. C. & St. L. Ry Co. 
et al. 


April 18—Argument at Washington, D. C.: 
8320—American Pulp and Paper Assn. vs. B. & Oo. R. BR. Co. 
et al. 


8484—Swift & Co. vs. A.C. L. R. Co. et al. 
8512—Interstate Packing Co. vs. e & N. W. Ry. Co. 
8513—Interstate Packing Co. vs. C. M. & St. P. Ry. Co. et al. 
April 18—Helena, Mont.—Examiner Wood: 
6772—Charles T. Perry & Co. vs. Arizona Eastern Ry. Co. 
et al. 
8178—Davidson Grocery Co. et al. vs. Butte Anaconda & Pa- 
cific Ry. Co. et al. y 
— pee Co. et al. vs. Butte, Anaconda & Pacific Ry. 
o. et al. 
8404—Lindsay Commission Co. vs. Northern Pacific Ry. Co. 


April 19—Argument at Washington, D. C.: 
4906—In the matter of private cars. 


April 20—Butte, Mont.—Examiner Wood: 
8178—Davidson Grocery Co. et al. vs. Butte, Anaconda & 
Pacific Ry. Co. et al. 
g209—Beebe Grain Co. et al. 
Ry. Co. et al. 
8380—Butte Wholesale Grocery Co. et al. vs. Butte, Anaconda 
& Pacific Ry. Co. et al. 
— 20—Springfield, O.—Examiner Settle: 
. & S. 767—Hides from Springfield, Ohio. 


Apri 21—St. Louis, Mo.—Examiner La Roe: 
. & S. 796—Illinois passenger fares. 


Apri 22—Indianapolis, Ind.—Examiner Settle: 
& S. 763—Classification of chain (No. 2). 
e381. V. Stimson vs. Sou. Ry. Co. et al. 
8429—D. C. & J. V. Stimson vs. L. H. & S. L. Ry. Co. et al. 
8681—Republic Creosoting Co. vs. N. O. & Gt. Nor. R. R. Co. 
et al. 


dy 24—Phoenix, Ariz.—Examiner McGehee: 
& S. 793—Wool ratings. 
yh 24—Philadelphia, Pa.—Examiner G. N. Brown: 
* 8558—-The milk and cream investigation. 
April 24—Washington, D. C.—Commissioner Clements: 
8725—Lake cargo coal rates. 
8598—Pittsburgh Coal Operators Assn. vs. Pa. Co. et al. 
April 25—Kokomo, Ind.—Examiner Settle: 
* oe Stove and Range Co. vs. P. Cc. C. & St. L. Ry. 
Co. et a 
April 26—St. Louis, Mo.—Examiner Settle: 
6747—Himmelberger-Harrison Lumber Co. vs. St. Louis & San 
Francisco R. R. Co. et al. 
8596—Best-Clymer Mfg. Co. vs. Wabash Ry. Co. et ~~ 


Cent, R. R. 


vs. Butte, Anaconda & Pacific 


8575—Pittsburgh Plate Glass Co. vs. St. L. & S. F. Co. 
ba aia iad Coal and Coke Co. vs. St. LL & S. F. rE Ay Co. 
et al. 


April 26—Chicago, Ill—Examiner La Roe: 
1. & S. 623—Export grain case. 
a & Loomis Co. vs. P. C. C. & St. L. Ry. Co. 
et al. 
April 26—Washington, D. C.—Commissioner Clements: 
|. & S. 774—Bituminous coal rates to C. F. A. territory. 
6951—Kellogg Toasted Corn Flake Co. vs. Mich. Cent. R. R. 


Co. et al, 

ar 9 Chamber of Commerce vs. Ann Arbor R. R. 

o. eta 

7371—Battle Creek Chamber of Commerce et al. ee OC. 
R. R. Co. et al. 

er eee Car Co. et al. vs. Kanawha & Mich, Ry. Co. 
et a 

7662—Grand Rapids Assn. of Commerce et al. vs. Ann Arbor 
R. R. Co. et al. 

7667—Jackson Chamber of Commerce vs. Pittsburgh & Lake 
Erie R. R. et al. 

7668—Battle Creek Chamber of Commerce et al. vs. Pa. Co, 


et al. 
7669—Carter Car Co. Grand Trunk Ry. Co. of 
Canada et al. 
April 27—St. Louis, Mo.—Examiner Settle: 
8630—Schram Glass Mfg. Co. vs. St. L. & S. F. R. R. Co. et 5 
“a oe Girardeau Portland Cement Co.-.vs. St. L. & S. 


R. Co. et al. 
eesy— Pacific Lime and Gypsum Co. vs. O. S. L. R. R. Co. 


et al. vs. 


et al. 
8615—Brown Stave Co. vs. St. L. & S. » ee Co. et al, 
8618—Wells Lumber Co. vs. Gulf & S. TE R. Co. et al. 
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* 
Digest of New Complaints| 
e 
ne, mie. Pacific Motor Supply Co. vs. A. T. & S. F. Ry. Co. 
et al. 
. wy ous. No. 1. W. H. Whitesall vs. C. B. & Q. R. R. 

‘oO. et al, 

No. 6812, Sub. No. 2. Norman W. Church vs, A. T. & S. F. 
Ry. Co. et al. 
or — Aub. No. 3. C. Will Risden vs. A. T. & S. F. Ry. 

‘o. et al. . 

No. — : No. 4. A. M. Kupfer Co. vs. A. T. & S. F. Ry. 
Co. et al. 

Petition for modification of decision in Commission’s report 
on above cases, 37 I. C. C., 703, 706, upon the ground that the 
Commission erred when it held that the complainants and 
interveners had been damaged to the extent of the diter- 
ence between the carload charges on motorcycles made prior 
to Dec. 1, 1913, and the charges that would have accrued. at 
the first class rates contemporaneously in effect. 

No. 7433. Cosmos Portland Cement Co. vs. Illinois Central 
R. R. Co, et al. 

Application for rehearing upon the question of the division 
of rates. 

No. 8380, Sub. No. 3. Stone-Orden-Wells Co., Duluth, Minn., vs. 
E. V. Ridout Co. et al. 

Against charges of 93 cents per 100 pounds, minimum weight 
36,000 pounds, on shipments of sugar from San Francisco, 
Oakland, Crockett and Portiero, Calif., to Minnesota destina- 
tions and a rate of 85 cents per 100 pounds, minimum 60,000 
pounds, between the same points, as unjust, unreasonable and 
excessive. Asks for a rate of 55 cents per 100 pounds on 
minimum of 60,000 pounds and of 60 cents per 100 pounds on 
a minimum of 36,000 pounds or such other as the Commission 
may deem just and reasonable, and reparation. 

No, 8404, Sub. No. 1. Union Mercantile Co. et al., Butte, Mont., 
vs. Northern Pacific Ry. Co. 

No. 8380, Sub. No. 2: Bozeman Wholesale Grocery Co. et al., 
Butte, Mont., vs. E. B. Rideout Co. et al. 

Against rates of 83 cents per 100 pounds, minimum 60,000 
pounds, and 93 cents per 100 pounds, minimum 36,000 pounds 
on sugar from San Francisco, Oakland, Crockett and Petrero, 
Cal., to Deer Lodge, Belgrade, Bozeman, Livingston and 
Sheridan, Mont., and a rate of 90 cents per 100 pounds, mini- 
mum 60,000 pounds, from same points of origin to Twin 
Bridges, Mont., as excessive, unreasonable and discriminatory, 
in that they exceed the rates to the more distant points on 
the same lines and in the same directions. Ask for a cease 
and desist order and the establishment of maxima rates and 
reparation, 

Against a rate of 65 cents per 100 pounds on dried beans, 
c. L., minimum of 30,000 pounds, from Kendrick and Troy, 
Idaho, to Butte and Helena, Mont., as unjust and unreason- 
able. Ask for a rate of 37 cents and reparation. 

No. 8679, Sub. No. 6. E. I. Du Pont de Nemours Powder Co. 
Wilmington, Del., vs. Philadelphia & Reading et al. 

Against a rate of 7.4c per 100 pounds on cinder ashes from 
Wilmington to Carney’s Point, N. J., as unreasonable and 
unjust. Ask for a rate not in excess of 80c per ton and 
reparation. 

No. 8679, Sub. No. 7. Same vs. P. & R. et al. 
Same complaint and prayer. 

No. 8690. Beaumont Lumber Co., Beaumont, Tex., vs. St. L. & 
S. 2. RR. Ce OC-al, 

Against a rate of 21.lc on carload shipments of- lumber 
from Idabel, Okla., to Cairo, Ill., as unjust and unreasonable. 
Ask for the establishment of a rate of 16c and reparation. 

No. 8733. Cleveland (Tenn.) Excelsior Co. vs. Sou. Ry. Co. 
et al. 

Against a rate of 17% cents on excelsior from Cleveland, 
Tenn., to Cincinnati, Ohio, as unjust and unreasonable. Ask 
for a cease and desist order and the establishment of maxima 
rates. 

No. 8735. Sunderland Bros. Co., Omaha, Neb., vs. A. T. & S. F. 
Ry. Co. et al. 

Against a rate of 12 cents per 100 pounds on building brick 
from Fredonia and other points in Kansas to Omaha as un- 
just, unreasonable and excessive and discriminatory to the 
extent that they exceeded the aggregation of local rates over 
Council Bluffs, Nebraska City and Omaha. Cease and desist 
order, the establishment of joint through rates and reparation 

asked for. 


No. 8737. Walter K. Woolman, Clarence S. Woolman and Lucy 
K. Woolman, as S. C. Woolman & Co., Philadelphia, Pa., vs. 
=» <e 


Against alleged overcharges on shipments of baled hay 
from Mount Vernon, Ohio, to North Philadelphia, Pa. Cease 
and desist order and reparation asked for. 

No. 8738. The Prairie Oil and Gas Co., Independence, Kan., vs. 
Wabash Ry. Co. et al. 

Against a rate of 7 cents per 100 pounds on one iron tank 
from Shannonville, Mo., to Independence, as unjust and un- 
reasonable. Ask for cease and desist order and reparation. 

No. 8741. Northwestern Liquor Assn., Boise City, Ida., vs. 
Pennsylvania Terminal Ry. Co. et al. 

Unjust and unreasonable rates on liquors and distilled 

spirits between Louisville and Pacific coast terminals, in vio- 


lation of the Commission’s order of July 31, 1911. Asks for 
reparation. 
No. 8742, Taunton Dye Works and Bleachery Co., Taunton, 


Mass., vs. N. Y. N. H. & H. et al. z 
Unjust and unreasonable charges on compressed cotton due 
to alleged misrouting. Asks for reasonable rates and repara- 


tion. 
No. 8743. Anderson-Theobald Co., Vincennes, Ind., vs. Van- 
dalia et al. 


Against unjust and unreasonable rates on sand and gravel 
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from Allison Branch, Ill., to Vandalia points in Indiana. Asks 
for a cease and desist order, just and reasonable rates and 
that the Vandalia shall be ordered to accept the same pro- 
portional rates on shipments received from the B. & O. S. W. 
as on shipments from the C. & E. I. 

No. 8744.. Aitna Portland Cement Co.,. Detroit and Fenton, 
Mich., vs. Detroit, Grand Haven & Milwaukee et al. 

Unjust, unreasonable and unduly discriminatory charges on 
coal from -Fenton, Mich., to Detroit. Asks for reparation. 

No. 8745. George B. Cary, Chicago, vs. Erie & Western Trans- 
portation Co. et al. 

Unjust and unreasonable charge on linseed cake from Su- 
perior, Wis., to Itasca Docks, Wis., for Baltimore, Md. Asks 
for a cease and desist order and reparation. 6 

No. 8746. Atlanta Freight Bureau et al. vs. Southern et al. 

Excessive, unreasonable, unjust, unduly discriminatory and 
preferential rates between Atlanta and Pacific coast terminals 
and points taking same rates or rates based thereon, in favor 
of Birmingham, Cincinnati, Louisville, Memphis, New Orleans 
and Mobile, the latter points being on through joint rate 
basis, while Atlanta has to use Chattanooga or Birmingham 


combinations. Asks for cease and desist order, reasonable 
through rates and reparation. 

No. a Jos. Schlitz Brewing Co., Milwaukee, vs. S. A. L. 
et al. 


Unjust and unreasonable charges on carloads of empty beer 
bottles from Richland County, S. C., dispensary to Milwau- 
kee, due to alleged misrouting. Asks for reparation. 

No. 8748. Atlanta Freight Bureau et al. vs. Louisville & Nash- 
ville R. R. Co. et al. 

Against a rate of 56 cents per 100 pounds on coffee from 
New Orleans, La., as unjust, unreasonable and unduly dis- 
criminatory as compared with rates contemporaneously in 
effect from New Orleans to Birmingham, Ala., and Nashville, 
Tenn. Ask for a cease and desist order, the establishment of 
Cc. L. and L. C. L. rates and for reparation. 

No. 8749. Inland Crystal Salt Co., Salt Lake City, vs. Camas 
Prairie et al. 

Unjust and unreasonable rates on salt and sulphurized rock 
salt from Saltair to points in Idaho, Montana, Oregon, Wash- 
ington and Wyoming. Asks for a cease and desist order and 
reasonable rates. 

No. 8750. The Alexandria Cooperage and Lumber Co., Pineville, 
le., va. ©. BL & PB. et. ai. 

Against a rate of 7 cents on hardwood logs from Alexan- 
dria to Pineville as unjust and unreasonable. Asks for a rate 
of % cent minimum, $4.00 per car on logs and 1 cent with a 
minimum of $5.00 per car on cooperage stock. 

No. 8751. W. H. Barber Agency Co., Minneapolis, vs. Kent- 
wood & Eastern et al. 

Against a rate of 56 cents on turpentine and 40 cents on 
resin from points on the K. & E, to St. Paul and Minneapolis 
as unjust, unreasonable and unjustly discriminatory. Asks 
for the New Orleans rate of 40 cents on turpentine and 32 
cents On resin or such other rates as the Commission deems 
reasonable and reparation of more than $7,000. 

No. —, A. Rosenblum, Brooklyn, N. Y., vs. N. Y. N. H. & 
H. et al. 

Against a rate of 19 cents per 100 pounds on carload ship- 
ments of onions from Hatfield and South Deerfield, Mass., to 
New York, N. Y., as unjust and unreasonable. Ask for a 
rate not to exceed 13 cents and reparation. 

No. 8753. Ford’s Porcelain Works, Perth Amboy, N. J., vs. L. 
¥. x. BR. Co. et at. 

Against a rate of $3.70 per 100 pounds on earthenware 
urinals, crated, from Perth Amboy, N. J., to Seattle, Wash., 
part of which arrived broken, at a total loss. Asks for the 
establishment of a rate of $1.50 per 100 pounds and reparation 
for the broken part of the shipment and for the excess freight 
charges. 

No. 8754. A. Rosenblum, Brooklyn, N. Y., vs. New York, Phila- 
delphia & Norf R. R. et al. ; 









in Virginia to Bushwick stations, Brooklyn, N. Y., 

and unreasonable. Ask for the establishment of 

reasonable rates and reparation. 

. American Bridge Co., New York, N. Y., vs. Norfolk 

estern et al. 

Against the assessment of lighterage charges on shipments 

of bridge builders’ outfits from Kenova, W. Va., to Greenville, 

N. J., as unjust, unreasonable and excessive and in violation 

of published tariffs. Cease and desist order and reparation 

asked for. 

No. 8756. Muskogee Produce Co. et al., Muskogee, Okla., vs. 
LL. & 8. F. R. R. et al. 

Unjust and unreasonable rates on apples, carloads, from 
points in Arkansas to Muskogee, Okla. Asks for the applica- 
tion of just and reasonable maxima rates and reparation. 

No. 8757. United States Gypsum Co. vs. Culver & Port Clinton 
R. R. Co, et al. 

Unjust, unreasonable, unduly preferential and unduly dis- 
criminatory rates on shipments of gypsum products by reason 
of the cancellation of existing through rates under the Commis- 
sion’s order ‘in the matter of allowances to short lines of 
railroads serving industries.’’ Reparation asked of $2,417.15 
on shipments moving between April 1 and Dec. 31, 1914. 

No. 8758. Chicago Bridge & Iron Co., Chicago, Ill., vs. Erie Ry. 
Co. et al. 

Against the cancellation of fabrication in transit on struc- 
tural steel and iron at Greenville, Pa., as unjust and un- 
reasonable. Asks for a cease and desist order, the cancella- 
tion of the existing restrictions, and reparation. 

No. 8759. Henry E. Meeker, as Meeker & Co., vs. the Pennsyl- 
vania Ry. Co. 

Unjust, unreasonable and unduly discriminatory demurrage 
charges on coal at South Amboy, N. J., under Pennsylvania 
Ry. Co. tariff T. D. I. ©. C. No. 38. Reparation asked of $734. 


No. 8760. Sunderland Bros. Co:, Omaha, Neb., vs. C. & N. W. 
et al. j 
Unjust and unreasonable charges on shipments of brick 
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from Brazil, Ind., to York, Neb. Ask for a cease and desist 
order and reparation. 

No. 8761. Hall & Richter Paper Co., Northumberland, N. H., vs. 
Boston & Maine et al. 

Against a rate of $135 per gross ton on bituminous coal 
from Portland, Me., to Northumberland, N. H., as unjust and 
unreasonable and unduly discriminatory. Cease and desist 
order, the establishment of maxima rates and reparation 
asked for. . 

No. 8763. E. I. Du Pont de Nemours Powder Co., Wilmington, 
Del., vs. the P. & R. Ry. Co. et al. 

Unjust and unreasonable rates and charges on high ex- 
plosives from Thompson’s Point, N. J., to Yellow Rock, Ky. 
Ask for a cease and desist order, the application of just and 
reasonable rates not to exceed 37 cents, and reparation. 

No. 8764. National Confectioners’ Assn. et al., Chicago, Ill., and 
elsewhere, vs. Aberdeen & Rockfish et al. 

Against application of second class rating on candy, con- 
fectionery and allied goods, moving under Western Classifica- 
tion Committee Tariff No. 53, effective Oct. 20, 1915, as unjust, 
unreasonable and excessive. Asks for the application of 
third class on less than carload and fifth class on carload 
ratings. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Until it can be shown otherwise, the Commission is of the 
opinion that the New York Central and the West Shore cannot 
impose any pénalty on the man who misuses a commutation 
book. But for an Investigation and Suspension order (No. 814), 
March 31, those roads, on April 1, would have put into effect 
tariffs declaring that when a passenger has misued or allowed 
the misuse of a commutation ticket, the companies would not 
sell him another. No attempt was made in the tariffs that have 
been suspended to July 30 to define a misuse. The objection- 
able matter, which brought about the suspension, is contained 
in the provision beginning, ‘In consideration of the reduced 
rate, ete.’’ The customary provision is followed by the declara- 
tion that the company will not sell another ticket to a passen- 
ger who misuses or allows a ticket to be misused. The point 
has been made that the act to regulate commerce prescribes 
the penalties that may be imposed upon a patron of a railroad 
who violates any of the rules that comply with the require- 
ments of the Act to regulate commerce. This is the first time, 
so far as can be recalled, that a railroad has undertaken to 
deprive a patron of its services, except for failure to pay freight 
bills. 

March 31, in I. and S. No. 815, the Commission suspended 
until July 30, the following tariffs which were to become 
effective as indicated: Union Pacific R. R. Co. I. C. C. No. 2773, 
efective April 1, 1916; Sup. 1 to I. C. C. No. 2773, effective May 
1. They increase class rates from Omaha, Neb., and other 
points to various destinations in Kansas. The proposed in- 
creases range from 2 to 11 cents per 100 pounds. 

March 31, in I. and S. No. 816, the Commission suspended 
until July 30 tariffs which were to become effective as indi- 
Baltimore Steam Packet Co. (Old Bay Line) I. C. C. 
Nos. 414, 415, effective April 3; Chesapeake S. S. Co. I. C. C. 
Nos. 204, 205, effective April 3; Norfolk & Washington S. S. Co. 
I. C. C. No. 19, effective April 4; Old Dominion Co. I. C. C. No. 
921, effective April 1; I. C. C. No. 922, effective April 3; I. C. C. 
923, effective April 1. They increase rates on fish from Nor- 
folk and other Virginia points via various boat lines, to New 
York, Philadelphia, Baltimore and Washington. 

April 1, in I. and S. No. 813, the Commission suspended from 
April 2 until July 31, items in Supplements Nos. 11 and 12 to 
Leland’s I. C. C. No. 1096. The suspended items increase rates 
on lumber from points in Arkansas and Oklahoma on the St. 
Louis & San Francisco to Chicago and various other destina- 
tions in Illinois, Wisconsin and other states. The increases 
range from 1 to 5 cents per 100 pounds. 

March 30, in I. and S. No. 811, the Commission suspended 
from March 3l to July 29 items in the following tariffs: R. H. 
Countiss, agent, Sup. Nos. 2 and 3 to I. C, C. No, 1018. They 
increase rates on rice, broken rice and brewers’ rice, in car- 
loads, from points in California to destinations in Groups F, 
G, H and J, which includes points in Iowa, Missouri, Kansas, 
Nebraska, Oklahoma, Texas, Wyoming and New Mexico. The 
present rate is 50 cents and the proposed rate is 60 cents per 
109 pounds. 

March 30, in I. and S. No. 812, the Commission suspended 
May 1 until August 29 7th Revised Page 277 of Louisville & 
Nashville I. C. C. No. A12658. The suspended tariff provides 
for a maximum absorption of 18 cents per net ton on coal 
from Alabama mines for delivery into vessels lying alongside 
wharves or cogktipples at New Orleans, the absorption to cover 
cost of switching and handling into vessel. Under the present 
rules on cg4l so handled the Louisville & Nashville absorbs 11 
cents pey’net ton. 

30, in I. and S. No. 809, the Commission suspended 









Sification I. C. C. No. 20, and certain items contained in 
ious tariffs therein specified. Note 4, as now in effect in 
e Southern Classification (Associated Railways Exceptions), 


less than carloads, which are in practically all instances lower 
than ratings named thereon in the Southern Classification 
proper. Note 4 of Sup. No. 15 to the Southern Classification 
provides for the cancellation of the proposed lower exception 
ratings on a large number of such commodities and items in 
all other tariffs, the operation of which is suspended by this 
order and .provides for similar changes which would result in 
increased freight rates on traffic moving between points in 
Carolina territory and other points in southeastern territory, 
including Mississippi and Ohio River crossings,- also Boston, 
Providence, New York and other eastern points. 


fircas tha ratings on a number of commodities, carloads and 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the West- 
ern Classification Committee on Applica- 
tions for Changes in Rating, Rules, 
Etce., in Classification No. 53 





The Western Classification Committee, 
R. C. Fyfe, Chairman; H. C. Bush, W. E. Prendergast. 
The Western Classification Committee will, on the dates 
and at the hours named, consider the following applications for 
changes in ratings, rules, etc., in Classification No. 53. Inter- 
ested persons desiring to appear and present arguments will 
be heard in the committee conference room, 1875 Transportation 
Building, Chicago, unless another locality is stated. 


TUESDAY, APRIL 25. 


Docket No. 727—2:40 P. M. Submitted by Shippers. 
Tea: In boxes, L. C. L., third class; in boxes, C. L., minimum 
weight 30,000 pounds, fourth class. 
(To cancel Item 16, Page 312.) 
Docket No. 728—3:00 P. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Paintings of Pictures, not otherwise indexed by name: 

Actual value not exceeding 50 cents per pound, in boxes, L. 
Cc. L., first class; in boxes, C. L., minimum weight. 10,000 
pounds (subject to Rule 6B), second class. 

Actual value exceeding 50 cents per pound and not exceeding 
$2.00 per pound, in boxes, class D1. 

Actual value exceeding $2.00 per pound and not exceeding 
$5.00 per pound, in boxes, three times first class. 

Actual value exceeding $5.00 per pound, in boxes, not taken. 

Value not stated, in boxes, not taken. 

(To cancel Item 377, Page 46, Supplement S8S—U. 4384.) 
Docket No. 729—3:30 P. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Watches, Clocks (subject to Rule 2, see Note): 

Actual value not exceeding 60 cents each, in boxes, first class. 

Actual value exceeding 60 cents each, but not exceeding $1.00 
each, in boxes, one and one-half times first class. 

—— value exceeding. $1.00 each, in boxes, three times first 
class. 

Value not stated, in boxes, not taken. 

Note.—Ratings apply on Clock Watches, in wooden boxes 
only. Boxes must be metal strapped and sealed. 

Watches, other than Clock Watches, not taken. 

(Cancels Item 398, Page 65, Sup. 8 and Item 30, Page 332.) 

Docket No. 730—4:00 P. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Racks: Bottle Drip or Sterilizing, flat, in boxes, bundles or 
crates, first class. .- 
(Cancels Items 30 and 38, Page 282.) 


WEDNESDAY, APRIL 26. 


Docket No. 731—9:30 A. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Machinery and Machines: Elevator Boots or Heads: 

Iron or Steel: Loose or in packages, L. C. L., second class; 
loose or in packages, straight or mixed C. L., minimum 
weight 24,000 pounds (subject to Rule 6B), class A. 

Wood: Loose or in packages, L. C. L, second class; loose 
or in packages, straight or mixed C. L., minimum weight 
24,000 pounds (subject to Rule 6B), class A. 

Eleyator Legs: Iron or Steel: S. U., in boxes or crates, L. C. 
L., second class; K. D., in boxes, bundles or crates, L. C. 
L., third class; loose or in packages, C. L., minimum weight 
24,000 pounds (subject to Rule 6B), class A. 

Elevator Legs: Wood: S. U., in boxes, bundles or crates, L. 
C. L., second class; K. D., in boxes, bundles or crates, L. 
C. L., third class; loose or in packages, C. L., minimum 
weight 24,000 pounds (subject to Rule 6B), class A. 

(Cancels Items 16 and 17, Page 230—Uniform 4336.) 
Docket No. 732—9:45 A. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Cars: Railway: 

Cinder, Dump, Furnace Charging, Hot Metal, Ladle, Logging, 
Mine, Pit, Plantation, Push or Slag, four-wheeled, or Rail- 
way Cars, four-wheeled, not otherwise indexed by name: 
With fixed racks or standards, loose or in packages, L. C. 
L., one and one-half times first class; with racks or stand- 
ards detached or without racks or standards, loose or in 
packages, L. C. L., third class; loose or in packages, straight 
or mixed C. L., minimum weight 24,000 pounds (subject to 
Rule 6B), class A. 

(Cancels Item 8, Page 243; Items 31 & 32, Page 283; Items 1, 6 
and 11, Page 284.) 


Docket No. 733—10:00 A. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Outfits: Bridge Builders’ Erection, consisting.of Frame, Boom, 
Rigging, Engine, Tanks, Tools and Coal: Moved on own 
wheels, actual weight of car and contents, subject to mini- 
mum weight of 50,000 pounds, see Note 5. 

Note.—If additional car or cars are required on account 
of detached or overhanging parts, the minimum weight 
shall be increased 24,000 pounds for each additional car. 

(New Item 4338.) 
(Cancels Bridge Builders’ Outfits from Item 6, page 196.) 
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Docket No. 734—10:30 A. M. 

Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Railway Track Material, iron or steel: Angle bars, loose or in 
packages, L. C. L., fourth class; angle plates, loose or in 
packages, L. C. L., fourth class; anti-rail creeper fasten- 
ings, in boxes, bundles or kegs, L. C. L., fourth class; base 
plates, loose or in packages, L. C. L., fourth class; cross- 
ings, loose or in packages, L. C. L., fourth class; draw- 
bridge guides, loose or in packages, L. C. L., fourth class; 
filler blocks, loose or in packages, Il. C. L., fourth class; 
foot guards, loose or in packages, L. C. L., fourth class; 
frogs, loose or in packages, L. C. L., .fourth class; frog 
fillers, loose or in packages, L. C. L., fourth class; guard 
rails, loose or in packages, L. C. L., fourth class; nut locks, 
in boxes, bundles or kegs, L. C. L., fourth class; rail braces, 
loose or in packages, L. C. L., fourth class; rail chairs, 
loose or in packages, L..C. L., fourth class; rail guards, 
loose or im packages, L. C. L., fourth class; rail joints, 
loose or in packages, L. C. L., fourth class; rail yokes, 
loose or in packages, L. C. L., fourth class; reinforcing 
bars, loose or in packages, L. C. L., fourth class; splice 
bars, loose or in packages, L. C. L., fourth class; steel 
crossties, loose or in packages, L. C. L., fourth class; steel 
crosstie fastenings, in boxes, bundles or kegs, L. C. L., 
fourth class; switches, loose or in packages, L. C. L., fourth 
class; switch points, loose or in packages, L. C. L., fourth 
class; switch stands, loose or in packages, L. C. L., fourth 
class; switch targets, loose or in packages, L. C. L., fourth 
class; tie bolts, in boxes, bundles or kegs, L. C. L., fourth 
class; tie plates, loose or in packages, L. C. L., fourth class; 
tie rods, loose or in packages, L. C. L., fourth class; track 

bolts. nuts or washers, in boxes, bundles or kegs, L. C. L., 

fourth class;track spikes, in boxes, bundles or kegs, L. C. 

L., fourth class; track wedges, loose or in packages, L. C. 

L., fourth class: welder bars, loose or in packages, L. C. L., 

fourth class; Railway Track Material, iron or steel, as 

specified under Railway Track Material, iron or steel, loose 
or in packages, straight or mixed, C. L., minimum weight 

36,000 pounds, fifth class. ‘ 

(Cancels Items 25, 27, 42 and 43, page 206; 5, 6, 10, 14 and 15, 

page 207; 34, 35, 36, and 44, page 286; 2, 3, 4, 5, 6, 7 

and 8, page 287.) 

Railway Track Material, iron or steel: Mixed. carloads of Rail- 
way Track Material, iron or steel, as specified under Rail- 
way Track Material, iron or steel, and Rails, iron or steel, 
meee - in packages, C. L., minimum weight 40,000 pounds, 

th class. 


Docket No. 735—11:00 A. M. 

Descriptions by Uniform and Ratings by 
Western Classification Committee. 

Machinery and Machines: Grain or Seed Cleaning, Grading or 
Separating Machines: 

Power: Aspirators: Loose or on skids, L, C. L., first class; 
in boxes or crates, L. C. L., first class. 

Cockle Machines or Cockle Cylinders: Loose or on skids, 
L. C. L., first class; in boxes or crates, L. C. L., first class. 

Washers and Driers combined: Loose or on skids, L. C. L., 
first class; in boxes or crates, L. C. L., first class. 

Power Grain or Seed Cleaning, Grading or Separating Ma- 
chines, separate or combined, not otherwise indexed by 
name, including Scalping Shoes or Scourers (Smut Ma- 
chines): Loose or on skids, L. C. L., first class; in boxes 
or crates, L. C. L.,- first class. 

Aspirators, Cockle Machines or Cockle Cylinders, Washers 
and Driers combined, or Power Grain or Seed Cleaning, 
Grading or Separating Machines, separate or combined, not 
otherwise indexed by name, including Scalping Shoes or 
Scourers (Smut ‘Machines): In packages, loose or on skids, 
straight or mixed, C. L., minimum weight 12,000 pounds 
(Subject to Rule 6B), third class. 

(Cancels Item 14, page 229; Items 13, 14 in part and 17, 

page 232.) 

Docket No. 736—11:30 A. M. 

Submitted by Uniform Classification Committee. 

Pipe: Iron or steel, wrought: Riveted or Lock-joint, not other- 
wise indexed by name: 

U. S. standard gauge No. 16 or thicker, but not thicker than 
U. S. standard gauge No. 8: Inside diameter over 48 inches, 
loose or in packages, L. C. L., Class D1; inside diameter 
over 24 inches, but not over 48 inches, loose or in pack- 
ages, L. C. L., first class; inside diameter 24 inches or less, 
loose or in packages, L. C. L., second class. 

U. S. standard gauge No. 7 or thicker: Loose or in packages, 
L. C. L., second class; loose or in packages, C. L., mini- 
mum weight 24,000 pounds (Subject to Rule 6B), Class A. 

(Cancels Item 11, page 271.) 

Pipe: Iron or steel, wrought: Riveted or Lock-joint, not other- 
wise indexed by name: 

U. S. standard gauge No. 17 or thinner: 

Side seams closed, inside diameter over 8 inches: 

Not nested: Loose, L. C. L., Class D1;-in bundles, L. C. L., 
Class D1; in boxes or crates, L. C. L., one and one-half 
times first class. 

Nested: In bundles, L. C. L., one and one-half times first 
class; in boxes or crates, L. C. L., first class. 

Side seams closed, inside diameter 8 inches or less: 

Not nested: In bundles, lL. C. L., Class D1; in boxes or 
crates, L. C. L., one and one-half times first class, 

Nested: In bundles, L. C. L., one and one-half times first 
class; in boxes or crates, L. C. L., first class. 

Side seams closed: Loose or in packages, C. L., minimum 
weight 15,000 pounds (Subject to Rule 6B), third class. 

Side seams not closed, nested: In rolls, see note, L. C. L., 
third class; in boxes or crates, L. C. L., third class: in 
packages named, C. L., minimum weight 36,000 pounds, 
fifth class. 

Note.—Outside section of roll used as a container for 
three or more sections may have side seams closed. 
(Cancels Item 12, page 270.) 
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Docket No. 737—1:30 P. M. 


Descriptions by Uniform and, Ratings by 
Western Classification Committee. 


Machinery and Machines: Power Transmission Machinery: 


Bearings, Base Plates, Floor Stands, Hlangers, Journal Boxes, 
Pillow Blocks, Wall Box Frames or Wall Brackets: -Weigh- 
ing each less than 25 pounds, loose, or in bundles weighing 
each less than 25 pounds, L. C. L., first class; weighing 
each 25 pounds or over, loose, or in bundles weighing each 
25 pounds or over, L. C. L., fourth class; in barrels, boxes 
or crates, L. C. L., fourth class; loose or in packages, C. L., 
minimum weight 30,000 pounds, fifth class. , 

Belt Clamps, Belt Tighteners, Mule Pulley Stands, Binder 
Frames or Tension Carriages: Loose or in bundles, L. C. 
L., first class; in barrels, boxes or crates, L. C. L., second 
class; loose or in packages, C. L., minimum weight 24,000 
pounds (Subject to Rule 6B), Class A. 

Bushings: Metal: In barrels, boxes or crates, L. C. L., sec- 
ond class; in packages named, C. L., minimum weight 
30,000 pounds, fifth class. Wooden: In bundles, L. C. L., 
first class; in barrels, boxes or crates, L. C. L., second 
class; in packages named, C. L., minimum weight 20,000 
pounds (Subject to Rule 6B), fourth class. 

Clutches: Loose, L. C. L., first class; in barrels, boxes or 
crates, L. C. L., second class; loose or in packages, C. L., 
minimum weight 24,000 pounds (Subject to Rule 6B), 
Class A. 

Clutches and Pulleys or Sprocket Wheels combined: Loose, 
L. C. L., first class; in barrels, boxes or crates, L. C. L., 
second class; loose or in packages, C. L., minimum weight 
24,000 pounds (Subject to Rule 6B), Class A. 

Clutch Sleeves or Clutch Shifters: Loose or in bundles, L. 
C. L., first class; in barrels, boxes or crates, L. C. L., sec- 
ond class; loose or in packages, C. L., minimum weight 
24,000 pounds (Subject to Rule 6B), Class A. 

Pulleys or Sheaves: Iron or steel: Weighing each less than 
25 pounds, loose, or in bundles weighing each less than 25 
pounds, L. C. L., first class; weighing each 25 pounds or 
over, loose, or in bundles weighing each 25 pounds or over, 
L. C. L., second class; in barrels, boxes or crates, L. C. L., 
second class; loose or in packages, C. L., minimum weight 
30,000 pounds, fifth class. : 

Paper, compressed: Loose, L. C. L., first class; in barrels, 
boxes or crates, L. C. L., second class; loose or in packages, 
Cc. L., minimum weight 30,000 pounds, Class A. 

Wood and Iron or Steel, combined: Loose, L. C. L., first 
class; in barrels, boxes or crates, L. C. L., second class; 
loose or in packages, C. L., minimum weight 30,0000. pounds, 
Class A. 

Wooden: Block: Loose, L. C. L., first class; in_ bundles, 
L. C. L., first class; in barrels, boxes or crates, L. C. L., 
second class. - Skeleton: Loose, L. C. L., first class; in 
bundles, L. C. L., first class; in barrels, boxes or crates, 
L. C. L., second class; loose or in packages, straight C. L. 
or in mixed C. L., with Wooden Bushings or Wooden Pul- 
ley Laggings, loose or in packages, as provided for straight 
Cc. L. shipments, minimum weight 20,000 pounds (Subject 
to Rule 6B), Class A. 

Pulley Laggings, wooden: Loose, L. C. L., first class; in 
barrels, boxes or crates, L. C. L., second class; loose or in 
packages, C. L., minimum weight 20,000 pounds (Subject 
to Rule 6B), Class A. 

Shaft Collars or Shaft Couplings: Weighing each less than 
25 pounds, loose, or in bundles weighing each less than 25 
pounds, L. C. L., first class; weighing each 25 pounds or 
over, loose, or in bundles weighing each 25 pounds or over, 
L. C. L., second class; in barrels, boxes or crates, L. C. L., 
second class; loose or in packages, C. L., minimum weight 
30,000 pounds, Class A. 

Shafts or Shafting, iron or steel, other than Crank Shafts: 

With cams or fittings attached, such as bearings, couplings, 
pulleys or wheels: Loose or in packages, L. C. L., first 
class; loose or in packages, C. L., minimum weight 30,000 
pounds, Class A. 

Without cams or fittings: Key-leaved or key-seated: Loose 
or in packages, L. C. L., third class; loose or in packages, 
Cc. L.. minimum weight 36,000 pounds, Class A. Not key- 
leaved nor key-seated: Loose or in packages, | i ose 
fourth class; loose or in packages, C. L., minimum weight 
36,000 pounds, fifth class. : 

Bearings, Base Plates, Floor Stands, Hangers, Journal Boxes, 
Pillow Blocks, Wall Box Frames or Wall Brackets; Belt 
Clamps, Belt Tighteners, Mule Pulley Stands, - Binder 
Frames or Tension Carriages; Bushings, metal; Clutches; 
Clutches and Pulleys or Sprocket Wheels, combined; 
Clutch Sleeves or Clutch Shifters; Pulleys or Sheaves, iron, 
steel or paper, or wood and iron or steel combined; Shaft 
Collars or Shaft Couplings or Shafts or Shafting, iron or 
steel, other than Crank Shafts, loose or in packages, as 
provided for straight C. L. shipments, mixed C. L. or in 
mixed C. L. with Bushings, wooden; Pulleys, wooden: 
Pulley Laggings, wooden; or Balance, Fly, Gear or Sprocket 
Wheels, loose or in packages, as provided for straight C. L. 
shipments, minimum weight 30,000 pounds, Class A, 


(Cancels Item 5, page 132; 22, page 226; 14, 23, 24 and 25, page 


236; 1 and 2, page 237; 13, 14 and 15, page 238; . 
501, page 33, Sup. 8, U4219.) 


Docket No. 738—2:30 P. M. 


Descriptions by Uniform and Ratings by 
Western Classification Committee. 


Agricultural Implements, other tham hand, see note: 


Note.—When provision is made for Implements K. D., in 
bundles, the poles, wheels and other large parts will be ac- 
cepted loose. Detached small parts must be in boxes or 
securely wired to frame. 

Cutters, Ensilage or Feed: 

Wheeled, wheels on or off: S. U., L. C. L., first class; K. D., 
loose or in packages, L. C..L., first class; S. U. or K. D.. 
loose or im packages, C. L., minimum weight 24,000 pounds 
(Subject to Rule 6B), Class A. 
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Not wheeled: S. U., L. C. L., first class; K. D., loose or in 
packages, L. C. L., first class; S. U. or K. D., loose or in 
packages, C. L., minimum weight 24,000 pounds (Subject to 
Rule 6B), Class A. 

(Cance] Item 6, page 97, and eliminate Feed and Ensilage Cut- 

ters from Item 8; page 96.) 

Docket No, 739—3:30 P. M. Submitted by Carriers. 

Barrels, Half Barrels or Kegs, Wooden, old second-hand, 
Empty: Loose, L. C. L., fourth class; loose, C. L., minimum 
weight 14,000 pounds (Subject to Rule 6B), Class C. 

(Cancels Items 19 and 20, page 138, and 29 and 32, page 139.) 

Barrels, Drums or Kegs, Iron or Steel, old second-hand, Empty: 
Loose, L. C. L., fourth class; loose, C. L., minimum weight 
16,000 pounds (Subject to Rule 6B), Class B. 

(Cancels Items 17, page 138; 1, 26, 27, 29 and 31, page 139.) 
Docket No. 740—4:15 P. M. Submitted by Carriers. 
Bags or Sacks, old second-hand, Empty: L. C. L., in bags, 

third class; L, C. L., in bales, boxes or bundles; bales or 
bundles to be securely bound with not less than three (3) 
separate wire or rope ties (rope not less than ¥ inch in 
diameter). Each package tagged with linen tags securely 
attached by wire, showing name and address of both con- 
signor and consignee. Boxes to be plainly marked, showing 
the name and address of both consignor and. consignee, 
fourth class. When not so shipped, not accepted. C. L., 
in bags or tied in bundles, minimum weight 20,000 pounds, 
fourth class. 


(Cancels Item 18, page 138.) 
THURSDAY, APRIL 27. 


Docket No. 741—10:00 A. M. Submitted by Shippers. 
Vehicle Parts: 


Automobile Parts: Truss Rods, in bundles, second class; 
Running Board Supports, in bundles, second class; Radius 
Truss Rods, in bundles, second class;. Front Axles, com- 
plete, loose, second class; Water Circulators, in wooden 
boxes, third class; Radius Rods, in crates, third class; 
Gear Shift Control Lever, in boxes, second class; Truck 
Transmissions, in boxes, second class; Bumpers, in crates, 
third class; Stearing Gears, wheels attached, in boxes or 
crates, first class; Stearing Gears, wheels detached, in boxes 
vr crates, second class; Worm Gear Wheels and Worm 
Shafts, in boxes, second class; Seat Cushions, Seat Backs 
and Upholstering, loose or in packages, mixed C. L., mini- 
mum weight 20,000 pounds (Subject to Rule 6B), third class; 
Top material, consisting of Top Bows and Sockets, Leather, 
Cotton Pads, loose or in packages and Brass Eyelets, 
Screws and Washers, in bags, barrels or boxes, mixed 
Cc. L., minimum weight 20,000 pounds (Subject to Rule 6B), 
— ont Running Boards, Wooden, in boxes or crates, 

rst class. 


Automobile Parts: Front Axles, Mufflers, Radius Rods, Run- 
ning Board Brackets, Fender Irons, Bngine Hood Supports, 
Exhaust Pipe Tubing. Engine Pans, Truss Rods, Hand 
Brake Levers, in packages or loose, straight or mixed C. L., 
minimum weight 30,000 pounds, third class. 

(Cancels Item 28, page 329.) 


Docket No. 742—11:00 A. M. 
Descriptions by Uniform and Ratings by 
Western Classification Com " 
Vehicles, Motor: : a 

Automobile, see Notes 1 and 2: 

Freight: Actual weight, subject to a minimum charge of 
5,000 pounds each at first class rate, loose, L. C. L., Class 
D1; in boxes or crates, L. C. L., one and one-half times 
first class; loose or in packages, C. L., minimum weight 
12,000 pounds (Subject to Rule 6B), second class. 

Passenger: Actual weight, subject to a minimum charge of 
5,000 pounds each at first class rate, loose, L. C. L., Class 
D1; in crates, L. C. L., one and one-half times first class; 
in boxes, L. C. L., one and one-half times first class; loose 
or in packages, C. L., minimum weight 10,000 pounds (Sub- 
ject to Rule 6B), first class. 


Chassis: §S. U.: Actual weight, subject to a minimum charge 
of 5,000 pounds each at first class rate, loose, L. C. L., one 
and one-half times first class; in boxes or crates, L. C. L., 
one and one-half times first class; loose or in packages, 
Cc. L., minimum weight 12,000 pounds (Subject to Rule 6B), 
second class; K. D., loose or in packages, C. L., minimum 
weight 15,000 pounds (Subject to Rule 6B), third class. 

Note 1.—Automobiles operated by gasoline or naphtha 
will not be accepted for transportation during the period 
October 1st to May lst unless water tanks are emptied. 

Note 2.—Axles may protrude from boxes or crates. 

(Cancels Item 21, page 323, and Item 2, page 325.) 


Vehicle Parts: 

Automobile Parts: . 

Wheel Flanges, Wheel Rims or Side or Locking Wheel Rings, 
iron or steel: Weighing each less than 25 pounds, loose, 
or in bundles weighing each less than 25 pounds, L. C. L., 
first class; weighing each 25 pounds or over, loose, or in 
bundles weighing each 25 pounds or over, L. C. L., third 
class; in barrels, boxes or crates, L. C. L., third class; 
loose or in packages, straight or mixed C. L., minimum 
weight 30,000 pounds, fifth class. . 

(Cancels Item 705, page 32, Supplement 16.) 
Vehicle Parts: 

Automobile Parts: .Dashes: 

Iron and steel, unfinished: Flat or nested, in boxes or crates, 
L. C. L., first class; flat or nested, in packages, named, 
Cc. L., minimum weight 30,000 pounds,: third class. 

Iron or steel, finished, or wooden, with or without Steering 
Gear attached, or with or without equipment of transmis- 
sion coils: In boxes or crates, L. C. L., Class D1; in pack- 
ages, named, C. L., minimum weight 24,000 pounds (Sub- 
ject to Rule 6B), third class. 

(Cancels Item 20, page 329.) 


THE TRAFFIC WORLD 


757 


Vehicle Parts: 

Automobile Parts: 

Wind Shields: In crates, L. C. L., two and one-half times 
first class; in boxes, L. C. L., Class D1; in packages, named, 
Cc. L., minimum weight 20,000 pounds (Subject to Rule 6B), 
second class. . 

(Cancels Items 1 and 8 (in part), page 330.) 
Vehicle Parts: 

Automobile Parts: 

Wind Shield Frames: In crates, L. C. L., one and one-half 
times fir@ class; in boxes, L. C. L., first class; loose or in 
packages, C. L., minimum weight 20,000 pounds (Subject 
to Rule 6B), second class. 

(Cancels Items 2 and 3 (in part), page 330.) 
Vehicle Parts: 

Automobile Parts: 

Bumper Guards or Bumper Rails, in boxes, bundles or crates, 
first class. 

Vehicle Parts: 

Automobile Parts: 

Axle Housings, iron or steel, unfinished: Loose or in pack- 
ages, L. C. L., second class; loose or in packages, C. L., 
minimum weight 36,000 pounds, fourth class. 

(Cancels Axle Housings from Item 25, page 329.) 
Vehicle Parts: ; 

Automobile Parts: 

Brake Drums: Loose or in packages, L. C. L., second class; 
loose or in packages, C. L., minimum weight 36,000 pounds, 
fourth class. 

(Cancels Brake Drums from Item 25, page 329; eliminate Crank 
Shafts from Item 25, page 329; for ratings see 
Item 538, page 41, Supplement 8.) 
Vehicle Parts: 

Automobile Parts: 

Gear Frames, without attachments: Loose or in packages, 
L. C. L., first class; loose or in packages, C. L., minimum 
weight 16,000 pounds (Subject to Rule 6B), third class. 

(Cancels Item 23, page 329.) 
Vehicle Parts: 


Automobile Parts: 

Doors: Finished, in boxes or crates, L. C. L., first class; 
not finished, in boxes or crates, L. C. L., first class. in 
packages, named, C. L., minimum weight 24,000 pounds 
(Subject to Rule 6B), third class. 

Docket No. 743—1:30 P. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Meats: Fresh: - 
Boneless Chucks, Boneless Veal; Cheek Meat, Hog Hearts, 
Hog Necks, Shank Meat, Beef Trimmings or Pork Trim- 


- mings: 
Not Salted: In baskets (see Note), L. C. L., first class; in 
barrels, with cloth or cloth lined paper tops, & Bs, 


first class; in barrels, boxes or crates, L. C. L., first class; 
loose or in packages, C. L., minimum weight 20,000 
pounds, third class. 

Salted: In barrels or boxes, L. C. L., first class; in pack- 
ages named, C. L., minimum weight 28,000 pounds, fifth 
class. . 

Hams, Shoulders or Sides, Hog: 

Not Salted: In baskets (see Note), L. C. L., first class; in 
barrels, with cloth or cloth lined paper tops, L. C. L., first 
class; in barrels, boxes or crates, L. C. L., first class; 
loose or in packages, C. L., minimum weight 20,000 
pounds, third class. 

Salted: In bulk, C. L., minimum weight 28,000, pounds, fifth 
class. 

Leaf Lard, not rendered: In barrels or boxes, L. C, L., first 
class; in packages or in bulk, C. L., minimum weight 20,- 
000 pounds, third class. 

Sausage: In pails or metal cans, in crates, L. C. L., first 
class; in baskets (see Note), L. C. L., first class; in bar- 
rels or boxes, L. C. L., first class; in packages named, 
Cc. L., minimum weight 20,000 pounds, third class. 

Fresh Meat, not otherwise indexed by name: In carcasses 
or part carcasses: Loose, L. C. L., first class; choth- 
wrapped, L. C. L., first class; in baskets (see Note), L. C. 
L., first class; in barrels with cloth or cloth lined paper 
tops, L. -C. L., first class; in barrels, boxes or crates, 
L. Cc. L., first class; loose or in packages, C. L., minimum 
weight 20,000 pounds, third class. 


Mixed carloads of two or more kinds of meats as specified 
under Meats, Fresh, loose or in packages, as provided for 
straight carload shipments, will be taken at actual weight 
and the rating applying on carload quantities of each 
article in the shipment, subject to a minimum charge of 
20,000 pounds, at third class rate. 


Meats: Cooked, Cured or Preserved: . , 

Sausage: In glass or earthenware, packed in barrels or boxes, 
L. C. L., first class; in metal cans in crates, L. C. L., 
third class; in metal cans in barrels or boxes, L. C. L., 
third class; in glass or earthenware, packed in barrels or 
boxes or in metal cans in barrels, boxes or crates, C. L., 
minimum weight 36,000 pounds, fifth class; in baskets (see 
note), L. C. L., third class; wrapped or in inner contain- 
ers other than glass, earthenware or metal cans, in bar- 
rels, boxes or crates, L. C. L., third class; in barrels with 
cloth or cloth lined paper tops, L. C. L., third class; in 
bulk in barrels or boxes, L. C. L., third class; in baskets 
(see Note), wrapped or in inner containers other than 
glass, earthenware or metal cans, in barrels, boxes or 
erates, in barrels with cloth or cloth lined paper tops or 
in bulk in barrels or boxes, C. L., minimum weight 28,000 
pounds, fifth class. 


Cooked, Cured or Preserved, not otherwise indexed by name: 

In glass or earthenware, packed in barrels or boxes, L..C. 

L., first class; in metal cans in crates, L. C. L., first class; 

in metal cans in barrels or boxes, L. C. L., first class; in 

pea named, C, L., minimum weight 36,000 pounds, 
class, 7 
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Cooked, not otherwise indexed by name: In baskets (see 
Note), L. C. L., first class; wrapped, in crates, L. Si, 
first class; wrapped or in inner containers other than 
glass, earthenware or metal cans, in, barrels or boxes, 

. C. L., first class: in barrels with cloth or cloth lined 
paper tops, L. C. L., first class; in bulk in barrels or 
boxes, L. C. L., first class; in packages named, C. L., 
minimum weight 28,000 pounds, fifth class. 


Cured: not otherwise indexed by name: Dried, Dry Salted, 
Pickled or Smoked: In bags, L. C. L., second class; in 
pails, L. C. L., third class; in kits, L. C. L., third class; 
in baskets (see Note), L. C. L., third class; wrapped, in 
crates, L. C. L., third class; wrapped or in inner contain- 
ers other than glass, earthenware or metal cans, in bar- 
rels or boxes, L. C. L., third class: in barrels with cloth 
or cloth lined paper tops, L. C. L., third class; in bulk in 
barrels or boxes, L. C. L., third class; in packages named, 
Cc. L., minimum weight 28,000 pounds, fifth class. 


Mixed carloads of two or more kinds of meats as specified 
under Meats, Cooked, Cured or Preserved, in packages or 
in bulk as provided for straight carload shipments, will 
be taken at actual weight and the rating applying on 
ecarload quantities of each article in the shipment, sub- 
to to a minimum charge of 28,000 pounds, at fifth class 
rate, 


Mixed carloads of one or more kinds of meats as specified 
under Meats, Cooked, Cured or Preserved, in packages or 
in bulk, as provided for fpoeeaet Cc. L. shipments 

AND 

Bladders, not otherwise indexed by name; 

Bone Grease; 

Cracklings; 

Grease, not otherwise indexed by name; 

Lard Compounds or Substitutes, in solid form, not otherwise 
indexed by name; 

Lard, not otherwise indexed by name; 

Lard Oil; 

Neatsfoot Oil, not otherwise indexed by name; 

Neatsfoot Stock; 

Oleo Oil; 

Oleo Stock; 

Sausage Casings; 

Stearine, not otherwise indexed by name; 

Tallow; Tallow Oil; or 

Weasands, in packages or in bulk as provided for straight 
ecarload shipments, will be taken at actual weight and the 
rating applying on carload quantities of each article in 
the shipment, subject to a minimum charge of 28,000 
pounds at fifth class. 

Mixed carloads of one or more kinds of meats as spécified 
under Meats, Fresh, in packages or in bulk, as provided 
for straight carload shipments 

AND 

Meats as specified under Meats, Cooked, Cured or Preserved; 

Bladders, not otherwise indexed by name; 

Bone Grease; 

Cracklings; 

Grease, not otherwise indexed by name; 

Lard Compounds or Substitutes, in solid form, not otherwise 
indexed by name; 

Lard, not otherwise indexed by name; 

Lard Oil; 

Neatsfoot Oil, not otherwise indexed by name; 

Neatsfoot Stock; 

Oleo Oil; 

Oleo Stock; 

Sausage Casings; 

Stearine, not otherwise indexed by name; 

Tallow; Tallow Oil; or 

Weasands, in packages or in bulk as provided for straight 
carload shipments, will be taken at actual weight and the 
rating applying on carload quantities of each article in the 
shipment to a minimum charge of 20,000 pounds at third 

» class rate. 

Note.—Ratings will apply only on shipments in Double 
Splint Baskets with solid wooden covers securely fastened 
or in Sheet Veneer Baskets, made of 1-30 inch or heavier 
veneer overlaid with 70-pound kraft paper; sides and bot- 
toms reinforced with 1-12 inch or heavier veneer, stapled or 
stitched with wire to body of package with covers made of 
1-10 inch or heavier veneer overlaid on both sides with 70- 
pound kraft paper and securely fastened. 

(Cancels Items 26, 27, 28, 29, 32, 36 and 37, Page 259; 2, 9, 1 
14, 15, 16, 17, 20, 21, 22, 23, 24, 25 and 27, Page 260; 1, 2, 
&, 5, 7, 12, 14, 16, 26, 27 and 28, Page 261; Item 84, Page 
Supplement No. 17.) 

Bladders, not otherwise indexed by name: 

Dried, in barrels or boxes, L. C. L., first class. 

Pickled or Salted: In pails, L. C. L., second class; in kits, 
L. C. L., second class; in pails or metal cans, in barrels, 
boxes or crates, L. C. L., third class; in bulk in barrels 
or boxes, L. C. L., third class; in packages named, C. L., 
minimum weight 28,000 pounds, fifth class. 

(Cancels Items 31 and 33, Page 259.) 


Cracklings: In barrels or boxes, lL. C. L., fourth class: in pack- 
ages or in bulk, C. L., minimum weight 28,000 pounds, 
fifth class. 

(Cancels Item 38, Page 259.) 

Lard Compounds or Substitutes, in solid form, not otherwise 
indexed by name: In glass or earthenware, packed in 
barrels or boxes, L. C. L., second class; in pails or tubs, 
L. C. L., third class; in metal cans or pails, in barrels, 
boxes or crates, L. C. L., fourth class; in bulk in barrels 
or boxes, L. C. L., fourth class; in packages named or in 
metal cans, loose, straight or mixed C. L., minimum 
weight 30,000 pounds, fifth class. 

Lard, not otherwise indexed by name: In glass or earthenware, 
packed in barrels or boxes, L. C. L., second class; in 


2 


3, 
4, - 
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pails or tubs, L. C. L., third class; in metal cans or 
pails, in barrels, boxes or crates, L. C. L., fourth class; 
in bulk in barrels or boxes, L. C. L., fourth class; in 
packages named or in metal cans, loose, C. L., minimum 
weight 30,000 pounds, fifth class; in tank cars, C. L., 
actual weight (subject to Rule 32), fifth class. 

(Cancels Items 10 and 11, Page 260.) 


Neatsfoot Stock: In barrels, L. C. L., third class; in barrels, 
Cc. L., minimum weight 30,000 pounds, fifth class, 


Oleo Stock: In barrels or boxes, L. C. L., third class; in pack- 
ages or in bulk, C. L., minimum weight 30,000 pounds, 
fifth class. 


sesene Casings: Dried, in barrels or boxes, L. C. L., first 
class. 


Sausage Casings: Pickled or Salted, in pails, L. C. L., first 
class; in kits, L. C. L., first class; in pails or metal cans, 
in barrels, boxes or crates, L. C. L., third class; in bulk 
in barrels or boxes, L. C. L., third class; in packages 
named, C. L., minimum weight 28,000 pounds, fifth class. 

(Cancels Items 9, 10 and 11, Page 261.) 


Sterine, not otherwise indexed by name: In bags, L C. L., 
third class; in tubs, L. C. L., third class; in barrels, L. C. 
L., fourth class; in packages named, C. I., minimum 
weight 30,000 pounds, fifth class; in bulk, C. L., minimum 
weight 30,000 pounds, fifth class. 
(Cancels Item 15, Page 261.) 


Tallow: In tubs, L. C. L., third class; in barrels or boxes, L. C. 
L., fourth class; in packages named, C. L., minimum 
weight 30,000 pounds, fifth class; in tank cars, C. L.,, 
actual weight (subject to Rule 32), fifth class. 

(Cancels Items 21, 22 and 24, Page 261.) 


Weasands: Dried, in barrels or boxes, L. C. L., first class; 
pickled or salted, in barrels or boxes, L. C. L., third class; 
in packages named, C. L., minimum weight 28,000 pounds, 
fifth class. 

(Cancels Item 29, Page 261.) 


Blood: Dried: In bags, L. C. L., fourth class; in bags or in 
bulk, C. L., minimum weight 30,000 pounds, class E. 


(Cancels* blood from Item 468, Page 26, Sup. 8, and Item 83, 
Page 24, Sup. 17.) 

Blood: Liquid: In metal cans, partially jacketed, L. C. L., first 
class; in metal cans, completely jacketed, L. C. L., sec- 
ond class; in kits, L. C. L., third class; in barrels, L. C. 
L., fourth class; in packages named, C. L., minimum 
weight, 30,000 pounds, fifth class. 

(Cancels Item 12, Page 260.) 


Water, Evaporated Tank: In barrels, L. C. L., fourth class; in 
barrels, C. L., minimum weight 30,000 pounds, class E; 
in tank cars, C. L., actual weight (subject to Rule 32), 
class E. 

(Cancels Item 1, Page 260). 

Gall, Ox, liquid: In glass or earthenware, packed in barrels or 
boxes, first class; in metal cans in barrels or boxes, fourth 
class; in barrels, L. C. L., fourth class; in barrels, C. L., 
minimum weight 30,000 pounds, fifth class. 

(Cancels Item 19, Page 260.) 

Feed, Animal or Poultry: 

Tankage, Digester or Feeding, Blood Flour, Blood Meal, Meat 
Meal or dried Meat Scraps: In bags, L. C. L., fourth 
class; in barrels or boxes, L. C. L., fourth class; in pack- 
ages named or in bulk, straight or mixed C. L., minimum 
weight 30,000 pounds, class B. 

(Cancels Tankage from Items 468, Page 261, Supplement 8; 

Item 25, Page 261; Item 39, Page 259.) 

Bones, not otherwise indexed by name: 

Ground: In bags or barrels, L. C. L., third class; in pack- 
ages named, C. L., minimum weight 30,000 pounds, 
class B. 

(Cancels Items 7 and 8, Page 124.) 

Not ground: In bags or barrels, L. C. L., fourth class; in 
— or in bulk, C. L., minimum weight 30,000 pounds, 
class C, 

(Cancels Items 15, Page 213, and 25, Page 261.) 

Hoofs: In bags, barrels or boxes, L. C. L., third class; in pack- 
ages or in bulk, C. L., minimum weight 30,000 pounds, 
class C. 

(Cancels Hoofs from Item 18, Page 213.) 

Horns, Animal, not otherwise indexed by name: In bags, bar- 
rels or bundles, L. C. L., third class; in packages or in 
bulk, C. L., minimum weight 30,000 pounds, class C. ° 

(Cancels Horns from Item 18, Page 213.) 

Albumen, Blood: In bags, L. C. L., third class; in barrels, L. 
Cc. L., third class; in packages named, C. L., minimum 
weight 30,000 pounds, fourth class. 

(Cancels Item 34, Page 259; eliminate Item 18, Page 260.) 

Commodity Ratable as Lard Oil: Refuse, Butcher Shop (Un- 
rendered Tallow): In barrels with burlap tops, L. C. L., 
third class; in metal cans in crates, L. C. L., third class; 
in pails or tubs, L. C. L., third class; in metal cans in 
barrels or boxes, L. C. L., fourth class; in barrels, L. C. 
L., fourth class; in packages named, C. L., minimum 
weight, 30,000 pounds, fifth class, 

(Cancels Items 26, Page 260, and 23, Page 261.) 

Bristles, other than crude, in boxes, first class. 

(Cancels Item 7 (first part), Page 260.) 

Hair: Cattle, Goat or Hog, including Crude Bristles, not other- 
wise indexed by name: In bags, L. C. L., first class; in 
barrels, L. C. L., first class; in bales, not machine pressed, 
L. C. I., first class; in machine pressed bales, L. C. IL., 
third class; in packages named, straight or mixed C. L., 
minimum weight 20,000 pounds.(subject to Rule 6B), fifth 
class. 

(Cancels Item 7 (second part), Page 260, and Item 4, Page 199.) 

Tankage, not otherwise indexed by name: In bags, L. C. L., 
fourth class; in bags or in bulk, C. L., minimum weight 
30,000 pounds, class B. 

Cancels Item 85, Page 24, Supplement 17,) 
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The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of 
Transportation Questions of Interest to Traffic Men Who Keep in Touch 
With the Times—Contributions Are Welcomed 


TRACING FREIGHT 


Editor The Traffic World: 

In discussing the question of co-operation between rail- 
road and shipper little attention is apparently paid to the 
subject of tracing, although this is one of the most valu- 
able services rendered by the carriers, and at the same 
time one of the most abused. 

The volume of unnecessary tracing seriously affects 
legitimate tracing, and the results of legitimate tracing 
would be much more satisfactory if all unnecessary. trac- 
ing could be abolished. 

Many consignees and shippers as well do not seem to 
know that tracing does not expedite the movement of 
freight, that it simply establishes a record of such mov2- 
ment. 

The local agents have, in most cases, instructions not 
to trace a shipment until it has had reasonable time to 
be delivered, and when a request is made to trace before 
such time has arrived, the request is pigeonholed and no 
action taken until sufficient time has elapsed for ship- 
ment to reach destination, and frequently by that time 
the request has been mislaid or lost and nothing is done, 
while if the request to trace is made after shipment has 
had more than enough time to reach destination a tracer 
is started. 

It is necessary for the agent at originating station to 
look up his waybill reference, number, date, car, where 
car is carded, etc., and give this to first transfer point 
or break-bulk point, with request that transfer agent ad. 
vise agent at point of origin his record; this is given to 
the next transfer agent and after several weeks have 
elapsed the full record of the shipment is complete. 


In a great majority of cases it requires from ten to 
twenty times the amount of time to complete a tracer 
as for the shipment to move, and as a very small per- 
centage of shipments are unduly delayed it can be imaz- 
ined how much unnecessary tracing work is performed, 
usually at the railroad’s expense, which someone must 
pay, either by payment of a fee or by increased rates, and 
those who request most of the unnecessary tracing would 
be the first to object to a fee or advance in rates. 


Many houses send in orders to factories with request 
to “ship at once and follow with tracer to insure prompt 
delivery.” As tracing does not insure prompt delivery 
or hasten the movement of traffic, this form of request 
stamps the person making it as one unfamiliar with traffic 
matters and railroading. 

Orders go to factories many times with request to “ship 
as soon as possible and follow with wire tracer to insure 
quick delivery.” 

In the first place, as all experienced traffic men know, a 
wire tracer does not insure quick delivery or hasten move- 
ment of freight. 

In the second place, who will bear the expense of wir2 
tracing? The railroads under the law at present cannot, 
and the consignee would kick strenuously if he was asked 
to pay for it,-so by the process of elimination the shipper 





would have to stand it. Does the consignee ever think 
of that when requesting wire tracer? I am sure the 
almost unanimous opinion of traffic men, railroad and in- 
dustrial, would be that he does not. 


Again, when a request to trace is made and shipment 
is received shortly after, how many consignees take the 
trouble to advise the shipper or agent at point of origin 
that shipment has been received, in order that tracing 
may be stopped? 

Usually with the receipt of the shipment the consignee’s 
interest ends and he permits the shipper and railroads 
to spend several weeks tracing shipment after he has 
received it. A 

If the business world wants the railroads to play fair, 
why not play fair themselves, and advise shipper or rail- 
road at once, so time and unnecessary work can be 
avoided? 

The writer has had ten years’ experience with southern 
and eastern lines and two years’ with one of the largest 
industrial concerns in the country, and has had abundant 
opportunity to view the subject of tracing from both sides, 
and while he belieyes the railroads might speed up 
tracing to some extent, he is also of the opinion that the 
greatest drawback to increased efficiency in tracing may 
be laid at the door of the patrons of the roads. 


The employes of the railroads soon classify the patrons, 
soon learn those who are profuse with their requests to 
trace and those who only make such requests when neces- 
sary, and the latter class invariably receive better treat- 
ment and service. 


If the shipping public and their customers would view 
this subject impartially, improved service would neces- 
sarily result, but if, after a request to trace the consignee 
receives his goods and says, “Why should I tell them? 
I’ve got what I want, let them keep on tracing; that’s 
what they’re paid for?” and does not notify shipper or 
carrier, and tracing is continued, legitimate tracers may 
be delayed and some other patron- suffer in consequence. 

As long as a selfish attitude is taken by the patrons, 
they cannot with goad grace demand better service or 
rates from the carriers. 

E. W. Fitzhugh, Traffic Clerk, Yale & Towne Mfg. Co. 

Stamford, Conn., March 25, 1916. 


HEAVIER LOADING OF CARS 


Editor The Traffic World: 

The great shortage of cars that the shipping public is 
afflicted with generally throughout the country is especially 
acute in the greater Pittsburgh district today. 

The scareity of cars is interfering with the operation of 
blast furnaces, steel works and mills generally, and with 
the early approach of the opening of navigation on the 
lakes, when the demand for equipment to supply mines 
with cars for lake coal will be increased, and the increased 
number of cars required to handle the greatest movement 
of iron ore that the country has ever seen, those in touch 
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with the situation appreciate that the car supply will be a 
very serious problem. 5 

The question of solving this problem would be a very 
simple one if we could turn back but ten years and apply 
the methods of today to the traffic of ten years ago, but 
this is impossible. While there have been some great 
strides made in the adoption of modern equipment of much 
larger capacity and improved methods for heavier loading 
of cars, the increased volume of traffic that the railroads 
are confronted with today has far exceeded the most ad- 
vanced plans of the railroads to provide adequate facilities 
for the natural increase in the general business. 

Some people look upon the present demands upon the 
railroads as abnormal and the heavy volume of traffic as a 
movement of a temporary character, while, as a matter of 
fact, the periodical boom in business that takes place in 
this country every decade, with more or less regularity, 
was a little late this time and was naturally stimulated by 
the European demand. There can be no question but that 
the business has come to stay and will keep on rolling up 
bigger and bigger until the railroads will be absolutely 
blockaded with traffic in every direction, unless there is 
something done by the real shippers who are responsible 
for the congested condition at the Atlantic seaboard and 
in New England today. . 

Throughout this vast country there are thousands of 
concerns that are trying to supply something or other for 
Europe at very high prices, and the conditions of sale are 
f. o. b. cars at point of shipment, so that as soon as a 
minimum carload is loaded and the bill of lading issued, 
it is taken to the bank and the shipper gets his money; 
-he cares very little about what becomes of the shipment 
or when the real consignee gets it. In other words, the 
embargoes that have been placed by the eastern trunk 
lines are only enforced because the shipping public has 
attempted to use freight cars as storehouses. 

There is another peculiar thing about the embargoes 
that have been placed and are in effect today, that they do 
not apply to less-than-carload shipments, the most unre- 
munerative traffic that the railroads have, so that less- 
than-carload shippers can keep on contributing to con- 
gestion and the abuse of cars right in the midst of the 
embargoes that are placed to relieve the situation. 

If the railroads throughout the West could take up the 
question of embargoes and absolutely stop the promiscuous 
loading of cars until definite arrangements had been made 
at the seaboard for exporting the specific shipments, there 
would be a chance for the ships that are sailing from New 
York to go forward with full cargoes instead of sailing, as 
they are compelled to do today, frequently with only part 
of a load. 

In other words, it is the heavier loading of cars that 
everybody engaged in the shipping of freight should be 
interested in and contribute his part toward utilizing 
cars to their fullest capacity. 

In this connection, it is gratifying to state that twelve 
shipping companies of the U. S. Steel Corporation during 
the year 1915 showed an average carload of 77,000 pounds 
per car. This is almost unbelievable when it is realized 
that the average carload on all railroads throughout the 
United States on all traffic, including the steel traffic re- 
ferred to, was only 42,000 pounds per loaded car, or an 
average of 35,000 pounds per car less than the record made 
by the shipping companies of the U. S. Steel Corporation. 

The twelve shipping companies referred to increased the 
average carload on outbound shipments during the year 
1915 only 1,800 pounds per car, effecting an actual saving 
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of 26,583 cars, as compared with the loading for the year 
1914, when the average was 75,200 pounds per loaded car. 

According to the Interstate Commerce reports compiled 
for the fiscal year 1915, the average haul per ton of revenue 
freight throughout the country of the individual railway 
was 163 miles, and the loaded freight cars per train was 
24 cars. 

On this basis, the railroads throughout the United States 
were saved 4,333,029 car-miles, or a saving of 180,543 train- 
miles. The 26,583 cars saved means that these cars were 
in other service, and according to the statistics compiled 
by the Interstate Commerce Commission, the average 
freight revenue was 15.32 cents per car-mile, so that the 
actual saving of the 26,583 fewer cars used resulted in 
increased earnings to the railroads of $663,820, without 
any increased operating expenses. 

It might appear at first as though the adoption of mod- 
ern equipment of larger capacity was responsible for this 
great showing, but there was very little change in the 
capacity of cars in the two years that are compared; it is 
rather the result of a persistent determination to utilize 
all cars to their fullest capacity. 

During the last four years the same twelve companies 
have effected a saving of 165,696 cars through the heavier 
loading of equipment. 

The shippers, consignees and the railroads have been 
greatly benefited in the fewer number of cars switched 
and weighed, to say nothing of the great saving in operat- 
ing expenses, switching service on 165,696 cars, or 331,392 
terminal movements, and the expense of handling this 
additional number of both empties and loads through the 
various classification interchange yards of the railroads 
from point of shipment to destination. It proves con- 
clusively the money value of conserving the freight-car 
equipment, not only when there is a severe car famine, 
but at all times. J. F. Townsend, 

Traffic Manager, National Tube Co. 

Pittsburgh, Pa., March 29, 1916. 


A WAY TO RELIEVE CONGESTION 


Editor The Traffic World: 

The matter of congestion in Central Freight Association 
territory, and especially at Atlantic ports, where, if re- 
ports are reliable, there are from 40 to 50 thousand loaded 
cars on sidetracks awaiting delivery and forwarding, is 
a condition which has been given considerable publicity 
through your valued medium. 

The writer has followed the matter very closely “1s 
reported weekly by The Traffic World and, while there 
has been a lot of discussion about a remedy that would 
relieve the situation, the latest reports do not indicate 
that anything whatever has been done, and as a conse- 
quence one can only assume that the condition is the 
same or worse than it was three months ago. 


The California products, which are shipped largely to the 
markets of Pittsburgh, Philadelphia, Baltimore, New York 
and Boston, will commence moving about the middle of May, 
and in this connection I wish to especially refer to the 
cantaloupe industry of the Imperial Valley of California, 
which will offer to the carriers some 5,000 cars for trans- 
portation, on which the average transcontinental destina- 
tion will probably be Cleveland, O. This product, on 
account of its very inherent nature, must have rapid 
transportation and will not permit any delays en route: 
so that, considering all that ‘has been said through The 
Traffic World about the congested condition in the ter- 
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ritory referred to, we feel that an effort to assist the 
carriers as far as possible to meet this condition will, 
be along the line of suggesting a practical avenue of 
relief. 

The statement attached will without any further ex- 
planation display whereby the efficiency of equipment in 
handling this particular product can be improved and 
which at the present time is being considered by the 
Pacific coast representatives of originating carriers in 
California; and I believe that this step is in full con- 
sonance with the circular issued by the president and 
secretary of the National Industrial Traffic League under 
date of March 9, 1916. 

By further considering this suggestion ‘as displayed in 
the attached statement, the real advantage could best 
be shown by the fact that not only car efficiency is 
increased, but the relief from the condition becomes more 
apparent when you take into consideration that it would 
take 46 trains of 25 cars each to move the 1,167 cars on 
which it is practically feasible to eliminate by increasing 
the carrying capacity to a limit of safety at which can- 
taloupes can be transported. 

In conclusion, I wish to say that this matter is given 
you for whatever information it contains on the subject, 
as I feel that should it bring out any new points what- 
ever you will see that they are injected into the dis- 
cussion with your usual way of getting all facts before 
the shipping public and carriers, and if any further in- 
formation is desired, I assure you that the writer will 
be glad to answer any and all questions pertaining thereto. 

Arakelian Bros. & Co., 
L. A. Danker, Traffic Manager. 
Fresno, Cal., March 25, 1916. 





Comparative statement displaying the advantages to both 
carrier and shipper by increasing the minimum on cantaloupes 
to 24,000 pounds, and contemporaneously reducing the rate 10 
cents per 100 pounds: 


From California Terminals and Points Taking Same Rates. 





Saving 
in freight 
At present At proposed Increased paid by 
rate and rate and earnings shipper 
Group. min. 20,000. min. 24,000. per car, per car. 
. eee eer $250.00@$1.25 $276.00@ $1.15 $26.00 $24.00 
Mw anre'ads aaron 230.00@ 1.15 252.00@ 1.05 22.00 24.00 
Oy atet cedsne as 220.00@ 1.10 240.00@ 1.00 20.00 24.00 
ae 200.00@ 1.00 216.00@ .90 16.00 24.00 
ODS utta dtbaceaats 200.00@ 1.00 204.00@ _ .85 16.00 24.00 
. SE 190.00@ .95 204.00@ .85 14.00 24.00 
RS peter t 190.00@ .95 204.00@ _ .85 14.00 24.00 
| eer ee ge ee 190.00@ .95 204.00@_ .85 14.00 24.00 
> ee 190.00@ .95 204.00@ .85 14.00 24.00 
Average increased earning capacity each car............. $17.33 
Cars required at 20,000 pounds minimum...... 7,000 
Cars required at 24,000 pounds minimum...... 5,833 
Saving in equipment, cars..............ee00. 1,167 


Taking the above as a basis the carriers increase the effi- 
ciency of equipment, which will tend to eliminate car shortages 
and icing troubles, and the lesser number of cars will produce 
the revenue from this traffic at a saving in operating expenses 
of $100.000. The growers and investors will save approximately 
$100,000 in freight charges. 


CAR SEAL RECORDS AND CLAIMS 


Editor The Traffic World: 

The articles written by Mr. L. E. Blacet, traffic man- 
ager of the Helvetia Milk Condensing Co., appearing in 
the March 11, 1916, issue of your magazine and answered 
in the March 18, 1916, issue by Mr. G. E. Harrison, chief 
clerk of the assistant general freight and passenger agent 
of the Santa Fe, relative to car seal records, have been 
very interesting. I agree with Mr. Blacet that we should 
be able to obtain a seal record on each car in presenting 
a claim, as this is very important evidence for the shipper 
o~ consignes, in making collection of a claim. Without 
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a doubt, most shippers: doing carload business keep a 
seal record of outgoing cars, and if it were shown on 
the expense bill the numbers of seals that were intact 
when the car arrived at destination it would enable the 
shipper and consignee to check the seal record them- 
selves and know whether or not the car moved under 
the original seals. 

I am somewhat in the same position as Mr. Harrisoa, 
having worked in various local freight offices for a number 
of years, but will state candidly that I have never found 
conditions existing as he has. I have yet to see the 
first office that had an accurate up-to-date seal record. 
I have seen offices where there would be carload ship- 
ments coming into the yard and seal records never kept 
for a week at a time. In case they were asked for a 
record of the seals intact when certain cars arrived 
about the easiest way to obtain this information would 
be to ascertain same from the record of seals kept by the 
conductors while the car was in transit. This would give 
the actual seal record of the car at the terminal previous 
to arriving at destination. 

In handling claims I have had several declined by rail- 
way companies by them simply stating the car moved with 
original seals intact, therefore it would be impossible for 
any loss to have occurred. Having had the experience 
with seals as related, I am naturally rather skeptical as 
to whether or not the claim department has been fur- 
nished with true seal records, when I receive a declination 
of this kind. 

I believe Mr. Blacet’s idea is a good one and is at least 
worth trying and without a doubt should prove service- 
able both to the carrier and the shipper. 

C. T. Vandenover, 
Traffic Manager, Royal Milling Co. 
Great Falls, Mont., March 22, 1916. 


FREIGHT RATES TO ORIENTAL 
PORTS 


The attached letter, addressed to a San Francisco railroad 
official by W. S. Wheaton, freight claim agent, Swayne & 
Hoyt, Inc., San Francisco steamship agents, speaks for 
itself. Mr. Wheaton admits his point of view is some- 
what radical, as compared with prevailing ideas, as far 
as the inland carriers are concerned, but he expresses 
himself as ready to argue the matter. 

“The matter of freight rates from Pacific coast ports 
to Oriental ports, as well as other trans-Pacific points, 
seems to be the cause of much question, according to 
some of the wails coming out of the middle section of 
our grand old U. S. A. 

“As some of our railroad friends seem inclined to side 
in with the shippers, I thought to give you a few facts, 
which you might care to pass back. Referring to railroad 
men and the idea of their leaning with shippers, under 
the circumstances, I do so with every heart-felt feeling 
and compassion; the poor boys have been browbeaten and 
buffaloed for so long a time until all ideas of equality 
with the shipper or thoughts of right of any kind have 
long since been forgotten, so we forgive them and sym- 
pathize with ’em, too. 

“But for steamship men, thanks to privileges still ex- 
tant, we are in a position to employ the usual and prac- 
ticed commercial principles so dear (and always in use) 
to every shipper, viz., that of using the only correct and 
honest calculative basis possible from the standpoint of 
equal fairness, i. e., ‘ALL THE TRAFFIC WILL BEAR.’ 


wi See 9 
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Spellbinders, political ignoramuses and unfair shippers, in 
their employments of these two elements, have succeeded 
in detracting public opinion from themselves and brow- 
beating the railroads to a point where reason is almost 
an unknown commodity on the part of the average railroad 
solicitor; not so with the steamship man, hence our 
perfect ease in quoting prevailing rates and blunt frank- 
ness in saying that they should and will be higher. Fifty 
dollars per ton weight or measurement, ship’s option for 
general cargo is about the honest proportion due the 
ship’s operators, and it will more than likely go to this 
figure rather than go below the $35 minimum recently 
quoted. « Forty dollars is now the prevailing basis; it is 
too low. But to get to the point, by what right or reason 
has a shipper to offer for finding fault with ocean rates? 
As a matter of fact, none, unless they figure it right by 
weight of might to deny to the ocean transportation com- 
panies the privileges to get what the market offers, same 
as they have to the railroad carriers. As manufacturers 
of steel, cotton pieces, leather, paints, flour and all else, 
they have put the price to the top notch or to the very 
point of all it will bear and use market controls to still 
further their gains from time to time. But when a Car- 
rier says to them ‘50-50,’ and insists on doing likewise, 
they of the ‘farm and fireside’ go forth in pious awe and 
some of the railroad boys say ‘amen.’ On the contrary, 
they should heartily approve of the whole situation, for 
perhaps it is or can be used as a keystone for an awaken- 
ing ‘inland’ and the logic of ‘all the traffic will bear’ us 
a basis of right be again the privilege of the railroad 
man, as it now is for the steamship men, and the shippers 
who have been so keen to deny its use to carriers while 
claiming honest right to its usage commercially will see 
a light—and say, too, as the S. S. men do now—50-50. 


“What argument have these shippers to offer against 
this principle and why is $50 a ton, which is $2.50 per 
ewt., too high? Not a fair or valid reason is possible. 
The only one possible is individual greed for account self. 

“With bottoms to be scarcer after April than now, and 
all in sight up to July-August sailing booked full, and 
with 25,000 tons of merchandise booked at the old con- 
fiscatory rates in the past still laying here, some of it 
since last summer, why should rates go down? They will 
not. 

“A campaign of education by railroad men among the 
manufacturers east of the Mississippi River along lines 
indicated might serve as a stepping-stone for their own 
account. Too many of the railroad boys solicit for tons 
and not for profits. I used to do it; it was always how 
many pounds? Now it’s different, it’s how many dollars? 

“Don’t take this to heart; I don’t, but I do get pounds 
of satisfaction giving some of these shippers their own 
pills while taking their dollars. I wish I was working 
for a railroad out of Chicago or St. Louis, now that I 
know a bit of the S. S. game; you would not see any 
wires from me, ‘rates too high.’ They are not.” 


CAR SEAL RECORDS AND CLAIMS 


Editor The Traffic World: 

I note on page 545 of the March 11.issue a letter writ- 
ten by Mr. L. E. Blacet, traffic manager of the Helvetia 
Milk Condensing Co., Highland, Ill., and on page 601 of 
the March 18 issue a reply made by Mr. G. E. Harrison, 
chief clerk to the assistant general freight and passenger 
agent, A.,.T. & S. F. R. R. Co., Prescott, Ariz., and in the 
writer’s opinion these gentlemen have touched as near the 
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radical extremes in this matter as it is possib¥e for them 


_to do, e. g., Mr. Blacet speaks of having the railroad place 


the car seal record on the expense bill. The theory itself 
would appear to be excellent, but he unquestionably not 
taking into account the vast scope that he is endeavoring 
to cover, e. g., in a great many instances the car arrives 
at destination several days after the expense bill has been 
made out, this being particularly true in elearing house 
territories and where the car travels on a card waybill. 
Now in order to get this seal record on the expense bill 
in a case of this kind, it would be necessary for the ex- 
pense clerk or someone else to go to the seal record, 
search through for each individual car and then place this 
record on the expense bill. This would be encumbering 
work upon the railroad which is absolutely unnecessary, 
and as a matter of information I should like to ask Mr. 
Blacet how many cases he has in a year in which the car 
checks short a few boxes or packages of his products that 
he does not find upon strict investigation that it is the 
fault of his shipping department. I should also like to 
ask of him what check or assurance he has that the error 
thas not been made right on his shipping floor. Do you 
keep a double check, or do you consider one tally suffi- 
cient? 

As for the matter of securing seal records, I would say 
from personal experience both in the railroad and indus- 
trial end of transportation that there is little or no ques- 
tion but Mr. Harrison’s statement in the second paragraph 
is correct in so far as he states that one of the first duties 
of a receiving agent “after the arrival of a car at his 
station is to examine the seals and take a record of them,” 
but he makes the statement that the record is accurate 
and is preserved with as much care as any other station 
record. This is not as the writer has found things in his 
experience with car seal records, and as for an examina- 
tion by transportation inspectors and traveling auditors, 
I should like Mr. Harrison to advise through the columns 
of your most valued paper in what way and by what means 
an auditor or inspector can check car seal records other 
than to make reasonably sure same are being kept without 
getting the seal record from point of origin. 


I should also state at this point that I think Mr. Blacet 
is right in his assumption that seal records are ofttimes 
obtained from the agent at point of origin, and as a basis 
for this statement wish to say that a little over three 
months ago one of the local freight agent’s offices called 
the writer in person on the telephone and requested to 
know what the seal impression was that we were using 
(as we use lead impression seals). The writer, not being 
sufficiently sure of the sealing iron number, informed the 
party calling that he would have to call them and give 
them the number, but through an oversight on my part I 
did not get this matter attended to for some time and was 
again called by the same party, who stated to the writer 
that his reason for calling so soon about this matter was 
that one of the agents on their line wanted to know whai 
seal we used, and it later developed that this was a car 
about which we were inquiring of the same agent who had 
askéd for this information as to what seals the car arrived 
under at destination; however, not for claim purposes. 


I have also in mind another case or two. A certain 
shipper in the valley shipping wire nails entered claim for 
the loss of five kegs from a car, his claim being turned 
down on the ground that the car arrived at destination 
under original seals according to seal record (same hav- 
ing passed through Youngstown, Chicago and Minneapolis), 
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and the seal record was shown to be absolutely clear; yet 
upon a very thorough investigation these self-same five 
kegs of nails were found lying along the side of ‘the track 
of the railroad over which same had been shipped, and 
consignee in taking the tally of this car checked short 
the five kegs and showed that the seal was broken. How 
would you explain this occurrence if records are accurate? 

The writer also has in mind a little conversation which 
he had with one of the agents in this city concerning car 
seal records, and he was informed that the car seal record 
was very good at all times except on that one car which 
you positively need the record of the seals and which he 
had found had always been for some reason or other lost, 
strayed or never taken. These would appear to me to be 
concrete cases, and I should think Mr. Harrison is mis- 
informed as to the accuracy with which the seal records 
are kept. 

Referring back to the statement made in the first para- 
graph of Mr. Blacet’s letter concerning the representatives 
of the different railroads who led him to believe that their 
system of seal records is good, I should like to have him 
ask these representatives that are giving him this in- 
formation a few questions. Do they keep a record of car 
seals in the same manner in which they keep the cash 
record? Do they pay as much attention to the filing of 
these car seal records as they do the cash record? Please 
ask them whether or not this information is not purely 
assumption on their part rather than an absolute knowl- 
edge of the existing conditions. I have asked a number 
of traveling freight agents, commercial agents and gen- 
eral agents as well what they know about the manner of 
keeping car seal records on their several lines since your 
publication of March 11, and have been informed by every 
one of them that that was a matter which they had noth- 
ing to do with and therefore were unable to give me any 
information other than that they assumed that the operat- 
ing department was qualified to take care of this matter 
and therefore had in no wise concerned themselves per- 
sonally. I should like to invite the agents of some ter- 
minal of consequence to give us their ideas of a solution 
for this car seal record proposition, as the recording of 
car seals is unquestionably one which has far greater 
importance to the shipper of box cars than the majority 
of people realize. 

In conclusion I might say that my opinion in the matter 
is that the theory advanced by either of the gentlemen 
who have entered into this discussion previously is very 
good, but their theory counts little or nothing unless it 
can be put into practical use. R. P. Smith, 

Traffic Manager, Ohio Automatic Sprinkler Co. 

Youngstown, O., April 1, 1916. 


FOURTH SECTION AMENDMENT 


Editor THE TRAFFIC WORLD: 

Referring to your editorial, issue of April 1, on “Fourth 
Section Amendment.” Because you have asked me a direct 
question I feel compelled to reply, and not merely to pro- 
long this controversy. 

I am pleased to note that we do agree on the purpose 
of this particular part of the Fourth Section. 

Your position, as I understand it, now is: Why should 
this law be effective when the waterway has been elimi- 
nated from causes other than the reduction of the rail 
rate? 

The Panama Canal route having been closed, first by 
landslides and then by the withdrawal cf boats to other 
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services for various reasons, in your opinion creates such 
a condition; and the railroads, having reduced the coast 
rates to meet canal competition, should now be permitted 
to restore or increase those rates. 

The act is, of course, clear, and, further, it is manda- 
tory. It reads: 

* * * <A-carrier * * * ghall not be permitted to increase 
such rates unless after hearing by the Interstate Commerce 
Commission it shall be found that such proposed increase rests 


upon changed conditions other than the elimination of water 
competition. . 


The physical closing of the canal is not the first in- 
stance of a waterway in this country having become 
unusable, nor was that condition unknown at the time 
Congress enacted this part of the section. On the con- 
trary, numerous instances were laid before the committee 
showing where once much used waterways, neglected be- 
cause of the war rates made by rail lines, had deteri- 
orated to such an extent as to be physically impossible; 
the Ohio-Erie Canal was one such instance; the [Illinois- 
Michigan Canal was another, and many of our rivers were 
also cited. When the damage had been done the rail 
rates were increased and communities suffered. Congress 
was informed, and it wrote the act as it is to-day. If this 
act had been in effect and enforced twenty years ago, do 
you suppose the Lake Erie ports would have to suffer 
the gross discrimination on southeastern business they 
do to-day? 

The act does not prohibit an increase in rates if there 
is cause for an increase other than the elimination of 
water competition; that is left to the discretion of the 
Commission, a perfectly safe place for it. And I presume, 
in the exercise of that discretion, the Commission would 
necessarily consider what influence the reduced rail rate 
had had in the elimination of the water competition. 


To meet existing legitimate competition, be it water or 
Otherwise, I am willing to give the rail carriers a free 
hand in fixing their rates, always with the restriction that 
the rate so fixed must be a reasonable rate, both to the 
public and to the carrier, meaning, in the latter instance, 
that that competitive rate must carry its fair share of the 
burden and must not discriminate against the intermediate 
points; in other words, the. carrier ought not to be per- 
mitted to fix a competitive rate that results in a loss or 
only returns the operating out of pocket cost, because to 
permit that is to penalize the intermediate traffic. 


In a measure this also answers your question about 
the intermediate points. Making further answer, I will 
say: If the present coast to coast rates meet the above 
requirements as to reasonableness and return, then there 
is probably discrimination against the intermediate points, 
but whether that discrimination is undue and unlawful 
I couldn’t say without knowing some of the other factors. 

Neither the Fourth Section nor any other section of the 
regulative laws should be a punishment, except where the 
act of the utility itself justifies punishment, and then only 
in order to protect the greater interest, i. e., that of the 
public. : 

The point of our difference was as to amending this 
portion of the Fourth Section. I do not believe there is 
any necessity for changing it, but that as it stands it is 
sufficient for all purposes. q 

If the coast to coast rates are too low now—that is, so 
low as to be non-compensatory to the carrier—then they 
always were so, and should not have been permitted in the 
first instance. There is, of course, nothing in the law to 
prevent a carrier from making a rate that is too low, and 
there should not be. But wherever that occurs, then 
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there is undue discrimination against the intermediate 

points, and there is ample authority in the law to correct 

that condition and thereby control the overhead com- 

petitive rate. H. G. WILSON. 
Toledo, O., April 4, 1916. 


Mr. Wilson says: “The act does not prohibit an increase in 
rates if there is cause for an increase other than the elimina- 
tion of water competition. That is left to the discretion of 
the Commission and I presume in the exercise of that discre- 
tion the Commission would necessarily consider what influence 
the reduced rail rate had in the elimination of the water com- 
petition.” That is just the point in which we think-the fourth 
section should be amended. As it stands now the Commission 
has no discretion in determining what part the rail rate had 
in eliminating the water competition. It should have such di- 
cretion. Now it must, under the law, arbitrarily refuse to 
permit an increase in rail rates except for some other reason 
than the disappearance of the water competition. 

We think Mr. Wilson looks at this question from the wrong 
point of view. These transcontinental rates were not lowered 
to destroy the water competition. They were lowered after 
eareful consideration by and permission from the Commission, 
because, unless they were lowered, the railroads could .not 
retain any appreciable part of the traffic. They were lowered, 
it is generally believed, to a point where they were—not 
non-compensatory, considering all the factors in the situation— 
but less than reasonable. In other words the rail rates were 
forced down by water competition to a point lower than the 
railroads could be expected to make them were it not for that 
water competition: Now the water competition has disappeared 
for reasons other than the rail rates. We can see no justice in a 
law that keeps the rail rates at that level. And we insist that 


the intermediate points are getting the worst of the_ deal 
whether the discrimination which Mr. Wilson virtually admits 

is ‘‘undue and unlawful’ or not. 
An arbitrary law, such as this provision of the fourth section 
e 


is, always works injustice in some instances. Sometimes t 
injustices are permissible for the sake of the greater good, but 
they are never permissible when the law can be so amended 
as to accomplish its purposes and at the same time avoid the 
injustices. We think the present one is a case in point.— 
Sditor The Traffic World. F 


WHY RECOGNITION? 


Editor Tuk TRAFFIC WORLD: 

A fellow traffic man made a remark recently that started 
a train of thought buzzing in my brain which will not be 
quiet, and although I will probably be considered an- 
archistic and decidedly unorthodox, the thing has been 
such a bother that it must be set down on paper. His 
remark was: “Traffic men don’t get the recognition they 
deserve; neither do they get the recompense they should.” 

Why? Perhaps because too many men are, like the 
shrinking violet, left to blush unseen, or, to mix the 
metaphor, they waste their sweetness on the desert air. 
We have been told that we must not hide our light under 
a bushel—to him that hath shall be given, and other illus- 
trations that a man to gain notice in this busy old world 
must do some press agent work for himself. 

But to get down to brass tacks, the men in this world 
who have gained recognition have been men with many 
qualifications, such as tenacity, preparedness, and by that 
is meant a complete down to bedrock knowledge of the 
work they had set themselves to do. Too many peopie 
in the world rush into the spotlight with half-baked ideas 
of the matter in hand, and inevitably, just as an amateur 
might, they get the hook the same as the striver for 
vaudeville henors who is poor on his clog dance or what- 
ever his bit may ‘be. The merchant in buying does not 
have confidence in the salesman who is trying to sell him 
something of which the salesman has less . knowledge 
than the man to whom he is trying to make the sale. 

An old, old gag to the new man on the road is, “Know 
your goods.” The same applies to traffic. The name 
traffic manager is comparatively new, but are his duties 
new? They have simply broadened in scope and have to 
be specialized in as do various branches of other pro- 
fessions, such as the law, medicine, engineering and me- 
chanics. Does not the eminent surgeon generally learn the 
general practice of medicine first and then specialize in 
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his particular branch or branches? So with the law and 
many other professions and businesses. We must be sure 
that we have a “Message to Garcia” before we spring it 
on the boss and expect him to become enthused. We are 
in the midst of discussion, doubt, fear, hesitancy and con- 
jecture concerning our preparedness as a nation in the 
theater of the world’s war. If we were prepared and sure 
of ourselves as a nation you may rest assured there would 
not be the uncertain knowledge or lack of knowledge dis- 
played and brought out in the many-sided differences of 
opinion. 

This same comparison applies to traffic work. Too many 
of us have too little real knowledge of the game we are 
trying to sit in. Trite sayings are true sayings. Rome 
was not built in a day. Demosthenes held pebbles in his 
mouth and went out along the beach and orated to the 
ocean to overcome a hesitancy in his speech. Disraeli 
overcame physical deformity. He said: ‘Despair is the 
conclusion of fools.” On my desk under the class is a 
thin slip of paper which says: “In every walk of life 
you will find good old ‘Bull.’” It is an advertisement for 
a well-known tebacco. I have often thought what must 
have been the unholy glee of the man who wrote this 
twisted line with its double meaning. Good old “Buil.’ 
You can get a start with it, but you must have something 
solid back of it to continue in the game. We must work, 
toil, sweat and boil it out of us if it is in us. If we 
haven’t it in us to be of the great we will still get the 
fun of trying. The striving after something good that 
other men will want from us. 


Someone said: “If I have something the world wants, 
and I live in the midst of a forest, the world will wear 
a pathway to my door.” But you must deliver the goods 
to get the recognition which every man of any ambition 
or purpose thinks he deserves. All men who have achieved 
have given up something. In modern life our great men 
have been ridiculed, laughed at or hated. Bell, who in- 
vented the telephone, was laughed at. So was Fulton, 
with his steamboat; Stevenson, with his locomotive, and 
Edison, with his scheme for lighting the world with ligi:t- 
ning. Edison says it is not always unalloyed genius that 
attains—it is genius mixed with hard work. We can give 
up some of our light and useless pleasures; our weak 
and mushy reading; every attempt toward this end is one 
step forward. 


With overcoming, difficulties become easier. We must 
give to get. Men gave up their lives in the rush and 
hurry of making the Carnegie fortune out of molten metal. 
Harriman gave up his own health as a sacrifice. Rocke- 
feller gave up the friends of his young manhood and sacri- 
ficed his business associates on the altar of the god of 
great fortune. He let nothing hinder, nothing stand in 
his way. One by one he let go of the ordinary pleasures 
of the ordinary man to secure the.one greatest pleasure 
to him of getting money. This is not an admonition to 
“go thou and do likewise” by taking these extreme cases 
as examples for us, but simply to illustrate the fact that 
to get we must give. We must give of our brains, our 
muscles, our thoughts, part of our lives in the grinding 
out of success. 

On the other hand, Robert Louis Stevenson, though 
always handicapped by physical infirmity, gave from him- 
self while in great bodily pain some of the most beautiful 
thoughts which have made bright and happy the lives of 
thousands. Thoreau by living close to the woods: and 
flowers gave us some of the most beautiful nature studies. 
Application, perseverance, tenacity, sticking to an idea 
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samtil you have mastered the difficulty—that is what 
ounts. : 

| aiege said one day to one of his lieutenants, when 

“Speaking of a certain other man in his employ who was 
always busy with many little details and a desk loaded 
with correspondence and papers: “I would rather see 
him with his feet upon the desk thinking, thinking.” In 
my own personal acquaintance, one of the men who gets 
there can be seen very often staring out of the window 
—thinking—and when I see that I know that something 
is brewing in his brain pan—something is going to hap- 
pen, and it invariably does happen and he accomplishes 
things: 

Another qualification for success is in picking the men 
to help you execute. All really successful men have had 
this ability. Some men are born to be hewers of wood 
and carriers of water—they are needed in the scheme of 
things and of themselves they can never rise beyond this 
strata. Use them. Don’t waste yourself in fussing over 
some petty detail that some other man can do as well for 
you. Give yourself time to think and plan work for other 
men to do who are waiting with hands outstretched for 
you to put something in their hands to do with. I know 
many men who need to have their work planned for them. 
That is your part. Do the planning. Think big things. 
Associate as much as possible with big men. Read big 
books. To crib from Irvin Cobb, and I don’t know from 
whom he cribbed it: “We are all like unto ants, and the 
world is an ant hill—and lying in wait off to one side are 
the ant-eaters.” Don’t let the ant-eaters get you. In 
other words, don’t toil and strive, to let some other man 
off on the side lines grab and gobble up the results of 
your untiring efforts. Learn ‘how to enjoy the fruits of 
your own labors. Something as another new writer, Ger- 
ald Stanley Lee, has put it: “The way to get on is to 
help people to be what they wish they were like.” First 
of all lay a good foundation, for a house builded on the 
sand shall fall. Flash and shallowness may obtain for 
a while, but real, honest, substantial worth are what last 
in time of trial and stress. This is an age of iron and 
steel, of cement and concrete, and too much sand in the 
concrete causes the structure to crumble. 


To come away for a while from example and precept 
adage and old saw example and idiom and down to the 
concrete facts that we should know and must know if we 
hope to be successful in our chosen profession, I would 
say, young man and old man in this business, know your 
tariffs; know your supplements, your classifications, your 
territories, your exceptions, rules, regulations, commodities, 
all the hundred and one details which go into the work 
of moving traffic. Specialize in your own particular line, 
but be not unmindful of other branches, for if you are 
making good you know not when you may be caHed into 
other fields. 

The city of Gary, Ind., was first considered from a 
traffic-moving standpoint before ever the city was built. 
The word traffic manager is comparatively new, but traffic 
is as old as the world, and the duties of the traffic man- 
ager have been in evidence since Adam was kicked out 
of the Garden of Eden and had to go to work. The shep- 
herd had to move his flocks—traffic. Cain and Abel 
brought their sacrifices, one of grain, the other of flesh— 
traffic again. The first dug-out canoe or raft loaded with 
the fish of the stream, the kill of the hunt and the fruit 
of the forest or grain of the field; the caravan of camels 
of the desert; the ships of the Phoenicians; the boats of 
the ancient Egyptians on the lazy Nile; the slaves in the 
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Roman galleys rowed by banks of rowers; the sailboat, 
the steamboat, canal boat, electric launch on the waters, 
all loaded with traffic, either human or merchandise. On 
land the caravan, the ox-cart, sledge, wagon, steam car, 
electric car, automobile, all carriers of traffic, and their 
directors or managers were traffic men. And now the 
new traffig men move and control these directors. 

The job is as old, and older, than the pyramids. The 
application only is new, and that application, as you all 
know, is constantly changing, shifting, moving—never 
still. We have to keep up to the minute with the pro- 
cession or ahead of it or someone butts into us from be- 
hind. And so down through the ages of the world this 
profession of ours has come to us, until it is now one of 
the greatest factors-in the world, and especially in this 
country, so that one of the greatest investments is the 
money tied up in transportation facilities for the moving 
of the things that man makes with his hands and grows 
in the acres that God has loaned to him. 

And now, youngsters and oldsters, if any word here 
written has been of help to you, so that when you go to 
the big boss for that raise you will not go with empty 
hands, and so that your viewpoint and outlook have been 
enlarged and strengthened, I am content. You who de- 
sire recognition must merit it. 

RICHARD FLICKINGER, 

Denver, Colo., March 25, 1916. 


RAILWAY REVENUES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The first summary of the results of the operations of 
big roads in February was made public by the Commission 
on April 3. It shows a continuance of the satisfactory 
condition of an increasing gross and net. 

For the country as a whole the 96 roads, with a mileage 
of 118,397, covered by this summary had an increase in 
the gross from $96,369,000 to $125,207,000. Expenses also 
rose from $73,290,000 to $87,007,000. The net went up 
from $25,349,000 to $38,199,000, or from $216 to $322 per 
mile. 

In the eastern district the gross rose from $34,788,000 to 


$46,752,000, while expenses went up from $27,077,000 to 
$32,994,000, and the net from $7,710,000 to $13,757,000, or 


from $272 to $491 per mile. 

In the southern district the gross or operating revenue 
rose from $16,481,000 to $20,799,000; expenses from $12,- 
169,000 to $14,242,000, and net from $4,313,000 to $6,556,000, 
or from $192 to $287 per mile. 

In the western district the rise in operating revenue was 
from $47,369,000 to $57,655,000; in operating expenses 
from $34,044,000 to $39,770,000, and net from $13,324,000 to 
$17,885,000, or from $20 to $265 per mile. . 

For the whole eight months of the current fiscal year 
the net for the country as a whole rose from $2,436 per 
mile to $3,216; in the eastern district from $3,298 to $4,803; 
in the southern from $1,606 to $2,158, and in the West 
from $2,348 to $2,908. 


— 


COMMISSION ORDERS. 


Complainant’s petition for rehearing in case 7456, Union 
Lumber Co. vs. Gulf, Colo. & §. F. et al., denied. 

Complaint No. 7863, Beaver Valley Pot Co. et al. vs. 
B. & O. et. al., dismissed at complainant’s request. 

Case No. 7701, Herb Bros. & Martin vs. P. C. C. & St. 
L., reopened at request of defendant. 
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Increasing Efficiency on the Short Haul 


New Devices, Suggestions and Methods for Increasing Efficiency in Freight Handling and Other 
Branches of Traffic Work. Contributions Are Welcomed. THE TRAFFIC WORLD Will’ Be 
Pleased to Answer Inquiries Concerning Any Device or Method Mentioned in This Department 








FREIGHT CONGESTION AT BOSTON 


(Report of the Committee on Freight Congestion to the 
Executive Committee and Board of ‘Directors of the Boston 
Chamber of Commerce, March 29.) 


The inability of merchants and manufacturers to obtain 
merchandise and materials greatly needed by them, the 
present congestion in the freight houses and freight yards 
at Boston and the embargoes on the part of certain out- 
side railroads: against traffic destined for New England 
led to the appointment of this committee, with instruc- 
tions to ascertain the facts in regard to the situation and 
to find what could be done to relieve it. 

The committee approached the matter with an open 
mind, and has endeavored to ascertain the facts as well 
as it could. The members of the committee have made 


personal examinations of the freight terminals, and the 


committee has conferred with responsible railroad offi- 
cials, with representatives of the master teamsters and 
with merchants. 

The Situation in General. 

This morning there were in the freight yards in Boston 
4,500 cars—all that the yards would accommodate. Six 
hundred of these (11 per cent) have been in the yards 
more than 48 hours. 

There were also this morning on the New England 
railroads outside of Boston 190 cars which could not be 
placed for lack of room at the Boston terminals; and it 
is estimated that there are on the railroads connecting 
with the New England lines at the Hudson River approxi- 
mately 25,000 cars waiting to be turned over to the New 
England roads as soon as they can accept them. 

This shows concisely and clearly the unfortunate situa- 
tion with reference to carload shipments. 

The situation with reference to “less-than-carload” 
shipments (unloaded by the railroads into the freight 
houses) is likewise unsatisfactory. The freight houses 
are taxed beyond their capacity, resulting in delays and 
increased cost to the railroads, the teamsters and the 
consignees. The railroads, are unable to place their 
freight in the freight houses so that it can be readily 
removed; the teamsters in many cases have to spend. a 
great deal of time in searching for their freight, and 
sometimes are unable to locate it at all, and the mer- 
chants are seriously inconvenienced and caused additional 
expense by the difficulty experienced by their truckmen 
in finding their goods. 

It will be conceded by all, we think, that the extraordi- 
nary weather conditions of the last eight weeks, which 
seriously handicapped the railroads in handling the traffic, 
and the resulting bad condition of the streets and ap- 
proaches to the freight terminals, have been a considerable 
factor in bringing about the present situation; but neither 
the railroads, the teamsters nor the merchants “place the 
entire blame upon the weather. All have freely expressed 
the opinion that the city should have placed the streets 
in better condition; but in justice to the city it should be 
stated that it has this year expended ten, times as much 











as it did last year in removing snow. Nature is now, 
fortunately, removing this handicap to business. Even if 
the condition were otherwise, however, the other factors 
in the situation are the ones to which it would be prefit- 
able for the committee to direct its attention. 

It was soon found that the committee’s investigation 
covered two rather distinct classes of traffic: 

1. “Less-than-carload” freight, which is unloaded by 
the railroad into the freight houses and taken by receiv- 
ers from the freight houses. 

2. Carload freight, which is delivered by the railroad 
to the freight yard, or on private sidings, where it is 
unloaded by the consignee directly from the cars. 


Less-Than-Carload Freight. 


The railroads represent that they are seriously handi- 


capped by the delays in removing freight from their. 


freight houses. As one means of improving the situation 
the Boston & Albany and Boston & Maine railroads some 
time ago adopted the rule of sending to public ware- 
houses any goods left in their freight houses 72 hours. 
The New Haven Railroad has not yet adopted this przac- 
tice—claiming that its terminals are not congested. This 
view is not concurred in, however, by the teamsters. 

The truckmen claim that the failure of some con- 
signees to remove the freight promptly from the freight 
houses makes it more difficult for them to find their 
shipments; that a given consignment is frequently di- 
vided and placed in different parts of the freight house, 
often making it necessary to spend a great deal of time 
in hunting through the freight house for their shipments; 
that the passageways to the different freight house doors 
are, because of the congestion, necessarily - restricted, 
making the removal of freight difficult; that freight for 
one consignee is frequently piled on top of the freight 
belonging to another consignee, and that it is often neces- 
sary for the truckmen to handle a large amount of other 
people’s freight in order to obtain the goods they want. 
They also claim that the railroads do not furnish suffi- 
cient help at the freight houses to assist in finding the 
goods wanted, and in helping to move the other freight 
which has to be moved before the goods wanted can be 
taken aWay. They also complain that when part of a 
shipment has become separated in transit and does not 
arrive in the same car with the other goods they are not 
informed of this fact, and frequently waste a great deal 
of time in looking for freight that has not arrived. They 
assert that these conditions in'the freight houses, coupled 
with the condition of the streets, has made it impossibie 
for them to handle more than half as much freight as 
they would be able to under ordinary conditions. 

It seems to your committee that the railroads and steam- 
ship lines should be asked to assist at once by tempo- 
rarily placing more men in the freight houses to help 
locate freight called for, and by using the telephone to 
notify consignees of the arrival of freight, and to urge 
them to remove it promptly, instead of relying entirely 
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upon notices placed in the truckmen’s boxes at the freight 
houses; and that merchants should be urged to assist by 
ordering their receiving departments to see to it that 
freight is removed promptly, instead of taking advantage 
of the 72 hours’ free time. Your committee believes that 
if the railroads, the truckmen and the merchants will co- 
operate in this way the situation can be very much im- 
proved. The truckmen claim that, with a continuance of 
the present warm weather, they will be able within a 
week to relieve the terminals of the surplus freight 
which has accumulated, and that they will be able there- 
after to keep the situation well in hand. 


The committee believes that an opportunity should be 
given all parties to show what can be accomplished within 
the next week. If at the end of that time there is not 
a radical improvement in the present well-nigh intoler- 
able situation your committee will recommend the adop- 
tion of a plan for the pooling of the teaming facilities of 
firms willing to co-operate. 


Carload Freight. 


In ordinary times the volume of carload freight coming 
to Boston is large. In February of last year the Boston 
& Albany Railroad received at its Boston yards 1,725 
cars of freight; the Boston & Maine, 9,730, and the New 


Haven, 4,717—a total of 16,182 cars. 


A good many persons are under the impression that, 
because of the unfavorable conditions of the last two 
months and the congestion prevalent at nearly all points, 
the railroads are handling less freight this year than 
they were last year. This is not true. In February of 
this year the Boston & Albany Railroad received at its 
Boston freight yards 2,674 cars (an increase of 54 per 
cent); the Boston & Maine, 11,499 cars (an increase of 
18 per cent), and the New Haven Railroad, 5,722 cars (an 
increase of 21 per cent), making a total of 19,895 cars. 
Or, put another way, the Boston & Albany delivered 959 
more cars in February this year than in the correspond- 
ing month last year; the Boston & Maine, 1,769 mere 
cars, and the New Haven, 1,005 more cars—a total of 
3,713 additional cars, and an average increase of about 
23 per cent. 

Presumably there has been a similar_increase in the 
number of cars delivered at other freight yards in New 


England. 

This increase is, however, only a small part of the 
increase in traffic which the railroads are called upon to 
handle. In fact, so great has been the increase in trajffic, 
and so large the number of cars which the New England 
railroads have been unable to handle, that western con- 
nections have felt obliged to refuse to accept large’quan- 
tities of freight destined to New England, and the New 
England railroads themselves have issued embargoes 
against the acceptance of freight for them by their west- 
ern connections. 

In spite of these embargoes there are to-day actually 
about 25,000 cars waiting at the Hudson River gateways 
to New England which the New England railroads have 
been unable to accept and move. ~ 

This increased volume of traffic is due to various rea- 
sons, and this situation is partly due to the slowness of 
consignees in removing their freight. 

Last month 696 cars stood in the Boston & Albany 
yards waiting to be unloaded more than 48 hours (more 
than twice the number in February of last year); 2,108 
were in the Boston & Maine yards more than two days 
(nearly twice the number detained last year), and 555 
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stood in the New Haven yards waiting to be unloaded 
more than 48 hours (about 50 per cent more than in 
February of last year). 

Any congestion at the terminals is immediately reflected 
all along the railroad line, and when it becomes bad 
enough causes embargoes such as we have at present. 
Anything that will increase the efficiency of the terminals 
promotes the more rapid handling of freight by the rail- 
road and makes possible the delivery of more cars at its 
terminals. 

Many of our merchants, realizing the necessity for co- 
operating with the carriers, have done all in their power 
to unload cars promptly; but some have entirely failed 
to see the need for changing their usual methods of han- 
dling and have made use of the terminals for storage 
purposes to the great inconvenience of both the railroads 
and other consignees who are not only willing but anx- 
ious to have their freight moved. Such action slows up 
the roads in accepting freight from connections and 
greatly retards the free use of the team tracks. The 
business men of the community should take a more active 
interest in the problem of congestion and give to their 
subordinates instructions that will result in bringing about 
a speedy relief from the tangle from which the traffic of 
New England has been suffering since the first storm cf 
winter. This is a duty they owe to themselves and to 
the public. 

The investigation of your committee has developed the 
fact that the responsible heads of the firms were in many 
instances not aware that their freight was not being 
promptly unloaded and that they were adding to the con- 
gestion and doing their share to prevent the lifting of the 
embargo. 

The carriers should assist by instructing their agents 
to see that notice of arrival is given to some firm member 
in cases where it is shown that the proper attention is 
not being paid to the movement of freight. This should 
be in addition to the regular notice given to the truck- 
man. 

The committee has arranged to secure each day a list 
of cars which have been detained for more than 48 hours, 
and it is its purpose to urge the owners of the freight to 
take prompt action in unloading it. 

The Interstate Commerce Commission now has in New 
England investigators sent here to find out the facts in 
regard to congestion of freight. The chamber’s committee 
has been requested hy Interstate Commerce Commissioner 
Clark to place facts as to delinquent consignees before 
the committee, of which he is chairman. 

The committee will first attempt to secure the co- 
operation of the Boston merchants, but if this plan does 
not prove successful it will take steps to see that specific 
failures to co-operate in this movement are given to the 
Commission. Howard Coonley, chairman; Paul E. Fitz- 
patrick, Stanley King, Arthur L. Robinson, A. G. Thomo- 
son. 


AMELIORATION OF CAR SHORTAGE 


George D. Ogden, general freight agent of the Pennsyi- 
vania Railroad Co., addressing the Reading Chamber of 
Commerce, March 17, spoke in part, as follows: 

“In years past and during normal times carriers have 
been able to take traffic as offered without much, if any, 
concern as to prompt disposition at junction point with 
connecting line or consignee at ultimate destination; that 
is, a shipper could start upon an order involving ten or 
one hundred cars and complete it by forwarding each 
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day’s output, thus saving second handling and valuable 
storage space at the factory. This practice can no longer 
continue if substantial co-operation is to be realized. 
Present condition of your own factory working to its 
maximum capacity affords a perspective, when multiplied 
a thousand or more times representing as many industries, 
of the unprecedented heavy movement of traffic. The 
railroads want to do better, just as much as you desire 
to attain greater efficiency in your shop practice, with 
consequent increased output. The propositions are very 
similar, indeed, and must move forward together if good 
results are to be forthcoming. 

“The unprecedented revival in business, causing a mouu- 
tainous avalanche of traffic in almost every direction, after 
a long period of dullness, came so suddenly that carriers 
refrained from placing restrictions until the last minuie, 
indeed, until a blockade was imminent, believing any 
earlier attempt to control the flow would have met with 
disapproval. Looking backward, it would have been more 
prudent if restrictions had been issued earlier against 
forwarding each day’s output without first having knowl- 
edge of definite arrangement for prompt disposal at sea- 
board or, in the case of domestic, at destination. Of late 
it is apparent the public generally understand many of the 
difficulties encountered and in a proper spirit of co-opera- 
tion offer voluntarily to assist in the orderly handling 
of traffic in so far as it is possible. 

“Until recently an embargo was the exception rather 
than the rule, and quite as unpopular to the railroad man 
as to the shipper, for the good and sufficient reason that 
the railroad is as ambitious to contract for business as 
is the industry, and only resorts to an embargo as a last 
method of avoiding a complete tie-up which would result 
in great financial loss to commercial and transportation 
interests alike. The serious problem for consideration is 
how to avoid embargoes during periods of business activ- 
ity, and the first potential move in this direction is abso- 
lutely to cease the general practice of making storage 
warehouses of freight cars. In the purchase of raw ma- 
terial, a primary feature of the contract should be a stip- 
ulation as to the volume per day to be forwarded, and 
this volume in no case should exceed the reasonable ability 
of consignees to unload an equivalent number of cars per 
day. 

Abuse Flagrant. 

“1, On export, the forwarding of each day’s output 
without regard to ocean engagement may entail delay 
at the seaboard for weeks and in some cases months. Of 
late carriers will only accept export shipments condition- 
ally upon naming of vessel and sailing date, which must 
be confirmed at the seaboard. 

“2. Advancing prices invite speculation, with its con- 
sequent abuse of railway equipment. A broker bought 
one hundred carloads of gasoline on speculation, which 
had to be held by the railroad for weeks while the price 
was advancing almost every day. Under existing rules 
and regulations this is a perfectly lawful practice, but it 
works havoc in the matter of service to the industry that 
has a large investment depending upon transportation serv- 
ice. There should be some reasonable control over.such 


abuse. 

“At a recent hearing before the Interstate Commerce 
Commission in Washington as to what should be done to 
relieve the freight congestion, the railroads suggested 
progressive demurrage, primarily and absolutely for the 
purpose of making abuse of cars for storage too expensive 
to be profitable, and following the plan of consignees 
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stipulating in their contracts the volume to be forwarded 
each day should not work a hardship upon established 
industries. To be sure, it would penalize the speculator 
and serve to correct abuse, but the compensation would 
reduce the accumulation of cars, thus making it possible 
for the railroads to render reasonable and expeditious 
service. 

“Under present unparalleled conditions it will do no 
good to condemn the other fellow, whether it be the source 


of supply or the railroad that is to transport it. Ask . 


yourself the questions: ‘Are present demurrage and stor- 
age rules adequate to correct evils, and are my demands 
and expectation fair and reasonable?’ 

“To get out of the trouble we are now in we need each 
other’s confidence and help. We must trust and believe 
in each other if we are to make progress. You may say 
the railroads have your confidence, but I cannot tell you 
too strongly that the only kind of confidence that counts 
for anything is the kind that is acted on. If the railroads 
are to be suspected of wrong or narrow motives in every 
proposal they make to help the situation relief will be 
very slow. 

“A vessel is chartered to sail from a United States port 
on or about a certain date. The uncertainty of fulfillment 
of the contract is dependent upon whether the vessel 
chartered arrives in United States port safely; whether 
she is not requisitioned by the country whose flag she 
flies; whether the British or other foreign government does 
not change the character of cargo. This has been known 
to occur after the ship was partly loaded, and very fre- 
quently, indeed, after the cargo list is prepared and the 
freight ordered delivered by the railroads. 


“Does not this situation convince you that old methods 
must be abandoned and new ones substituted in the public 
interest? Let there be sincere co-operation upon part of 
shippers, steamship lines and the railroads, and existing 
difficulties will be reduced to a minimum.” 


SCHEME TO SOLVE CAR PROBLEM 


The Southern Pine Association, through Traffic Manager 
A. G. T. Moore, has contributed a suggestion respecting 
the car shortage-embargo problem. The eastern carriers 
propose revision of “free time” downward and revision 
of demurrage upward. The Southern Pine Association’s 
traffic department proposes an increase of per diem 
charges on cars. The argument in its favor runs some- 
thing like this: The per diem charge on foreign cars is 
now practically nominal—45 cents a day. Lines short 
of cars are able to net a neat profit by retaining foreign 
cars and keeping them at work, since the equipment 
earns considerably more than 45 cents a day, which it 
costs. The systems which lose the use of their own equip- 
ment under this practice are losers in several ways, under 
the present traffic-congestion conditions. They have small 
incentive to buy or build new cars for the use of con- 
necting lines at nominal rentals. 


If the per diem charges were advanced to a figure which 
insured a reasonable return to the owners of borrowed 
equipment and represented a noticeable item of expense 
to the borrower, it is contended that the cars would be 
much more speedily returned to their home systems, and 
the borrowers would make more of an effort to keep them 
moving. Furthermore, with the prospect of a decent re- 
turn from the cars delivered to. other systems, the rail- 
ways would feel more in the mood to order or build 
additional equipment, 
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Help for Traffic Man 


This department is conducted by a traffic man of long experience 
and wide knowledge. In it he will answer questions relating to 
practical traffic problems. We do not desire to take the place of 
the traffic man, but to help him in his work. We reserve the right 
to refuse to answer any questions that we judge it unwise to answer 
or that involve situations that are too complex for the kind of inves- 
tigation contemplated. Questions will be answered as promptly as 
possible. No answers will be given by mail. 

Address “Help for Traffic Man,” The Traffic Service Bureau, 
418 S. Market St., Chicago, Ill. ~ 





s 
Rate Not Dependent on Use. 


Q.—Can you advise us of any recent decision of the 
Interstate Commerce Commission wherein they have held 
that the use to which a commodity is put affords no basis 
for the classification to cover? If you can advise us of 
a recent decision, also advise us where we can obtain a 
copy of that decision. 

A.—See Interstate Commerce Commission Opinion No. 
1664, in Case No. 4067, Jones Brothers Co. vs. Montpelier 
& Wells River Railroad et al, printed in The Traffic World, 
Nov. 25, 1911. The following is an excerpt from this 
opinion: 

If the application of the rate depends upon this definition or 
upon the nature of the structure into which the material is to 
enter, the classification rests upOn an improper basis, in that it 


makes ‘the rate dependent upon the use to which the article 
shippe@.is to be devoted. 


Contents of Tank Cars. 


Q.—Fér example, the shell capacity of a tank car is 
8000 gallons. Shippers load 48 gallons into the dome, 
making a total of 8048 gallons fuel oil loaded into the 
tank. The temperature at time of loading is 70. The 
normal or selling basis temperature is 60. Therefore cus- 
tomer is only charged with 7908 gallons. 

Shippers bill shipment 8048 gallons fuel oil, weight 
53,177 pounds, on the bill of lading. The minimum weight 
is only 52,800 pounds, as per Official Classification No. 
43, page 19, Rule 5-A, and on page 249, item 3, note 4, 
reads in part: “The contents of tank cars will be com- 
puted at 6 and 6-10 pounds per wine gallon.” 

Which of the weights should be shown on the bill of 
lading, 53,117 pounds or 52,800 pounds, the latter being 
the minimum? 

A.—Assuming the gallonage capacity of the dome is 2 
per cent or more of the gallonage capacity of the tank 
car, including the dome, we understand shipment should 
be billed as 52,800 pounds. 


Fourth Section Provisions. 


Q.—We are making shipments of cotton factory prod- 
ucts from A to B and C. The legally published rate from 
A to B is 58 cents per cwt.; from A to C, 55 cents per cwt. 

The distance from A to C is 31 miles greater than from 
A to B. 

Assuming that the rate from A to C is reasonable, will 
you please advise what is the proper course to pursue 
to have rate adjusted from A to B, in line with the rate 
from A to C? [ 

Is it not true that the rate for a shorter distance should 
not be more than for a longer? 

A—Section 4 of the Act to regulate commerce, as 
amended June 18, 1910, reads as follows: 

That it shall be unlawful for any common carrier subject to 
the provisions of this act to charge or-receive any greater com- 
pensation in the aggregate for the tr rtation of passengers, 
or of like kind of property, for a sho han for a longer dis- 
tance over the same line or rout ue same direction, the 
shorter being included within the fon istance, or to charge 


any greater compensation as a through foute than the agegre- 
gate of the intermediate rates subject to the provisions of this 
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act; but this shall not be construed as authorizing any com- 
mon carrier within the terms of this act to charge or receive 
as great compensation for a shorter as for a longer distance; 
Provided, however, That upon application to the Interstate 
Commerce Commission such common carrier may in _ special 
cases after investigation be authorized by the Commission to 
charge less for.longer than for shorter distances for the trans- 
portation of passengers or property; and the Commission may 
from time to time prescribe the extent to which such desig- 
nated common carrier may be relieved from the operation of 
this section; Provided further, That no rates or charges law- 
fully existing at the time of the passage of this amendatory 
act shall be required to be changed by reason of the provisions 
of this section prior to the expiration of ‘six months after the 
passage of this act, nor in any case where application shall 
have been filed before the Commission in accordance with the 
provisions of this section, until a determination of such appli- 
cation by the Commission. 


It is assumed B is intermediate to C “over the same 
line or route in the same direction.” 

Carriers may have authority from the Interstate Com- 
merce Commission to maintain higher rates to B than are 
in effect to C, or they may have on file with the Commis- 
sion applications which have not as yet been acted upon 
by that body, protecting existing adjustment. 

Perhaps it might. be well to take the matter up with 
carrier that issued the tariff naming the rate from A to B. 


POSITIONS WANTED OR OPEN 


GOOD MEN ARE ALWAYS IN DEMAND, AND THE 
Traffic World is the logical medium for getting the men 
and the positions in touch with one another. The rates 
for classified. advertisements are as follows: $2.00 per 
inch first insertion, $1.00 per inch second insertion, $0.50 
per inch each additional insertion, payable in advance. 
Keyed advertisements forwarded free and all correspond- 
ence held in strict confidence: 

THE TRAFFIC WORLD, 
418 So. Market Street, Chicago. 


ERE tee RR ann a NEAREST STS, PSOE CSN SETI I SS am 

WANTED—Position as TRAFFIC MANAGER. Am quali- 
fied to meet I. C. C. requirements, familiar with routing, 
rating and the handling of claims, as well as any other 
intricate traffic condition. Have experience from both the 
carriers’ and manufacturers’ standpoint. Al reference and 
will locate anywhere. P. O. Box 1, Lindenwold, N. J. 














TRAFFIC MANAGER, married, 32, four years’ experi- 
ence as assistant traffic commissioner for commerce as- 
sociation in large city. Experience in railroad service, 
both operating and traffic departments. Now with indus- 
trial concern. Lack of future reason for making change. 
Best references from past and present employers. R. 111. 
The Traffic World, Chicago, III. 





WANTED—Position as TRAFFIC MANAGER with me- 
dium-sized railroad or large manufacturing, mining or 
lumber company, by young man with fifteen years’ ex- 
perience. Thoroughly up to date in all lines of traffic. 
Also have had executive experience. First-class ref- 
erences. S. F. 8. Care The Traffic World, Chicago, IIl. 


Do Business by Mail 
It’s profitable, with accurate lists of prospects. Our catalogue 
contains vital information on Mail Advertising. Also prices and 
quantity on 6,000 national mailing lists, 99% guaranteed. Such as: 
War Material Mfrs. Wealthy Men Fly Paper Mfrs. 
Cheese Box Mfrs. Ice Mfrs. Foundries 
Shoe Retailers Doctors 
Tin Can Mfrs. Axle Grease Mfrs. 
[ ists Railroad Employees 
Auto Owners Contractors 
Write for this valuable reference book. 
Ross-Gould, 822-P Olive Street, St. Louis. 


Ross-Goulid 


Pi <e ebiws oe 
ie eee Ss oe ey 


Farmers 

Fish Hook Mfrs. 
Feather DusterMfrs. 
Hotels 








COAL ACROSS CONTINENT 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Hauling coal across the continent, from a railroad man’s 
point of view, is fully as ridiculous as “hauling coals to 
New Castle.” But things that were ridiculous before the 


great war began have become commonplace since that 
time. 


Secretary Daniels of the Navy Department is seriously 
considering what he can do to avoid paying $12 a ton 
for vessel carriage of coal from Norfolk to Pacific coast 
points where it could be used by the navy. The offer to 
carry coal, some time in April, from Norfolk to the Pa- 
cific coast was made to him by the Pacific Mail. That 
company said it would have its ship Ecuador ready to 
act as collier for the warships on the Pacific coast, to 
the extent of one cargo, between 4,500 and 5,000 tons, at 
$12 a ton, if the canal happened to be open at that time. 
The company stipulated that, if the canal should be used, 
the government should bear the canal tolls, amounting 
to about $1 more. 


If the canal should not be open at the time the cargo 
arrived the coal would be delivered at Colon at a charge 
of $6 a ton. The bid was not accepted. 


At $12 a ton, a railroad would earn $600 .on a carload 
of coal weighing fifty tons. The West Virginia coal field 
is filled with hopper cars carrying from fifty to sixty tons 
at $1.40 a ton to Norfolk and other eastern ports, and 
$1.12 or less to lake ports. 

Acar revenue of $300 is considered remunerative. Re- 
frigerator cars carrying fruit east from California points 
and going back empty earn about $400. 


There are no through rates from West Virginia to Cali- 
fornia on coal, for the same reason that there are no 
through rates on diamonds in carload quantities. But the 
water competition has so nearly disappeared that a 
through rate of $10 a ton could probably be maintained 
for some time. 


But the $12 a ton vessel freight and the $1 of tolls 
would not be the whole cost to the government. The 
coal must be got to Norfolk, and the published rate on 
that movement is $1.40 a ton. At this time it would be 
useless to suggest to a railroad that it should exercise 
its privilege and give the government lower rates. The 
space basis proposed for railway mail pay is not so pleas- 
ing to the railroads that they would think of cutting 
freight rates for the benefit of the government. They 
could even carry for the government for nothing, without 
volating the no-pass provision of the law—but no one has 
any idea they would think of making such an offer. 





REPORT ON ACCIDENT 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


In Chief W. H. Belknap’s report on the New York, New 
Haven & Hartford Railroad wreck near Milford, Conn., 
February 22, stress is laid on the fact that it will forever 
be impossible exactly to determine why signals were not 
observed with sufficient care to prevent the long list of 
injured persons and some loss of life. 


The accident was the result of a rear-end collision be 
tween two passenger trains and a freight train lying on an 
adjoining track. Such was the force of the impact that 
train No. 5 raised the rear end of the last car of train 
No. 79, the end still striking the cylinders and saddle of 
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locomotive 824, tearing the boiler shell completely loose 
from the frame, the shell continuing into the body of the 
ear for about 20 feet. It also lifted the steel car from its 
trucks. The car, together with the boiler shell, was forced 
upward and against a steel gondola car in the passing 
freight train, which it crowded off the tracks. 


The engineman of train No. 79 found that his brakes 
had gone into the emergency; he stopped his train and 
was under the baggage car replacing the air hose when 
the collision occurred. He did not signal his flagman 
because, on account of his reliability, he felt he would not 
wait for a signal before going back. He also felt that his 
own delay would be so short in duration that the distant 
signal would be sufficient immediately to reduce the speed 
of any train following. From all the evidence that could 
be secured it is evident, says. the report, that the men on 
train No. 5, especially Engineman Curtis, failed to observe 
and be governed by the signal indications of the automatic 
block signals. The reason will always bé a matter of 
conjecture, says the report. 


It is believed that if the trains had been spaced further 
apart the accident would not have occurred. Says the 
report: 


“The evidence seems to justify the conclusion that train 
No. 5 had been passing without decreasing speed most 
of the distant signals set at caution since leaving tower 
75. * * * The record in this case, together with a 
careful consideration of the diagram, brings forcibly to 
mind that the rules permit the distant signal indication 
to be observed with less exactness than is the home sig- 
nal indication. 


“This accident again directs attention to the fact that 
careful and competent enginemen, aided by signal systems 
of the most highly approved type, are not adequate fully 
to guard against collisions of this kind.” 


That the equipment of the train which was struck was 
of all-steel and steel underframe construction, and that 
the leading car of the second train was of all-steel con- 
struction, is the reason there was not a greater loss of 
life, says the report. As it was, there were three pas- 
sengers killed and seven employes and other persons. 
Two hundred and thirty-five passengers and thirty-one em: 
ployes and other persons were injured. 





WILL SEE PRESIDENT WILSON 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
Announcement has been made by Francis B. James, of 
counsel for the various associations and business inter- 
ests chiefly concerned in the passage of Senator Pom- 
erene’s bill (S-19), which has twice passed the Senate 
and is now before the House, that arrangements have 
been made for a delegation to appear before President 
Wilson on April 12 in behalf of the passage of the bill. 
Previous to that meeting a preliminary consideration ot 
the matter will be had at the Interstate Commerce hear- 
ing Room at the New Willard Hotel by all interested 
persons. This meeting will be presided over by Mr. James, 
and the delegation will include members of the American 
Bar Association, United States Chamber of Commerce, 
American Bankers’ Association, National Association of 
Commission Merchants and the National Grain Dealers’ 
Association. It is presumed that Examiner Satterfield, 


before whom the hearings on matters relating to bills of 
lading have been held, will meet with the delegation. 
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| Personal Notes 
& & 
Edward Briggs was born in New York City. He entered 
railroad service in October, 1882, as bill clerk in the local 
freight office of the Connotton Valley Railway at Cleve- 
land, Ohio. He was with that road and its successor, the 
Cleveland & Canton, at Cleveland seventeen years in the 
following capacities: Local freight agent, local ticket 
agent, chief clerk to general superintendent, chief clerk to 





EDWARD BRIGGS. 


general freight and passenger agent, and chief clerk to 
general freight agent. In July, 1899, he entered the service 
of the Republic Iron & Steel Co. at Chicago as chief clerk 
to the traffic manager. In January, 1900, he returned to 
Cleveland as chief clerk to the general traffic manager, 
Wheeling & Lake Erie Railroad. In April, 1906, he went 
to Pittsburgh as chief clerk to general freight agent, Wa- 
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bash Lines. July 1, 1907, he was appointed commercial 
agent at Pittsburgh of the same lines. He returned to 
Cleveland July 1, 1908, as general agent, Wheeling & Lake 
Erie Railroad. He was appointed assistant general freight 
agent May 1, 1913, and general freight agent March 15, 
1916. 

James Warren Roberts was born at Buckhannon, W. Va., 
Feb. 10, 1872. He entered the service of the Vandalia 
Railroad Co. (a part of the Pennsylvania System) Jan. 4, 
1904, as a clerk in the transportation department, and 


J. W. ROBERTS. 


was promoted Jan. 13, 1905, to the position of assistant 
chief clerk, office of the general manager; Jan. 16, 1910, 
to the position of assistant car accountant; Sept. 1, 1910, 
to the position of car accountant; Oct. 1, 1911, to the posi- © 
tion of superintendent of car service; Feb. 1, 1915, to the 
position of general superintendent of passenger transpor- 
tation Pennsylvania Lines West of Pittsburgh, and on 


The German American Car Co. 
General Offices, Harris Trust Building, Chicago 


Tank Cars Leased for All Commodities 


We Build New Tank Cars 


Eastern Office: 
17 Battery Place 


New York San Francisco 


Pacific Coast Office: 
24 California Street 


Rebuild Old Tank Cars 


Plants at 
Warren, Ohio East Chicago, Ind. 
Sand Springs, Okia. 
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March 1, 1916, to the position of superintendent of freight 
transportation of the Pennsylvania Lines West of Pitts- 
burgh, when, under a change in the organization, the posi- 
tions of general superintendent of freight transportation 
and general superintendent. of passenger transportation 
were abolished. His first railroad service was with the 
L., E. & W. R. R. Co., by which he was continuously 
employed from March 1, 1892, to Feb. 28, 1900, inclusive. 
From March 1, 1900, to July 23, 1903, he was in the em- 
ploy of the C., C., C. & St. L. Ry. Co., and from July 23, 
1903, to Jan. 4, 1904, in the employ of the M., K. & T. 
Railway System, the positions held during the periods 
specified being telegraph operator, station agent, yard 
clerk, assistant yard master, yard master, car distributor, 
train dispatcher, chief clerk division superintendents’ 
offices, chief clerk in assistant general superintendent’s 
office, with supervision over freight and passenger car 
distribution matters, and chief clerk general superintend- 
ent’s office. 

LeRoy Morris is appointed traveling freight and pas- 
senger agent of the Mississippi Central Railroad Co., with 
headquarters at Hattiesburg. : 

J. L. Boyd has been appointed traffic manager of the 
Gulf, Sabine & Red River R. R., with headquarters at 
Orange, Tex., effective May 1. 

Lynn E. Stone has been appointed commercial agent of 
the Continental Line and the Central States Despatch, 
with office at Indianapolis, Ind. 

H. E. Duval is appointed division freight agent of the 
Rock Island, in charge of the Illinois division, with head- 
quarters in Chicago. The position of traveling freight 
agent, Illinois division, is abolished. L. D. Voak is assigned 
to duty in the general freight office. 

R. H. Bell, general agent of the Canadian Northern Ry., 
at Chicago, has been appointed division freight agent at 
Edmonton, Alta. F. R. Clark, general agent at Pittsburgh, 
Pa., has been transferred to Chicago, vice Mr. Bell. F. G. 
Wood, commercial agent at St. Louis, Mo., will succeed 
Mr. Clark at Pittsburgh. 

Sam S. Butler, who was, March 1, 1916, made general 
southwestern agent of the St. Louis and San Francisco 
and the C. & E. I., with headquarters at St. Louis, is thus 
recorded in the blue book: Born Aug. 25, 1875, at Mur- 
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ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey St., Chicago, Ill. 
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freesboro, Tenn. Entered railway service Nov. 1, 1890, 
since which he has been consecutively to 1900 in general 
office Texas & Pacific Ry. at Dallas, Tex.; 1901, relief 
agent and traveling auditor, same road; 1901 to 1902, con- 
tracting freight agent Frisco Lines at Dallas; 1902 to 1905, 
traveling freight agent; 1905 to 1907, commercial agent; 
1907 to 1909, general agent at Ft. Smith, Ark.; 1909 to 
Jan. 1, 1912, general agent at New York; Jan. 1, 1912, to 
date, assistant to vice-president in charge of traffic, same 





Ss. S. BUTLER. 


lines in Texas and Louisiana, including the St. Louis, San 
Francisco & Texas Ry., Ft. Worth & Rio GrandeyRy., Paris 
& Great Northern R. R., New Orleans, Texas & Mexico R. R., 
Beaumont, Sour Lake & Western Ry., Orange &*Northwest- 
ern R. R. and St. Louis, Brownsville & Mexico Ry. 

F. W. Parker, car accountant of the St. Louis, Browns- 
ville & Mexico Ry., at Kingsville, Tex., has been appointed 
superintendent of transportation of the New Orleans, 
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Texas & Mexico R. R., with headquarters at Houston, 
Tex., vice R. E. Clarke, resigned to accept service with 
another road. 

C. D. Boyd is appointed general coal and coke agent of 
the Louisville & Nashville Railroad Co., with headquarters 
at Louisville, Ky., having immediate charge of all matters 
pertaining to those commodities, with jurisdiction extend- 
ing over the entire line. 

C. C. F. Bent has been appointed general agent of the 
Baltimore & Ohio R. R., in charge of the Philadelphia dis- 
trict, with headquarters in Philadelphia. Mr. Bent was for 
some time general superintendent of the company, in 
charge of the New York division, and vice-president of 
the Staten Island Rapid Transit Ry., with headquarters 
at New York. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation, Club of Louisville will hold its April 
meeting April 10. .Churchill Humphrey will address the 
club on “The American Navy.” He has served as a line 
Officer of the navy. 





The next bi-monthly meeting of the Traffic Club of 
Cleveland will be held at the Hotel Statler banquet hall, 
Tuesday evening, April 11, at 6:30 p. m. After an informal 
dinner, followed by a business meeting, the club will have 
a talk from Benjamin Karr, editorial writer of the Cleve- 
land Leader, who will relate his experiences on the trip 
of the Ford peace party. This will be the last meeting 
before the annual outing. A committee will be selected 
to nominate candidates for offices for the coming year. 





The Transportation Association of Chicago had Adam 


Congestion a Dead Letter 


Hoboken Shore Road is daily making congestion a dead letter 


where its clients are concerned. 


Superior physical location along the Hoboken water front; 
extraordinary quality 
and quantity of equipment—all go to account for the 
Hoboken Shore Road’s able handling of the terminal situa- 


business organization of personnel; 


tion in New York Port. 


Become a Client of the 


Hoboken Shore Road 


No charge to you on carlot shipments. Trunk lines pay our 


earnings. 


No need for you to change existing affiliations. 
operate with your local forwarding agents or brokers. 
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F. Weckler, harbor master, city of Chicago, as guest and 
speaker at a luncheon in the Sherman House Thursday, 
April 6. He told. about the new municipal pier, outlined 
the advantages to be derived from it by railroads, steam- 
ship lines, cartage contractors and others interested in 
the transportation of freight. 





The Traffic Club of Baltimore has elected officers as 
follows: H. R. Lewis, president; Jno. F. Wilhelm, first 
vice-president; J. L. Hayes, second vice-president; C. C. 
Kailer, secretary; W. H. Smallwood, treasurer. 





At the regular meeting of the Traffic Club of New York 
at the Waldorf-Astoria Tuesday evening, March 28, F. C. 
Stevens, former congressman from Minnesota, addressed 
the club on “Railroads as Eleemosynaries.” He spoke at 
length of the requirements of the carriers as to equip- 
ment, etc., to meet present demands, and pointed out that 
within a comparatively short time between five and fifteen 
billion dollars would be required to finance railroads in 
this country. He said there was a question as to the in- 
vestors of the country being sufficiently assured at this 
time of returns on their money invested in transportation 
securities. 


ISAAC JOSEPH IRON CASE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Commission has granted the prayer of Fred H. Wood 
for a reopening of the Isaac Joseph Iron Co. case to the 
extent of allowing parties in “interest further to discuss 
the issue by means of briefs. It has defined the issue to 
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be “whether the through rate in issue contravened the 
aggregate-of-intermediates rule of the fourth section.” 


The opening brief must be in on or before May 1 and 
reply briefs on or before May 20. Inasmuch as Mr. Wood 
has already filed a big book on the subject, the require- 
ment that he shall be ready on May 1 is not considered 
onerous. 


FOURTH SECTION NOTICE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The following notice has been sent by the Commission 


to carriers with regard to their fourth section violations: 


Experience has shown that as to many of the applications 
filed immediately following the amendment of the Fourth Sec- 
tion of the Act to regulate commerce, June 18, 1910, carriers 
have either removed from their tariffs fourth section departures 
in the rates protected by said applications that could not be 
defended, or in many instances do not desire to present any 
defense where the rates are still in contravention of the law. 

It is, therefore, the opinion of the Commission that, if the 
carriers would check over and analyze those applications which 
have not already been heard, with a view to withdrawing such 
as they do not care to justify, together with those protecting 
departures that have already been removed, it would save 
trouble and expense, not only for the carriers, but for the 
Commission as well, in setting applications for hearing; and 
that this should be done without further delay. The Commis- 
sion requests, therefore, that this action be taken by the car- 
riers, and that the Commission be advised of the receipt of this 
letter and of the carriers’ intention in the matter. 

In those instances where it is found that departures in rates 
have been or will be corrected to conform to the rule of the 
fourth section carriers will be expected, and they are hereby 
requested, to report to the Commission the I. C. C. number of 
the fourth section application or applications covering the same 
so that a denial order may be issued to properly dispose of the 
applications. 

It will be the purpose of the Commission to set down for 
hearing as rapidly as may be possible the remaining unheard 
applications of all carriers and they will be expected and re- 
quired to present at the time of such hearing all of the defense 
they desire to submit. 

In the interest of expedition parties will have opportunity at 
such hearings to spread on the record their willingness to have 
disposition made of their applications by order without accom- 
panying reports. 





SENATOR LEA INVESTIGATIONS. 

The Commission, by an order issued April 5, has con- 
solidated the two Luke Lea investigations as to the issu- 
ance of passes by the L. & N. and the Nashville, Chatta- 
nooga & St. Louis. The older of the investigations was 
that begun by the Commission in obedience to a resolu- 
tion of the Senate, offered by Senator Lea. The second is 
Senator Lea’s formal complaint, No. 8488, entitled “Luke 
Lea vs. Louisville & Nashville et al.” 


CUMBERLAND TRANSPORTATION CO: ORDER. 

The Cumberland Transportation Co. having filed a good 
and sufficient bond to protect rail carriers ordered to 
establish through route and joint rate arrangements in 
connection with it, the order of the Commission in No. 
7704, Cumberland Transportation Co. vs. Cincinnati, New 
Orleans & Texas Pacific et al., is to become effective on 
or before May 15. The report of the case is to be found 
in 37 1. C. C. 463. 


EFFECTIVE DATE POSTPONED. 

The Commission, April 1, postponed the effective date 
of its order in the complaint of the City of Astoria vs. 
Ss. P. & S. et al. so as to enable it to consider the ap- 
plication of the carriers for rehearing in that case. The 
railroads, in their petition, assert the Commission in 
making its order in that case, giving Astoria rates en- 
abling it to compete with Portland and the Puget Sound 
cities, acted on an exact reversal of facts relating to the 
establishment of rates to Portland and the Puget Sound 
cities. 
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COMMISSION ORDERS | 


At complainant’s request the following cases have been 
dismissed by the Commission: 

8400, Wm. Henderson vs. Franklin & A. et al. 

8649, Orrin S. Good vs. Gt. Nor. et al. 

8544, General Construction Co. vs. C., M. & St. P. et al. 

8556, C. Reiss Coal Co. vs. C. Gt. W. et al. 

8423, C. Reiss Coal Co. vs. C. Gt. W. et al. 

8398, E. Henderson vs. C. Gt. W. et al. 

7664, Palmer Lime & Cement ‘Co. vs. P. R. R. 

7867, Palmer Lime & Cement Co. vs. P. R. R. 

8237, L. & J. S. Stickley, Inc., vs. N. C. & St. L. et al. 

7815, Palmer Lime & Cement Co. vs. P. R. R. et al. 

7763, Palmer Lime & Cement Co vs. P. R. R. et al. 

7763, Sub-Nos. 1 to 4, inclusive, Palmer Lime & Cement 
Co.. v8. P. R.-R.. etal. 

The Commission has allowed complainant to amend 
complaint in case 8627, Freight Adjustment Steering Com- 
mittee vs. A. C. L. et al. 

I. and S. 789, Nashville Flour Transit rules, and case 
6497, Freight Bureau of Commerce Club of Macon, Ga., 
vs. Sou. Ry. et al., have been consolidated and N., C. & 
St. L., West. & Atlan. and Tenn. Cent. made parties to 


case 6497. 


The Watab Pulp & Paper Co. has been allowed to 
intervene in case 8612, Lake Superior Paper Co., Ltd., vs. 
Soo Line et al. 

Fourth Section Order 5333 of December 28 has been 
further modified so as to become effective June 1, 1916. 

Order of January 21, in Case 7736, Paducah Board of 
Trade vs. Ill. Cent. et al., further modified so as to become 
effective June 1, 1916. 

The D. T. & 1, K. & M., T. & O. C. and L. & N. have 
been added as additional parties to Case 8725, lake cargo 
coal. 

Order of January 24, in Case 7737, Paducah Board of 
Trade vs. C., B. & Q. et al., further modified so as to be- 
come effective July 1, 1916. 

Permission has been granted to amend complaint in 
case £571, Public Service Commission of Washington vs. 
A. & V. et al. 

Case 7286, Henderson Commercial Club vs. Ill. Cent. 
et al., has been reopened for further hearing to determine 
what differentials shall be; Henderson, Ky., over Evans- 
ville, Ind., in rates to and from C. F. A. and Trunk Line 
territories and Evansville, Ind., over Henderson, Ky., in 
rates to and from points south of Henderson. 

Cases 17733, Thoele-Phillips Mfg. Co. vs. Erie et al., 
and 8401, Lewis Werner Stave Co. vs. Int. & Gt. Nor. 
et al., have been dismissed at the request of complainants. 

Cornell Wood Products Co. has been allowed to inter- 
vene in case 8623, Beaver Co. vs. New York Central et al.; 
the Merchants’ & Manufacturers’ Assn. of Beaver Dam, 
Wis., and the Horicon Advancement Assn. of Horicon, 
Wis., in case 8511; Wisconsin Freight Relief Assn. et al. 
vs. C. & N. W. et al., and the Wabash Pittsburgh Termi- 
nal and the West Side Belt in case 8598, Pittsburgh Coal 
Operators’ Assn. vs. Pa. Co. et al. 

The L. & N. is allowed in intervene in case 8677, Board 
of Commerce, Inc., of Lexington, Ky., vs. C. N. O. & T. P. 

Case No. 7353, Nitro Powder Co. vs. West Shore et al., 
has been reopened for further hearing in the matter of 
reparation, on request of the New York Central. 


Case 7519—Cudahy Packing Co. vs. Santa Fe et al. has 
been transferred to Docket ‘8436, The Live Stock & Prod- 
ucts Case. 
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‘**Emblem of Satisfaction’”’ 


EMBARGOES and BLOCKADES 


The prevailing condition throughout the country is a serious 
menace to trade. 


Freight congestions and tie-ups are causing heavy financial losses 
to shippers, railroads and the public. Thousands of orders are being cancelled 
every day. Prospects for early relief are doubtful and may become more serious 
instead of improving. 


The concerns least affected at this time are manufacturers and 
shippers who have forestalled the effects of’ the present condition by utilizing 
public warehouses. Their orders are filled with the usual promptness. Deliveries 
are being made with the-same regularity as heretofore. Except for slight delays in 
the movement of goods to supply warehouse stocks, conditions are about normal. 
Spot stocks carried at various warehouse centers are a godsend to the trade just now. 


THE AMERICAN CHAIN OF WAREHOUSES, INC., rep- 


resents the highest efficiency in modern warehousing and distribution, embracing 
almost any service that could be performed by your own branch house. 


The 1916 warehouse directory will help you to select the best for- 
warding representatives or public warehouses in each city throughout the United 
States and Canada. It is fully illustrated and shows the facilities of the great 
terminal warehouse companies in about one hundred principal cities and distributing 
points. If you have not already received a copy of the directory, a request will bring 
ss to you free of charge, and we will place your name on mailing list for future 

ations. 


Insure your deliveries by making use of the facilities offered by 
this body of select and responsible concerns. Let us assist you in getting your goods 
into your customers’ hands. 


AMERICAN CHAIN OF WAREHOUSES, Inc. 


F. ROCHAMBEAU, Secretary 
Beach & Varick Sts., New York City 
(F. C. Linde Company) 


CHICAGO OFFICE: ; 
325 North Clark St., SAN FRANCISCO OFFICE: 


P. F. Cassidy, Rep. i AL $10 California St., 
(Sibley Warehouse & Storage Co.) Sage 7 / The Haslett Warehouse Co. 








776 








THE TRAFFIC WORLD 


Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, Ete. 





SHREVEPORT, LOUISIANA 
Caddo Transfer & Warehouse Co. Inc. 


Special attention given to merchandise stock storage 
accounts. Carloads for distribution, less carloads for 
City Delivery. Reshipments and forwarding by Express 
or Parcel Post. 


TWO LARGE W'AREHOUSES ON RAILROAD TRACKS. 


Jenkins Express 
COLUMBIA, S. C 


The Geographical Center of Its State. Four Railway 
Ss ms. River Transportation. 


Equipped for general storage, bonded storage, distribu- 
tion, forwarding. Motor truck transfer. Private side 
track connecting all lines. 


Western Transfer and Storage Co. 


616 to 522 San Francisco St. 
EL PASO, TEXAS. 
FORWARDERS AND DISTRIBUTORS. 


DISTRIBUTION CARS A SPECIALTY. 
TWO WAREHOUSES ON TRACK. 


Cut Rate Package Car Service from Seaboard Territory. 











EDGAR’S SUGAR HOUSE, Inc. 


620-5832 LAFAYETTHB BLVD. 
DETROIT, MICH. 

Eight fireproof warehouses on tracks of principal rail- 
roads. The only two fireproof warehouses on the river 
front. Lowest insurance rates in the city. Twelve auto 
trucks for delivery. Write for further particulars. 





Buffalo Storage & Carting Co. 


350 Seneca St., Buffalo, N. Y. 


Storage, Transfer and Forwarding 
Warehouse vn New York Central Tracks 





PORTLAND, OREGON 
OREGON TRANSFER COMPANY 


474 Glisan St. Established in 1868 
GENERAL TRANSFER AND STORAGE BUSINESS 
Special attention given to merchandise stock stor- 
age accounts, carloads for distribution, less car- 
loads for city’ delivery, reshipment and reforward- 
ing by express or parcel post. Own and operate 

two class A warehouses on terminal tracks. 
No Switching Charges on Carload Shipments 


TOLEDO, OHIO 


STORAGE—FORWARDERS—DISTRIBUTORS 


The best distributing point for northwestern Ohio, nthe #8 railroads, and In- 
diana. We have direct track connection with each of th Seanad. 

12 interurban and five passenger steamship lines entering No 
switching charges on car lots, either in or out. 


The Toledo Warehouse Co. 
Solicited. 1308-19 La Grange Bt. 
Members American and Interstate Warehousemen’s Associations. 





Albany Terminal Warehouse Co. 


10 TIVOLI ST., ALBANY, N. Y 
Storage, transferring and forwarding. Direct railroad 
connections, all railroads. Also buildings suitable for 
branches, to let in whole or part. Members of American 
Chain of Warehouses and American Warehousemen’s 
Association. 





LINCOLN, NEB. 


Best Distribution Point in the West 
Merchandise in car lots distributed to all points. House- 
hold goods assembled and shipped in car lots at reduced 
rates. Cars set to our warehouses without charge. 

GENERAL DRAYAGE AND STORAGE 
Fireproof Buildings—Trackage Space, 7 cars. 
Service—the foundation of our success. 
CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 








ST. JOSEPH TRANSFER CO. 
“ peny EXPRESS” 
ST. JOSEPH 6-0 -Clt OM 


MERCHANDISD STORAGH WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICH GUARANTEED. 





CHICAGO— 


Chicago Storage & Transfer Co. (Not Inc.) 


5851-61 WEST 65TH STREET 
Excellent facilities for shipping L. C. L. lots without 
. Carload distribution a specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 
Floors for rent. 
. INSURANCE TWENTY CENTS. 








Byvank Transfer & Storage Co. 


823-825 Lafayette St. 
WATERLOO, IOWA. 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY. 





MILWAUKEE 


The Union Transfer Co. 


107 REED STREET 
FREIGHT TEAMING—SHIPPING AND RECEIVING 
AGENTS 
CARLOAD DISTRIBUTORS 
The Best Equipped Transfer Company in the City 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 


Warenousemen and Forwarding Agents. -Drayage and 
Heavy Hauling a Specialty. Fireproof Warehouse. Low- 
est Insurance Rate in City. 

GALVESTON, TEXAS 
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EXPORT SPECIALISTS 


THROUGH RATES 


MARINE INSURANCE 


LEAVE IT ALL TO US < WaR RISK 


CONSULAR ARRANGEMENTS 


COLLECTIONS 


Completely Covering Shipments by 
RAIL and OCEAN 
to All Parts of the World. 


JUDSON FREIGHT FORWARDING CO. 


Home Offices: CHICAGO NEW YORK BOSTON PITTSBURG ST.LOUIS LOS ANGELES SAN FRANCISCO 
Foreign Ageneies in All Principal Cities and Ports in Eurepe, Asis, Afries, Australasia, China, Japan, South Americs, Philippine Islands, ete. 





Security Wareheuse Company 
MINNEAPOLIS, MINN. 
Northwestern Distributors for nearly all Nationally 
Advertised Commodities—Twenty Car Trackage 
Space. 
Motor Truck delivery in Minneapolis and St. Paul 


FORT WAYNE, INDIANA, 
WAREHOUSES 


Grand and Harrison Streets 
Francis and Hayden Streets 











D. A. MORR TRANSFER AND STORAGE CO. 


KANSAS CITY, MO. 
2114-2120 Central Street 
TRANSFER, MERCHANDISH STORAGE, FORWARD- 
ING, DISTRIBUTION AND CITY DELIVERIES. 
Direct rect Connections WIth All Raliroads. Fireproof Storage, 
Sprinkler System. 





Springfield, Mass. 


Central Warehouse & Transfer Co. 


Office: 315 Bridge St. 


TRANSFERRING AND RESHIPPING. 
GENBRAL STORAGE, FURNITURE STORAGE, BTC. 





Established 1890. From long and practical experience 
we know your needs. Write for information. 


Witkin Trucking Company 


Main Office, 30 BURLING SLIP, 


NEW YORK, N. Y. 


“HE SERVES BEST WHO SERVES WELL” 





Minneapolis Transfer & Warehouse Co. 


MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 4 


CHICAGO 
Jos. Stockton Transfer Co. 


536 The Rookery Building 


Teaming of Every Description—City Delivery Service 
and Carload Distributors. 


PITTSBURGH, PA. 


FIREPROOF AND NON-FIREPROOF WAREHOUSES 
PENNSYLVANIA SIDING LOWEST INSURANCE 
Writé’ue’ about storage or distributing 
HAUGH & KEENAN STORAGE & TRANSFER CO. 





Central Warehouse Co. 
Storage—forwarding 


Trackage Counection with all railroads entering the 
Twin Cities. 


Minnesota Transfer, Minn. 


PHILADELP®SIA, PA. 


BEST DISTRIBUTING POINT IN THE EAS) 


Railroad Sidings, Penna. R. R. and Phila. & Reading 
Experienced in giving Best Warehouse Service 
SCOTT PAPER CO. WAREHOUSE 
C. R. CLEMENTS, Manager 


Very low insurance. 





Trackage, Capacity 18 cars a day. 





Omaha Fireproof Storage Co. 


806-18 SOUTH 16TH aia OMAHA, NEB. 


EIGHT AND ONE-HALF A RES FLOOR SPACE 
oa RATS 20 CENTS 

TRACKAGE SPACE, 10 CARS. G THAMING 

AND AUTO SERVICE. 





Savannah Bonded Warehouse & Transfer Co. 


SAVANNAH, GEORGIA 
GENERAL STORAGE—RE-CONSIGNING—DISTRIBUT- 
NG—FO G—PROMPT AND EFFICIENT 


SERVICE—EXCEPTIONAL FACILITIES— 
‘ CUSTOM HOUSE BROKERS 
Members American Chain of Warehouses 
Members American Warehousemen’s Association 





Louisville Public Warehouse Co., Inc. 
LOUISVILLE, KY. 


Import and export freight contractors, transfer ‘and 
reshipping agents, custom house brokers. Bonded and 
free warehouses, 


As a Friend of THE TRAFFIC WORLD please Mention the paper in writing to advertisers, 


ee ET SOE Re 


SL TT TT LE LT TN ES ES NT a ae 








Se e . ) ee 

rvice Under All Conditions 
The accompanying photo- 
graphs show the interior 
and exterior of a fibre 
container that we supplied 
the Excelsior Shoe Co. of 
Portsmouth, O. This con- 
cern took a case from their 
stock, packed it with shoes 
and shipped it to London. 
It was subsequently re- 
turned to them and so 
completed a trip of about 


8,000 MILES 


The inside of the case.was 
in perfect condition—not a 
corner dented nor one of 
the walls punctured in spite of the rough handling of rail and 
steamship transportation and the many necessary transfers. 





See that your goods are as well protected. 


It means Satisfied Customers. 


Quality Cases of Fibre and Corrugated Board 


ARE MADE BY 


HUMMEL & DOWNING CO. 


MILWAUKEE 








